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ELECTION RESULTS 


Whatever else he may think about the result of the 
national election this week, every intelligent and patriotic 
citizen may, at least, give thanks for the overwhelming 
disaster to the hopes and plans of Robert M. La Follette 
and for the blow to the insurgent balance of power in 
Congress. La Follette, for all the loud noise he made 
and the fears he inspired that he would win enough states 
to throw the election into Congress, carried only one 
state—his own. The most striking example of the rot- 
ten vegetables thrown at him is furnished by the great 
state of Iowa, which, though it gave 275,000 plurality 
for the Republican candidate for president, re-elected 
Senator Brookhart, one of the most pestiferous of the La 
Follette gang, by only about 1,000 votes over his Demo- 
cratic opponent. Magnus Johnson, of Minnesota, goes 
into the discard, being succeeded by a Republican. Mag- 
nus is a Farmer-Laborite. 

Interpreted in terms of -transportation—and trans- 
portation issues were important, though not, of course, 
controlling—the result of the election, so far as La Fol- 
lette’s crushing defeat is concerned, means that the 
voters have repudiated the idea of government owner- 
ship or control of the railroads and the La Follette idea 
that the railroad valuation should be cut in half in order 
that rates might be reduced, and have refused to lend 
ear to the quack nostrums proposed and the base lies 
told by the demagogues who call themselves “progres- 
sives.” It means, also, that labor cannot be delivered as 
many thought it could. The returns would seem to in- 
dicate, for instance, that railroad labor was not unani- 
mously enamoured of the idea that government owner- 
ship would be the best thing that could happen for it. 
The railroads helped expose the methods used and are 
entitled to their share of credit for the result, as they 
are undoubtedly feeling their share of satisfaction in it. 


result of the election means little, speaking in terms of 
transportation. Neither party made much use of trans- 
portation questions, except to combat La Follette theo- 
ries, and their platforms differed little in essential re- 
spects. The Democratic platform, to be sure, did con- 
demn the transportation act for having failed to accom- 
plish its avowed purposes and contained a pledge to re- 
write it so that the “high purposes which the public wel- 
fare demands may be accomplished.” But it did not say 
in what respects the act had failed nor what should be 
done to amend it. The Republican platform, on the other 
hand, though it did not praise or endorse the transporta- 
tion act, did not condemn it or find fault with it. Thus, 
those who are disposed to analyze finely, may find some 
support for an argument that the vote of the country 
may be taken, to some extent, as an endorsement of the 
present statute. 

There is danger, however, notwithstanding all that 
we have pointed out, of too much being argued from the 
fact that the supposedly discontented and impoverished 
northwest country did not rally to the support of La 
Follette as expected or feared. We mean this, of course, 
with respect to transportation policies. It must be re- 
membered that both the Democratic and Republican plat- 
forms contained the same idea of relief for the farmer 
through reduced freight rates on basic commodities. 
Both platforms based what they had to say on the al- 
leged need of a scientific readjustment of freight rates, 
as we pointed out in our editorial of July 5, but in both 
can be traced the idea of specific help for the farmer 
through the application of this theory. It was not nec- 
essary, therefore, that the western farmer should vote 
for La Follette so far as the achievement of a desire for 
lower freight rates on agricultural commodities was con- 
cerned. Both the old parties gave him adequate assur- 
ance in this respect, and that fact must not be forgotten, 
either in analyzing election figures for the mere scien- 
tific pleasure or profit of getting at correct conclusions, 
or in considering the present and future transportation 
situation. 

The Republicans, in the new Congress that comes 
into existence next March, will have an adequate work- 
ing majority, exclusive of the insurgents, in the House. 
In the Senate they have a small nominal majority and, 
perhaps, an actual majority, exclusive of the remnants 
of the insurgent senators; but, even if that actual ma- 
jority exists, it is so small as to be subject to an upsetting 
at any time should La Follette and his cohorts continue 
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their aggressive antics of obstruction and should they, 
on occasion, win a.vote or two from those senators who, 
though not actually identified with the La Follette bloc, 
are still not always loyal followers of party policies and 
sometimes vote with the insurgents. | 

The question arises, then, as to what shall be the 
policy with respect to transportation legislation. Un- 
questionably, for the rest of the life of the present Con- 
gress, whose personnel is not changed by this week’s 
election, the policy of “hands off” should be continued, 
in our Opinion. As to what should be the policy with 
respect to the new Congress, we can afford to wait until 
it convenes next March or, at least, until something more 
definite and final appears as to its complete makeup and 
as to the course that will be taken by the insurgents. It 
might seem that they would feel themselves squelched 
and would discontinue their destructive tactics, but we 
have little hope of that. It is, however, among the possi- 
bilities. At least, let us not be so full of enthusiasm over 
the election results that we rush at once into cam- 
paigns for this or that legislation, however admirable 
our proposals may be. There is plenty of time to get 
busy, if getting busy shall seem later to be the proper 
course to take. 


It must be borne in mind, too, that even for the Re- 
publican or independent who rejoices much in the Cool- 
idge triumph, there cannot be unmitigated joy and con- 
fidence, if he be a man who thinks in terms of trans- 
portation or whose interests depend to great extent on 
sound transportation conditions. The Republican plat- 
form and the Coolidge policies are not entirely sound 
with respect to transportation, as we have pointed out 
before and as we believe most of our readers agree. We 
are thinking now, principally, of the doctrine that agricul- 
tural rates should be lowered to assist the western far- 
mer. Any attempt to put this policy into effect must 
be met with opposition. We do not believe it would 
avail materially to help the farmer and we think it a 
false doctrine and bad precedent anyhow, as we have 
many times pointed out. We feel that most clear think- 
ers along transportation lines agree with us. 

Here is what the Republican platform says on that 
subject: 

We believe that the American people demand, and we favor, 
a careful and scientific readjustment of railroad rate schedules 
with a view to the encouragement of agriculture and basic in- 
dustries, without impairment of railroad service. 

This process (bringing the average prices of what the far- 
mer buys and what he sells closer together) can be expedited 
directly by lower freight rates, by better marketing through co- 
operative efforts, and a more scientific organization of the 
physical human machinery of distribution and by a greater di- 
versification of farm products. 

Perhaps we concern ourselves unnecessarily about 
this matter, since it is well known that party platforms 
do not always or even usually express real convictions 
or sincere purposes, but are constructed principally for 
the purpose of catching votes, where this can be done 
without uttering heresies or making promises that are 
too definite. But we know that there is to be an im- 
mediate effort in the present Congress to enact into law 
the Smith-Hoch resolution, which looks toward a rate 
revision of the kind contemplated in both the Demo- 
cratic and Republican platforms. The present Congress 
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may be too busy with other matters at its closing session 
to adopt this resolution, but what is the expectation next 
March? It behooves us to be on guard. 

Apparently the Republicans will have a nominal ma- 
jority of approximately 13 votes in the Senate in the new 
Congress. This majority is reduced, however, when 
Senators LaFollette, Brookhart, Norris, Ladd, and Fra- 
zier are taken into consideration. Tabulations based on 
incomplete returns gave the Republicans, 54, the Demo- 
crats, 40, and Farmer-Laborite, 1, with one vacancy to 
be filled in Connecticut. It is assumed that vacancy 
will be filled by a Republican. The Republicans, it is 
figured, may have a net majority of 7 in the Senate, not 
counting LaFollette, Brookhart, Norris, Ladd, and Fra- 
zier. This would enable them to organize the Senate 
and. restore Senator Cummins to the chairmanship of 
the Senate interstate commerce committee in place of 
Senator Smith, Democrat, who was made chairman by 
virtue of the LaFollette veto power in the Senate. 

In the House the Republicans apparently will have 
a more decided majority than in the Senate. It is fig- 
ured, on incomplete returns, that the House will be 
made up of 243 Republicans, 186 Democrats, 2 Socialists, 
2 Farmer-Laborites, with 19 in doubt. This will give 
the Republicans control of the House notwithstanding 
the LaFollette delegation of 11 members from Wiscon- 
sin and a few others who backed LaFollette in the last 
session. 


It is believed that Senator Couzens, of Michigan, 
and Senator Howell, of Nebraska, not having bolted the 
Republican party as Brookhart practically did in Iowa, 
will vote with the Republicans in the Senate to organize 
the committees, though they did not support Cummins 
for the chairmanship of the Senate interstate commerce 
committee in the last session. The Coolidge victory, it 
is believed, will tend to make such senators as Couzens 
and Howell somewhat more “regular” than they were 
in the last session. 


The election made few changes in the interstate 
commerce committees as now constituted. Senator El- 
kins, of West Virginia, a member of the Senate commit- 
tee, did not stand for re-election. There are no other 
changes. In the Sixty-ninth Congress it is probable that 
Senator Smith will be deposed as chairman and it is pos- 
sible that LaFollette, no longer regarded as a Republi- 
can, may not receive an assignment on the interstate 
commerce committee. 


In the House committee the only vacancies are those 
caused by the fact that Representative Winslow, chair- 
man, and Representatives Sanders and Graham did not 
stand for re-election. The remainder of the members 
of the committee were re-elected. Representative James 
S. Parker, of Salem, N. Y., is in line for the chairmanship 
of the committee. It will be remembered that this com- 
mittee had the reputation in the last session of being 
conservative with respect to railroad legislation and the 
indications are that it will continue so. It will also be 
remembered that organized railroad labor made its prin- 
cipal attack on the committee because it would not hop 
to the railroad labor’s tune with respect to the Howell- 
Barkley railroad labor bill. In other words, organized 
railroad labor did not make a dent in the committee so 
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far as defeating members of it who opposed the methods 
adopted by organized labor in trying to make an issue 
of the Howell-Barkley bill was concerned. 

It is expected that the Howell-Barkley bill advo- 
cates, with their strength diminished materially so far 
as the new Congress is concerned, will start a drive im- 
mediately after Congress meets the first Monday in De- 
cember to put over the bill before the end of the short 
session. It is not believed, however, that they will have 
as much support as they did in the last session, because 
at that time, just before the election, a large number of 
Democrats appeared to favor the bill because they did 
not desire the opposition of labor. President Coolidge 
may have some recommendations with regard to the 
railroad labor legislative situation in his message to Con- 
gress, however, and that may change the situation. 

If Senator Cummins is again made head of the Sen- 
ate interstate commerce committee in the Sixty-ninth 
Congress, it is certain that he will push his railroad con- 
solidation bill, which has the backing of Secretary 
Hoover, of the Department of Commerce, and, it is un- 
derstood, the approval in general of the President. 

It is not believed that anything will be done with 
respect to section 15a in the new Congress. 


The American Federation of Labor and the asso- 
ciated railroad labor organizations endorsed approx- 
imately 280 congressional candidates, largely on the basis 
of the record made on the Howell-Barkley bill. On the 
basis of incomplete returns, it appeared that approx- 
imately one hundred of those endorsed were defeated, 
and that approximately 75 of those who were endorsed 
and elected come from the “Solid South.” 


In Alabama nine representatives approved by labor 
were elected, while one it did not approve was elected. 

In Arizona, where only one representative is elected, 
the candidate endorsed by labor was elected. He is Rep- 
resentative Hayden, Democrat, who has represented the 
state since it was admitted to the Union. 


In Arkansas, of the seven Democratic representa- 
tives elected, six were approved by labor. Senator Rob- 
inson, re-elected, was endorsed by labor. 

In California labor endorsed nine representatives 


of which two were defeated. Four were elected who 
were not endorsed. 


In Colorado labor recommended two candidates for 
senator who were defeated. It recommended four repre- 
sentatives of whom three were defeated. 

In Connecticut labor recommended two representa- 
tives who were defeated. 

In Delaware labor recommended a candidate for 
senator who was defeated. 

In Florida labor recommended two representatives 
who were elected, the total delegation being four. 

In Georgia labor recommended seven representatives 
who were elected out of a total of twelve in the delega- 
tion. It endorsed Senator Harris, who was re-elected. 


In Idaho labor endorsed Senator Borah, who was 
re-elected. 


In Illinois, labor endorsed eighteen candidates for 
representative of which seven were defeated. 

In Indiana, labor endorsed twelve candidates for 
representative of which eight were defeated. 
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In Iowa, labor endorsed Senator Brookhart and foy; 
out of the delegation of eleven representatives. They 
were elected. ) 

In Kansas, labor said Senator Capper, who was re. 
elected, was the best man, though his record was not 
entirely satisfactory. Six candidates for representative 
were endorsed and five of them were defeated. 

In Kentucky, labor endorsed Senator Stanley, who 
was defeated, and five representatives, out of a total 
delegation of eleven, who were elected. 

In Louisiana, labor endorsed four candidates, oyt 
of a total delegation of eight, who were elected to the 
House. 

No recommendations 
Maryland. 

In Massachusetts, labor endorsed Senator Walsh for 
re-election and he was defeated. It endorsed four can- 
didates for representative out of a total of sixteen, and 
of the four, two were defeated. 

In Michigan, labor endorsed Senator Couzens, who 
was re-elected, and six candidates for representative, of 
which four were defeated. The total delegation in 
Michigan is thirteen. 

In Minnesota, labor endorsed Senator Johnson, who 
was defeated, and ten candidates for representative out 
of a total of ten, of whom seven were defeated. 

In Mississippi, labor endorsed Senator Harrison, 
who was re-elected, and six representatives, out of a 
total of eight, the six being elected. 

In Missouri, labor endorsed eleven candidates out 
of a total of sixteen, of whom one was defeated and three 
are in doubt. 

In Montana, labor endorsed Senator Walsh, who 
was re-elected, and two representatives, of whom one 
was defeated. 

In Nebraska, labor endorsed Senator Norris, who 
was re-elected, and five candidates for representative, of 
whom two were defeated. 

In Nevada, labor recommended one candidate for 
representative, who was defeated. 

In New Hampshire, labor recommended one candi- 
date for representative, who was defeated. 

In New Jersey, labor recommended ten candidates 
for representative, of whom seven were defeated. 

In New Mexico, labor recommended the senator 
and representative elected. 

In New York, labor recommended twenty-nine can- 
didates for representative, of whom nine were defeated. 
The total delegation is 43. 

In North Carolina, labor recommended Senator Sim- 
mons, who was re-elected, and eight representatives, who 
were elected. 

In North Dakota, labor endorsed three candidates 
for representative, of whom two were defeated. 

In Ohio, labor endorsed sixteen candidates for rep- 
resentative, of whom seven were defeated. 

In Oklahoma, labor endorsed a candidate for sena- 
tor, who was defeated, and seven candidates for repre- 
sentative, who were elected. 

In Oregon, labor endorsed one candidate for rep- 
resentative, who was defeated. 


In Pennsylvania, where labor said there was a great 
(Continued on page 1008) 
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terrence 
| Current Topics | 


: in Washington 





America’s Progressive Victory.—All Washington is engaged 
this week in its customary occupation—figuring out what the 
election means. All except the most ardent supporters of La 
Follette agree that he is personally and politically done. In 
addition to having had a mountain fall on him, the Wisconsin 
senator is nearly seventy years old; also he is formally out of 
the party the ticket of which, according to Victor Berger, he has 
not voted for twenty years. Voters in his own state, it has been 
pointed out, said thumbs down in numbers almost great enough 
to leave him in minority. Among the thoughts is that the 
Republicans in the Senate may, without the least criticism, 
refuse to assign him any committee places. At present he is 
holding good committee assignments on the theory that he is a 
member of that party. By noon of the day following the polling 
it was regarded as reasonably certain that he would not carry 
anything other than Wisconsin, and that state by a compar- 
atively small margin. The big thing, however, was that the 
policies advocated by La Follette had been stepped on, and 
that, therefore, a real progressive victory had been achieved. 
The things La Follette advocated, those with any understanding 
of history knew, were reactionary in the highest degree. His 
proposal to make the legislative body the final judge of the 
constitutionality of its own acts was reaction toward the day 
when the king possessed all legislative, executive, and judicial 
powers. Government ownership of utilities was also a pro- 
posal to return to the early days of American governmental 
ownership and operation of railroads and canals. Appeals 
for class consciousness, it was suggested,- were just as reac- 
tionary as when, after the Napoleonic wars, the monarchists 
and nobles tried to reestablish parts of the feudal system. 
It was suggested that, if La Follette ever had a real progressive 
thought, he did not keep it and probably did not know it was 
progressive when he had it. It was pointed out that in his 
attacks on business of all kinds, he was trying for a return 
to the days when work was done in the home by a master 
and his servants. To him all modern business seemed wicked. 
Any combinations larger than a village smithy and carriage 
works, seemed to be a work of the Devil. The most regret 
was shown over what was called the effort of John W. Davis 
to compete with La Follette in bidding for the votes of the 
addicts to self-pity, the leaders of organized labor, and those 
inclined to believe that, because a cabinet officer was crooked, 
every member of the party he called his own, was also 
crooked. In comment on that it was pointed out that that kind 
of thought was also reacting toward the early days in American 
politics when the man who disagreed with the speaker was 
denounced as an aristocrat, a monarchist, or a plain devil. It 
was suggested that, if Davis had denounced the reactionism 
of La Follette, there would have been less ground for rejoicing 
the day after election on the part of supporters of President 
Coolidge. The thought was that such a course would have 
given Davis the support of many of those who believe in the 
progressiveism typified and embodied in the American form 
of government, but who felt constrained to vote for Coolidge; 
in other words, that, if Davis had really been true to his 
upbringing, the so-called conservative vote would have been more 
evenly divided. But even so, the vote for La Follette so com- 
paratively small, that there would have been a clear-cut deci- 
sion as between Davis and Coolidge just the same. Put in 
another way, the thought was that, while La Follette carried 
at least one state, he was not much more of a real figure 
than an admitted Socialist in other elections. 





INinois Cotton Crop.—Not satisfied with carrying its share 


| of cotton produced in the traditional cotton fields, the Illinois 


Central is promoting the growing of that staple in that part of 
Illinois known as Egypt. About 15,000 acres of that rich 
land at the southern tip of the state, the settlement of which 
was made possible through the construction of railroads to 
bring in wood for houses and fuel, have been in cotton this 
season. The railroad’s magazine, turned crop reporter for the 
time being, quotes those supposed to know, as expecting some- 
thing more than a bale an acre. That is not a heavy yield, 
but it is fair and would be a godsend to parts of the traditional 
cotton area where the boll weevil has been eating the buds. 
Illinois tried cotton growing on a small scale last year and 
demonstrated that the crop could be made that far north by 
using the quick maturing varieties that do well in the weevil 
infested sections because they get their bolls well along before 
the weevil mother begins house hunting. The fine outlook for 
the crop in Illinois is a reminder of the fact that two Ohio men, 
who never saw a cotton plant until they were told to find a 
way to circumvent the weevil, said the best way to do that 
would be to plant early varieties and beat the weevil by early 
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rising, so to speak. The Ohioans, knowing nothing about cotton, 
attacked the problem without any preconceived notions of 
what could or could not be done. In much the same way, an 
Iowa man was the chief promoter of rice-growing in western 
Louisiana. The folks who grew rich on rice set up a monu- 
ment to him in the heart of the rice country. The Ohioans 
and the Iowan were set at their tasks by James Wilson, of 
Iowa, Secretary of Agriculture, who was in public life in the 
reconstruction period and spent all the money he could lay 
hands on for the benefit of the South, to atone, he said, for the 
mistake the North made in forcing “reconstruction” on the 
South, after the war between the states—something well in- 
formed southern men believe would not have happened had 
‘Abraham Lincoln lived to the end of his second term. 





Fine Scotch Caution.—Speaking of using language cautiously 
brings to mind, not Ole Oleson, who was not sure that his 
companion had been killed by the railroad train although he 
admitted he had seen a stray human head and foot lying along 
the track, but some language used by Commissioner McManamy 
in the report, on further hearing, in No. 9702, Memphis-South- 
western Investigation. In that case the question was whether 
the rates on sugar, in carloads, from Memphis to western 
Louisiana, if made in accordance with the commodity scale, 
would be warranted by the facts. The New Orleans Joint 
Traffic Bureau insisted they would not, so the Commission 
looked into the matter and Commissioner McManamy was 
told to write a report. He did. But he did not run amuck, 
nor did he crawl out on a verbal limb with his toes twinkling 
in the air searching for a proper landing place. The evidence, 
on further hearing, he said, showed clearly that there was no 
present or probable movement of sugar from Memphis to 
Louisiana points. Merchants, he added, stated that there was 
no present or potential movement and that that was not due 
to the disparity of rates. After all that cautious preparation 
of the ground the Commissioner might have been expected to 
run forth, rashly, with a declaration that, unless Tennessee 
began cultivating beets for sugar making purposes, there never 
would be any movement of sugar, in carloads, from Memphis 
to western Louisiana because frost comes too early to Memphis 
to permit sugar cane to mature. But he left a loop hole. Wha 
knows, he is suspected of reasoning, that the earth will not 
shift on its axis shortly and make cane growing profitable around 
Memphis and, thereby, make that producing territory, moving 
sugar in carload quantities to the Evangeline country? If and 
when the earth does suffer another convulsion of that kind the 
McManamy report will be all right, for it says that, even under 
a parity of rates, carloads of sugar would not “likely” move 
from Memphis to Louisiana. Lest some rabid pan-Norse, like 
Knut Gjerset, suggest that “Scotch caution is the result of 
Norse settlements in Scotland, it may be added that Mr. Mc- 
Manamy is big, blonde, and quiet. 





Buying a Railroad.—Jean Paul Muller figures the em- 
ployees of railroads could buy control of the railroads of the 
country for about $2,500,000,000. Reversing Grover Cleveland’s 
remark, that is a theory, not a condition, confronting the rail- 
road employees. There is no doubt but that any one having 
that amount of money at his command, plus the densest 
secrecy ever known, could pick up a very large percentage 
of the railroads of the country A man who owns, or can vote 
30 per cent of the stock of a railroad company, generally is 
able to control. It is a mathematically demonstrable fact that, 
by saving twenty per cent of their wages, the employees could 
amass the billions needed. How sceret the scheme could be 
kept in another matter. Every time any financier tries to 
obtain control of one road somebody “leaks” and the price is 
run up. It is human nature to follow a leader. If a man finds 
his neighbor wants something that is being offered, in 
minor ‘quantities, as stock on the .stock exchange, at a 
low price, he develops a thirst for the same thing; hence 
the necessity for secrecy. In the alternative, Mr. Muller sug- 
gests employees buying stock issued to finance extensions, 
improvements, and betterments, so as to stabilize the outstand- 
ing stock. But the present employees will not buy stock. Many 
of them have been educated to believe it a sin to work more 
than eight hours, a sin to believe their own interest and that 
of the company identical, and a sign of softness of the head 
to believe that a manual laborer can get ahead, though every 
day they see men who started as manual workers but are 
now executives for whose services giant businessés compete— 
because they have ideas of how to do things, and time, regard- 
less of the hour, to execute or try to execute them. Coming 
generations, however, it is believed, will be educated to believe 
that owning stock in the company that is the employer is 
good for company and for the employee. Then there will not 
be, it is suspected, so many stock jobbing schemes as there 
were a generation ago. They will not pay, even if they did then. 





Hard on the Secretaries.—All is not beer and skittles for 
George Banks McGinty, secretary, and Alfred Holmead, assist- 
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ant secretary, of the Commission. Any one desiring light 
on the subject may refer to the observations made by John F. 
Finerty, in his brief on the Hudson Mule case, when that 
cause celebre was before the circuit court of appeals at New 
Orleans. Edgar Watkins, one time attorney examiner, wrote 
to Mr. Holmead, and one of the plaintiffs to Mr McGinty. The 
two secretaries answered the letters. They were about what 
the Commission had done concerning the fourth section. 
In the routine work of the Commission inquiries are re- 
ferred to the appropriate bureaus knowing about such things 
and, in the course of time, answers come back for the 
signature of either Mr. McGinty or Mr. Holmead. It might 
be remarked at this point that it is almost impossible to ask 


questions concerning the work of the Commission that does | 


not touch on some controversial point. 
always tried to give a civil answer to a civil question. It 
has not protected itself by saying that its reports and orders 
speak for themselves. It has refused to hire a press agent 
to turn its reports into popular English, knowing that that 
could not be done without exciting arguments, because no 
two men read an opinion the same way on every point, else 
there would be fewer lawyers and few cases before tribunals. 
The question of whether the Commission ever granted relief 
from the intermediates part of the fourth section is a contro- 
versy. The Commission refers usually to the applications for 
relief as “appropriate,” without telling anything more than that. 
Holmead and McGinty answered questions of that kind and 
their letters were used, in an argumentative way, without 
having been offered to the lower court, where they might have 
been accepted—and, again, they might not, because the court 
might have suggested that the reports and orders of the Com- 
mission spoke for themselves, without aid from the secretaries. 
The latter, of course, were merely following the practice of 
the Commission to return a civil answer to a civil question, 
without undertaking to go into the niceties of controverted 
questions of law and fact.—A. FE. H. 


RAILWAY DOLLAR DISTRIBUTION 


(Bulletin of Railway News and Statistics) 
Following the practice initiated by it in 1908, the Bureau 
presents a diagram of the distribution of railway revenues in 
1923, compared with 1916, as follows: 





1916 

NG bio died is tte ea Sen eaed de cebsauicounseceeeuee 40.60% 
Puel and locomotive SUPPles....ccccecccccccecscecs 7.45% 
Material, supplies and other expenses 15.77% 
PEE ER errr Pere 1.67% 
Rent of equipment and facilities................. 
I bine tveidiakes etek wwdied eres scours b vee dese ed 46% 
Interest on funded and unfunded debt 12.48% 
Rg oS Ee ee eee nr 3.96% 
Betterments and other reserves............00000- 1.83% 
Available for dividends, surplus, etc............. 11.78% 

ENED ciuiclakbewe emtidee aks oebsdesucutsiecucuwes 100.00% 


These figures are computed on gross revenues of $6,413,230,- 
548 for 1923 and $3,118,929318 in 1916, and show how labor, 
material and supplies have profited at the expense of investors 
since 1916. The total net operating income falling to the share 
of investors is less than 5 per cent of an inadequate official 
valuation. 

The introduction to this report consists of a brief review 
of Senator La Follette’s forty years’ hostility to American 
railways. 

A postscript, giving the tentative valuations of the Illinois 
Central and the Pennsylvania Company (now absorbed in the 
Pennsylvania Railroad Company), demonstrates how the author 
of the valuation act of 1913 has been confounded by a granted 
prayer. That act has cost the republic and the railways com- 
bined $98,775,522 up to December, 1923, and the end is not yet. 


FARM PRICES AND FREIGHT RATES 


(From Railway Statistics for 1923, published by the Bureau of 
Railway News and Statistics) 


Such a thing as exorbitant freight rates on American rail- 
ways is not and never has been known. Rail rates came to 
supplant and supersede horse and wagon rates. Instead of the 
25 cents per ton per mile they introduced 3 cents per ton per 
mile, and just before our entry into the World War this had 
been gradually reduced to 7.16 mills per ton mile. That is less 
than three-quarters of a cent for what the American farmer of 
the last century had to pay a quarter of a dollar or two bits 
on the Pacific coast. 

That is what the farmer owed to the railways before the 
war. When that came it brought two dollar wheat to the farmer 
on his doorstep, while prior to 1916 he had never known $1.00 
wheat. As a result of $2.50 wheat to the consumer and an 
advance of over 100 per cent in railway wages the railways were 
allowed to advance their freight rates to an average of 1.289 
cents in 1921, an increase of 80 per cent over the lowest average 
ever known. This has now been reduced to an average of 
1.125 cents, largely through successive cuts in grain rates. 


The Commission has | 
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As this is written, wheat is selling in Chicago at over $1.59 
per bushel because of European demands. But if anything were 
needed to prove that the prices of what farmers have to sell 
is not governed by freight rates, but by conditions dependent 
on Nature—sunshine and rainfall, temperature and precipitation 
—not in America alone, but throughout the world, it is affordeg 
in the table that follows. This is brought down to as late a 
date as possible. But its chief value lies in the fact that it 
covers more than a generation and proves that fluctuations ip 
the price of wheat have never followed the advance or reduction 
in railway rates. The claims of political and pseudo demogogues 
that they do has no basis whatever. 


| FARM AND MARKET PRICES OF WHEAT AND FREIGHT RATES 








1885 TO 1922 OR 1923. 


Wheat rate 
Farm value Prices at Difference Chicagoto All freight 
er bu New York farmand New York per ton 
ec. 1 per bu. market per bu 1 mile 
cents cents cents cents cents 
vy 96.4 19.3 ae 
68.7 88.5 19.8 ee Pe 
68.1 88.9 20.8 . * se 
92.6 97.1 4.5 14.5 1.001 
69.8 88.3 18.5 15.0 .992 
83.8 98.3 14.5 14.3 .941 
&3.9 109.4 25.5 15.0 - 895 
62.4 90.8 28.4 14.2 -898 
53.8 73.9 20.1 14.7 . 878 
49.1 61.1 12.0 12.8 -860 
50.9 66.9 16.0 12.2 .839 
72.6 78.1 5.5 12.0 -806 
80.8 95.4 14.6 12.3 . 798 
58.2 95.2 37.0 11.5 -753 
58.4 79.4 21.0 Ti.3 .724 
61.9 80.4 18.5 9.9 .729 
62.4 80.3 17.9 9.9 750 
63.0 83.6 20.6 10.6* 757 
69.5 85.3 15.8 41.3 . 763 
92.4 110.7 18.3 11.1 . 780 
74.8 102.8 28.0 10.2 . 766 
66.7 86.5 19.8 10.5 748 
87.4 96.3 8.9 11.38 759 
92.8 104.7 11.9 ys 754 
99.0 126.3 27.3 oT 763 
89.4 111.8 22.4 9.6 753 
87.4 96.3 8.9 9.6 By hs 
76.0 109.1 33.1 9.6 744 
oo 79.0 104.1 24.2 9.6 729 
Re 98.6 109.4 10.9 9.6 . 733 
ae 91.9 129.1 37.2 10.0 «tae 
1916 160.3 146.8 13.5 10.0 .716 
<< 200.8 199.0 ature 10.0 tae 
= 200.4 237.0 36.6 12.9 862 
ee 214.9 241.0 26.1 14.7 .965 
ee 143.7 273.0 129.3 16.7 1.064 
ae 92.7 155.0 62.3 20.1 1.289 
. eae 100.7 1.25 24.3 19.65 1.185 
ee 92.3 win amare law's 1.125 


ROADS SPEND $1,600,000,000 FOR EQUIPMENT 


The fact that in three years the railroads of the country 
have invested $1,600,000,000 is pointed out in a statement issued 
by Robert S. Binkerd, vice-chairman of the Committee on Public 
Relations of the Eastern Railroads. Discussing this subject he 
said: 


The Car Service Division of the American Railway Association 
announces that in the first nine months of this year 120.727 new 
freight cars and 1,657 new locomotives were installed in service 


on Class I railroads; and that 49,702 freight cars and 285 locomotives 
were still on order. 

This means that in the three years since 1921 the railroads have 
bought 454,654 new freight cars and 7,348 new locomotives. As 
the average price of a freight car is about $2.250. the freight car 
purchases mean an investment of more than $1,000,000,000 of new 
capital. The average price of new locomotives is about $50.000 each, 
so that the locomotive investment is more than $350,000,000. 

During these same three years the railroads also bought and 
installed approximatelv 8,000 all-steel passenger train cars. These 
cars average about $30,000 apiece and represent an investment of 
about $240,000,000. Altogether, therefore, during these three years 
the railroads have invested more than $1,600,000,000 in new cars and 
locomotives. : 

What is going on is the rehabilitation of the railroad plant of 
the country in the interest of larger. more efficient and more eco- 
nomical service. This represents only a part of the improvement 
in the transportation situation since the passage of the transportation 
act of 1920. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period 
October 15-23 was 94,153, as compared with 99,952 cars in the 
preceding period, while the average daily shortage was 1.557 
cars, aS compared with 1,151 cars in the preceding period, 
according to the car service division of the American Railway 
Association. 

The surplus was made up as follows: Box, 25,444; ven- 
tilated box, 74; auto and furniture, 2,017; total box, 27,535; 
flat, 5,792; gondola, 20,034: hopper, 26.442; all coal, 46,476: 
coke, 2,458; S. D. stock, 6,017; D. D. stock, 1,775; refrigerator, 
3,291: tank, 73; miscellaneous, 736; total, 94,153. 

The shortage was made up of 1,095 box, 19 flat, 354 gon- 
dola, 29 hopper, 5 S. D. stock, 25 D. D. stock, and 30 refrig- 
erator cars. 

Canadian roads reported a surplus of 3,500 box, 1,300 flat, 
800 S. D. stock, a total of 5,600 cars, and a shortage of 500 
box and 100 refrigerator cars. 
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PEORIA SWITCHING CASE 


Another attempt has been made by the Commission to settle 
the controversy about the services of the Peoria & Pekin Union 
at Peoria, precipitated by the withdrawal of the Minneapolis & 


St. Louis from a eontract with the Union, in 1921. It is in the 
form of a mimeographed report on No. 14534, Rates, Regulations 
and Practices of Peoria & Pekin Union Railway Company at 
Peoria, Ill., and nearby points; I. & S. No. 1596, Intermediate 
Switching at Peoria; No. 13110, Minneapolis & St. Louis Rail- 
way Company vs. Peoria & Pekin Union Railway Company; 
and I. and S. No. 1455, Intermediate Switching Charges at 
Peoria and Pekin, III. 

The leading case was an investigation instituted by the 
Commission when the controversy was at its height. Reports 
were made in the cases joined with the Commission-instituted 
investigation, in 68 I. C. C. 412 and 77 I. C. C. 48. The question 
as to whether the Union was or was not a common carrier was 
decided in St. Louis, Springfield & Peoria R. R. Co. vs P. & 
P. U. Ry. Co., 26 I. C. C. 226 in favor of the proposition that the 
Union was a common carrier That question arose because it 
was and continues to be a terminal carrier organized by what 
are known as the east side lines, that is, the trunk lines reaching 
the east bank of the Illinois river, Peoria proper being on the 
west bank. 

Broadly speaking, the controversy with which the Commis- 
sion dealt in this case was between .the east side and the west 
side lines as to the compensation of the Union and the source 
from which it was to obtain it, whether some from the west side 
lines or all from the east side lines. It was not, however, so 
simple as that, nor were the east and west side lines in such 
harmony among themselves as to leave a clear line of cleavage. 

After relating facts about the controversy that preceded the 
present installment, the Commission said the situation was that 
there was a tariff before it providing a charge to and from 
the rails of the Minneapolis & St. Louis only. 


In its report the Commission referred to the Minneapolis & 
St. Louis as the St. Louis, the St. Louis, Springfield & Peoria as 
the traction lines, the Peoria & Pekin Union as the Union, and 
the Peoria Terminal Railway Company, the latter owned by 
two west side lines, as the Terminal. The east side lines having 
contracts with the Union were called tenants, although the 
Commission was at pains to explain that the arrangement be- 
tween the Union and the carriers having contractual relations 
defined by written instruments was not that of a leasehold. 


When the Minneapolis & St. Louis terminated its con- 
tract with the Union it made arrangements with the Burlington 
and the Rock Island under which its traffic was taken to the 
Union tracks by them. It paid them for services. The Union 
tried to impose charges upon its traffic and some phases of the 
Union’s attempts were considered and disposed of in the earlier 
cases. The Minneapolis & St. Louis also provided itself with 
yards and facilities. The Burlington and Rock Island, under 
their arrangement with the Union, delivered their cars and 
those of the St. Louis to East Peoria on the rails of the Union 
and thereby they claim to have performed their share of the 
contract for traffic interchange between themselves and the 
east side lines. The Union delivered east side lines traffic to 
the rails of the Burlington and Rock Island. On that phase 
of the subject the Commission said: 


Many contentions and correlative arguments are advanced by 
the parties interested. The substance of the controversy, however, 
is this. The union urges that it is a common carrier, independent in 
character, entitled on its own account to assess charges for its 
services. The Rock Island, the Burlington, and the Minneapolis & 
St. Louis, on the other hand, insist that in delivering traffic at the 
point designated by the Union they are performing everything re- 
quired to be done by ordinary railroad practice; that any service 
performed or facilities furnished by the Union in the premises are 
for the benefit of the tenants; and that the present proceedings 
represent an attempt by the tenant lines to shift to the nontenants 
a portion of the expense of maintaining the terminal facilities used 
by the tenants. The suggestion is made on behalf of the Union 
that the Minneapolis & St. Louis in withdrawing from the tenancy 
contract seeks to escape the burden of the interchange expense. 
The Minneapolis & St. Louis, however, disclaims such a purpose, and 
contends that as it has constructed yards, and is furnishing power 
and ether terminal facilities, it now is doing for itself at its own 
expense that for which it formerly employ the Union. 


The Commission said the contracts between the Union and 
its tenants served as the foundation for arguments advanced by 
the non-tenants. The Union, which was generally supported by 
the east side tenant lines, retorted that those contracts were 
the concern only of those bound by their terms and that non- 
tenants could not base rights upon or make claims under in- 
struments to which they were not in privity. The Commission 
said it thought it competent to examine the contracts, in con- 
nection with other facts and circumstances, for what light they 


Decisions of Interstate Commerce Commission 
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might throw upon the character and status of the Uuion. It 
made that examination at considerable length. 


“We find nothing in the contracts militating against the 
right of the Union to assess a transfer charge,” says the report. 
“The contracts, indeed, clearly contemplate that the Union shall 
be compensated for its services and the right of the Union to 
make transfers for all companies and persons desiring such 
services is expressly reserved.” 


It was the theory of the Burlington, the Rock Island and 
the St. Louis that the Union was operated as an agent of the 
tenant lines, from which they concluded, said the Commission, 
that the Union acted for the tenant lines and not for its own 
account. They contended the Union had submerged its identity 
and had become a mere fecility of the tenants. The Commission 
said the circumstances cited by the Burlington and Rock Island 
did not appear to have much force, because they were sometimes 
revealed in the practices of other terminal lines. Among the 
circumstances were, that settlements were made between the 
trunk lines, as to interchange business, without participation 
of the Union; that, as a rule the Union was not shown in the 
tariffs as a participating or intermediate carrier; and that it 
did not seek to compete with the tenants even when it was 
shown as the originating carrier from Peoria. The Commission 
said the circumstances stressed by the Burlington and its as- 
sociates did not destroy the identity of the Union, nor make it, 
for all purposes, a facility of the tentnats. 


Shippers intervened in the controversy to prevent any in- 
crease in the charges. The parties to the controversy also 
brought in the question of divisions, because a suggested remedy 
for the situation was the publication of joint rates showing the 
Union as a delivering line or as an intermediate carrier. The 
Commission said the record was insufficient for any ruling 
as to divisions. It admitted that there was substance in the 
contention of the Burlington that imposition of a charge 
for intermediate service by the Union as to traffic handled by 
it and its associates would amount to a diminution of their 
divisions. It said that if a readjustment of divisions should 
be sough: as a result of the present case, steps might be taken 
to that znd, and, if necessary, the matter might be again brought 
to its attention. 


Several of the tenants, the Commission said, showed a 
tendency to advocate, in a measure at least, the abandonment 
of the contracts so far as they related to transportation service 
and have the charges for services published in tariffs. But there 
was not agreement among them. The Commission, in disposing 
of the case, said: 


We have found that the Union is an independent common car- 
rier. As such it is entitled to assess reasonable and otherwise lawful 
charges for transportation services which it renders. Such charges 
should be filed and published in accordance with the provisions of 
section 6 of the act. Ordinarily the service of making up and break- 
ing up trains is an operating incident compensation for which is 
included in the —— rate. In view of the situation here 
existing, however, where the make up and break up service is 
rendered in some instances and not in others, and in still others is 
the only service performed by the Union, it is our opinion that the 
charge for that service should be separately stated. Where the 
Union performs an intermediate service in connection with_ traffic 
moving through Peoria at joint rates, it should concur in such joint 
rates and receive divisions thereof, the divisional arrangements to 
be so adjusted as to, in effect, result in the absorption of the 
Union’s division by the line that delivers the traffic to it. This over- 
rules Con. Ruling 341. We further find that the charges proposed 
from the rails of the terminal and the practice of the Union in 
assessing charges for the interchange service between connections 
with its tenants and the rails of the M. & St. L. and the Traction, 
while contemporaneously performing a like service: between connec- 
tions with its tenants and the rails of the Burlington and the Rock 
Island without charge, are unjustly discriminatory and unduly preju- 
dicial against the M. & St. L., the Terminal, and the Traction; and 
that increased charges to shippers under joint rates through Peoria 
-. under combination rates breaking on Peoria have not been justi- 


The principal parties to the record have been so concerned with 
what were conceived to be their rights in the premises that slight 
interest apparently has been shown in the amount of the charges 
for the services of the Union. While not unmindful of the con- 
troversial character of these proceedings, we believe that the ex- 
isting unsatisfactory terminal situation at and near Peoria can be 
corrected by the carriers by the exercise of a spirit of mutual ac- 
commodation such as has been displayed at other important terminals. 
No order will be entered at this time, but the carriers will be 
expected to arrange promptly for the solution of existing Peoria 
terminal difficulties along the lines indicated herein. The record 
wlil be held open for 60 days for this purpose. If the matter can- 
not be rectified, it should be brought to our attention before the 
expiration of this period for further action in the premises. 


The Clark Coal & Coke Company intervened and introduced 
some testimony as to local coal rates of the St. Louis on coal 
mined within the Peoria switching district by the intervener. 
The Commission said the testimony threw no light on the ques- 
tons raised by the investigation and said that in its opinion 


. 
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the relief prayed by. the coal company was not within the scope 
of this proceeding. 


Chairman Hall, concurring in part, said: 


In the main I am in accord with the majority findings, but to 
my mind the Union in some instances is acting for one of the parties, 
not for both, and on traffic brought into the Peoria-East Peoria 
switching district by the respective carriers, the St. Louis, Terminal, 
and Traction are not unduly discriminated against, or unduly preju- 
diced, by reason of the existing interchange arrangements of the 
Burlington and Rock Island, * * * 


I am not persuaded that switching services in terminals on 
through traffic may not properly be covered by switching charges 
published as such and absorbed in whole or in part by the linehaul 
earriers. To require that such switching should in all instances be 
covered by a joint rate in which the switching carrier is a partici- 
pant with the line-haul carriers and is compensated by divisions of 
the joint rate seems to me an unnecessary refinement, not justified 
by experience, supported by this record, or imposed by law. It is 
therefore my view that Conference Ruling 341 should not be abrogated, 
or overruled as is done by the majority. 


ALTERNATIVE RULE APPLICATION 


The Commission has dismissed No. 15521, Oklahoma Port- 
land Cement Company vs. Atchison, Topeka & Santa Fe et al., 
mimeographed, finding fifth class rates on steel grinding balls, 
from Chrome, N. J., to Ada., Okla., not unreasonable nor in 
violation of the aggregate-of-intermediates clause of the fourth 
section. 


Two carloads were shipped in February, 1922, and April, 
1923, as routed from Chrome, via the New York & New Jersey 
Steamboat Company, to New York City, thence Morgan Line 
to Galveston, and from there via Gulf, Colorado & Santa Fe, to 
Ada. 

The complainant, the Commission said, based its case on 
Leland’s I. C. C. 1400, item 46. That item provides for alter- 
native application of maximum rates whereby the Deming, N. M., 
rate, as published in Countiss’ I. C. C. No. 1089, will apply in 
case it is lower than the rate to Ada. The Countiss tariff had 
a similar provision, and published a rate of $1, later 90 cents, 
from New York to Clifton, Ariz. It was alleged that Deming 
was intermediate to that point and took the same rate. 


Rates of $1.485 and $1.335 were charged. The complainant 
contended they were unreasonable to the extent they exceeded 
$1.085 and 97.5 cents, which were requested. The Commission 
said the $1.085 rate requested was arrived at on the assump- 
tion that the rate to New York over the route of the New York 
& New Jersey Steamboat Company was 8.5 instead of 10 cents. 
It said the rates over the routes mentioned by the complainant 
were $1.10 and 97.5 cents. 


The Commission said the alternative application of maxi- 
mum rates, as provided in item 46 of Leland’s I. C. C. 1400, was 
effective April 5, 1922, and was therefore not in effect at the 
time of the first shipment in February, 1922. It further said 
the combination rate to Clinton and Deming was restricted to 
the route of the Southern Pacific-Atlantic Steamship Lines via 
Galveston, in connection with the Southern Pacific route via 
El Paso, and did not apply over the Santa Fe through Ada. It 
said the restriction was not removed until December 1, 1923, 
and that since that date the interpretation had been that the 
Deming rate applied at Ada. 


NO DEMURRAGE ACCRUED 


A finding of inapplicability has been made in No. 14154, 
American Steel Export Company vs. Director-General, mimeo- 
graphed, as to demurrage and storage charges assessed, but 
not paid, at San Francisco, on iron and steel articles, shipped 
on through export bills of lading, from Alabama City, Lebanon, 
Pa., and Warren, O., for Java, held at San Francisco from the 
middle of February to July 10, 1918. They were refused by 
the ship on which space had been reserved. Later the govern- 
ment commandeered the ship which had refused the shipments 
and unloaded her cargo. The steel, however, was not in the 
cargo. Demurrage and storage charges amounting to $3,174 
were assessed against the eleven carloads. 

The Commission, citing United States Steel Products Co. 
vs. Director-General, 88 I. C. C. 57, said no demurrage accrued 
because they were no parties at the port to be notified. Notices 
were sent to agents of the complainant who were named in 
the domestic bills as the parties to notify. The notify parties 
mentioned in the export bills were in Java. The domestic bills, 
the Commission said, were exchanged for the through export 
bills within the time specified by the tariffs, which provided 
unlimited free time, except under conditions the Commission 
held had not arisen. The Director-General made the point that 
the steel had been refused by the ship and that that refusal 
brought the shipments within the exception. The Commission 
said it was not necessary to decide that point in view of the 
conclusion reached, that demurrage could not accrue because 
there was no one at the port to whom notice could be given, 
under the terms of the. export bills. 
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MORE ROUTES NECESSARY 


In a mimeographed report on No. 13919, Flory Milling Com- 

pany vs. Central New England et al., the Commission found the 
refusal of the carrier defendants to establish joint rates on 
grain and grain products from the west and south via Bangor, 
Pa., over the routes described in the finding, with milling-in- 
transit at Bangor, contrary to the public interest and unreason- 
able. It said the refusal to establish other routes requested 
by the complainant was not unreasonable. 
; The case, the Commission said, was essentially a proceed- 
ing to require the defendants to establish through routes via 
Bangor from the west and south to eastern territory, and to 
grant milling-in-transit arrangements at that point at joint rates 
equal to those now applicable over other routes from and to 
the same destinations, 

Bangor is situated on the Bangor and Portland branch of 
the Lackawanna, eight miles south of Portland, Pa., where the 
branch connects with the main line. It is, however, a main- 
line point on the Lehigh & New England. The Commission 
said the mill had been operated by the same management for 
about forty years, but that recently its capacity had been in- 
creased, as a point for the making of mixed feeds, from five or 
six thousand tons per year to 65,000 or 70,000, but that its pro- 
duction had not been brought to capacity. Its failure, the report 
said, was attributed, in part, to the handicap of fewer through 
routes and joint Tates than competitors at other points. 

Additional joint rates, with transit arrangements, the Com- 
mission said, were desired in connection with the Erie, to 
Goshen, N. Y.; Lackawanna and its connection to Bangor and 
outbound over the Lehigh & New England, with connection at 
Catasauqua or Bethlehem, Pa.; Lehigh Valley to Lizard Creek 
Junction; New York Central and Newberry Junction; Central 
States Despatch, Baltimore & Ohio to Martinsburg, W. Va., 
Philadelphia & Reading, Lehigh & New England to Bangor, and 
Lackawanna and Lehigh & New England outbound, and the 
Blue Ridge Despatch. 

The carriers, the report said, explained that the complain- 

ant’s disadvantage was geographical, due to location on a branch 
line and that the Commission had no power to remedy it. They 
further contended that the failure of the complainant to attain 
quantity production was due to the fact that it had not yet 
developed a market for its product and not to any transporta- 
tion handicap. 
; “It is true,” said the Commission, “that Bangor is a branch- 
line point on the Lackawanna, but it has main-line status on 
the Lehigh & New England. If complainant can avoid back-haul 
charges by the use of praticable routes embracing the last named 
carrier, it would obviously attain a more favorable position in 
which to expand its markets.” 

The railroads contended they had in operation adequate, 
efficient and economical through routes between points of 
origin and destination involved; that the Commission could not 
require additional through routes and joint rates unless their 
establishment was necessary and desirable in the public interest 
and that there was an entire lack of proof that such routes and 
joint rates would be in the interest of the shipping and consum- 
ing public. Answering that the Commission said: 

It is true that no producers of the inbound commodities, retailers 
complainant’s products, or ultimate consumers appeared at the 
hearing to testify that they would be benefited by the joint rates 
asked. It may also be true that retailers and consumers encounter 
no great difficulty in securing an adequate supply of grain products 
and mixed feeds from mills located on established routes over which 
joint rates with transit apply. But an individual shipper is entitled 
to the reasonable use of existing transportation facilities at rea- 
sonable rates on his traffic. Further, an individual miller is -a 
shipper and entitled to reasonable rates, rules and regulations meas- 
ured in the light of the business and transportation practices in 
the industry in which he is engaged. Milling-in-transit of grain, 
grain products and commodities entering into the manufacture of 
mixed feeds at the joint rates in effect to ultimate destination has 
become such a widely diffused and common practice, due in large 
extent to the voluntary act of the carriers, that it is undoubtedly 
true that any manufacturer not accorded transit under joint rates 
is at a substantial disadvantage which will confine his opportunities of 
sale to limited areas. It is the province of the carriers to conduct 
commerce in the channels demanded by the shippers. Because of 
the business and transportation practices prevalent in dealing in 
grain and grain products to compete upon an equality complainant 
requires joint rates with transit at Bangor equal to the rates in 
effect over existing’ routes through other milling points. The mar- 
ket for mixed anmial feeds is extensive in the territory east of 
Bangor. These products are usually distributed over large areas 
and quantity production is essential to profitable operation. The 
public interest is not conserved by shutting out, by denial of joint 
rates, a miller from markets which he can reach by routes not 
necessitating the performance of a greater total service for him 
than the service over present routes over which joint rates apply 
unless some substantial right of the carriers is thereby invaded. On 
the other hand, we would clearly not be justified in attempting 
to neutralize the disadvantage of geographical location by requiring 
wasteful service or additional service without adequate compensation, 
although the shipper may be in dire need. If the joint rates via 
Bangor are confined to routes involving a substantial similarity in 
service to already existing routes with joint rates and the lawful 
rights of the carriers are preserved we are unable to see that the 
result will be numerous unreasonable requests for extension of tran- 
sit or that the publication of such joint rates on grain, grain prod- 


ucts and mixed feeds will result in undue multiplication of routes 
or diversification of traffic. . iy 


The Commission found in favor of two of the through route 
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and joint rate arrangements, but said it would issue no order at 
this time, but that it expected the defendants to comply with 
the findings within 90 days, failing which the matter might be 
again brought to its attention. 

Commissioner Campbell, concurring, said the report had his 
approval as far as it went, but that he thought the record 
warranted all the routes except the one in connection with 
the Erie, which would result in unwarranted fourth section 
violations. Chairman Hall dissented, saying he deemed the 
present joint rates and routes were reasonable and adequate. 
He said transit was an incident of the rate but that joint rates, 
in this report, were treated, in effect, as incidents of transit. 
In conclusion the Commission said: 


Defendants will be expected to publish joint rates (1) over the 
Delaware, Lackawanna & Western and connections to Bangor, Pa., 
thence Lehigh & New England to Catasauqua or Bethlehem, Pa., 
thence Philadelphia & Reading or Central Railroad of New Jersey 
to destinations in southeastern Pennsylvania and southern New Jersey 
beyond Catasauqua and Bethlehem not higher than those contempo- 
raneously maintained to these destinations over the routes composed 
of the Lackawanna to Taylor, Pa., thence Central Railroad of New 
Jersey or Central Railroad of New Jersey and Philadelphia & Read- 
ing, and (2) over the Baltimore & Ohio to Martinsburg, W. Va., the 
Cumberland Valley and Philadelphia & Reading to Catasauqua, thence 
Lehigh & New England via Bangor to Campbell Hall, N. Y., thence 
Central New England and connections and over the Chesapeake & 
Ohio to Basic, Va., thence Norfolk & Western, Western Maryland 
and Philadelphia & Reading to Catasauqua, thence Lehigh & New 
England_through Bangor to Campbell Hall, thence Central New Eng- 
land and connections to destinations in New England beyond Camp- 
bell Hall at rates not higher than those contemporaneously maintained 
over the existing routes in which the Lehigh & Hudson River par- 
ticipates from Easton, Pa., to Maybrook, N. Y., to these destinations. 
The carriers may if they wish for operating reasons eliminate Cat- 
asauqua as a junction point if other routes and equal rates are sub- 
stituted. The failure and refusal to establish joint rates over the 
other routes described is upon this record found not unreasonable, 
and complainant has not substantiated its claim of undue prejudice. 


MORE BARGE LINE RATES 


Additional through route and joint rate arrangements be- 
tween the rail lines and the Mississippi-Warrior barge line are 
to be established within ninety days, if the parties obey the 
findings of the Commission in a report, on further hearing, in 
No. 11893, United States War Department, Inland Waterways, 
Mississippi-Warrior Service vs. Abilene & Southern, et al., 
opinion No. 9832, 92 I. C. C. 528-83 and cases bracketed with it, 
No. 11892, Same vs. Same, and No. 13290, Secretary of War oper- 
ating Mississippi-Warrior Service vs. Aberdeen & Rockfish et al. 
(See Traffic World, November 1.) The original report is con- 
tained in 77 I. C. C. 317. 

The Commission, in a report written by Commissioner East- 
man, prescribed, it said, a basis of just, reasonable, and equitable 
divisions of joint rail-barge-rail rates on sugar from points in 
Louisiana to northern destinations. It also found that the estab- 
lishment of additional through routes and joint rail-barge-rail 
ratees on sugar from ‘points in Louisiana to points in central 
territory east of the Indiana-Illinois line, Kentucky, Tennessee, 
northern Arkansas, northern Kansas, Missouri, Nebraska and 
the Dakotas would be desirable in the publi cinterest. It told the 
carriers involved what the rates should be and how they should 
be divided. 


In the original report, Mr. Eastman pointed out, the Com- 
mission laid down general principles to govern the division of 
joint rates between the barge line and the defendant rail car- 
riers. It also told them the principles to govern in the estab- 
lishment of additional through routes and joint rates. The 
parties, he said, were advised to settle their differences by 
negotiation. They were not able to agree, hence the further 
hearing. They disagreed, he said, in respect of the division of 
the joint rates on sugar, molasses and sirup, the extension of 
rates thereon to new territory, and the division of such rates. 
The further hearing was had on the application of the barge 
line. The latter desired the extension of rates, via Memphis, 
to parts of Arkansas, Oklahoma, Kentucky, and to Tennessee. 
It desired their extension via St. Louis and Cairo, to Kansas, 
Nebraska, a part of Missouri, the Dakotas, Montana, Wyoming 
and Colorado as well as to central territory east of Indiana- 
Illinois line. 

Commissioner Eastman dealt with the question of divisions 
first, and the rates and routes afterward. The division question 
presented a divergence of views among the lines north and 
south of the Ohio river. He called the southern lines the 
Louisiana lines, and the others the northern lines. On the 
question of divisions, the report says: 


Upon consideration of all the evidence, we are of the opinion and 
find that the just, reasonable and equitable divisions to be received 
by the Louisiana lines out of the joint rail-barge-rail rates in ques- 
or = -_ to exceed the following, according to length of haul: 

or hauls of— 
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trol or management the above amounts should each be increased by 
2 cents. Where the rail haul includes a crossing of the Mississippi 
River, such constructive mileage as is contemporaneously used in 
making rates over the same route should be added to the actual dis- 
tance in applying the foregoing scale. I1f the parties prefer to the 
above the tentative divisions agreed upon in cases where such an 
pon teal was reached, there is no reason why they should not be 
substituted. 


A phase of the division question was presented by the 
charges of the Public Belt Railroad in New Orleans, and Mr. 
Eastman made findings in respect to the question raised by 
that phase as follows: 


1. The divisions accruing to the Louisiana lines should not ex- 
ceed the mileage scale above set forth, with the understanding that 
if the parties prefer the divisions agreed upon at one stage of the 
negotiations, these may be substituted. 

2. The burden of charges levied by the Public Belt, where such 
charges are incurred in interchange at New Orleans, should be di- 
vided equally between the — line and the Louisiana line. 

3. In determining the divisions accruing to the northern lines, 
there should be deducted from the corresponding all-rail rate 3 cents 
per 100 pounds for_the bridge crossing at Cairo and also the division 
of the originating Louisiana line, but not to exceed 10 cents. To the 
remainder thus obtained should be applied the established percentages 
used in the case of all-rail sugar traffic from New Orleans. 

4. The divisions of the Louisiana lines and of the northern lines 
gene. 4 thus been determined, the division accruing to the barge line 
in each case should be the remainder of the joint rail-barge-rail rate. 


As to additional routes and rates, the findings are as fol- 
lows: 


Central territory—We find that the establishment of through routes 
and joint rail-barge-rail rates on sugar from interior Louisiana points 
via New Orleans and St. Louis or Cairo, as indicated above, to destina- 
tions in central territory east of the Indiana-Illinois lines to which 
there are now in effect joint all-rail rates via New Orleans and St. 
Louis or Cairo from the same points of origin is desirable in the pub- 
lic interest; that nondiscriminatory joint rail-barge-rail rates will be 
the corresponding all-rail rates contemporaneously maintained minus, 
in each case, 9.5 cents where the rail-barge-rail rate applies via 
either St. Louis or Cairo, and 9 cents where it applies via Cairo 
alone; and that the joint rail-barge-rail rates thus established should 
be divided in general accordance with the plan outlined in the first 
part of this report, with the exception that where the all-rail rate 
includes an arbitrary over the corresponding New Orleans rate, such 
arbitrary should be added to the 10 cents in determining the maxi- 
mum amount to be deducted from the all-rail rate on account of 
the division of the Louisiana line before computing the division to 
be accorded the northern line. 

Kentucky and Tennessee—We find that the establishment of 
through routes and of joint rail-barge-rail rates on sugar from in- 
terior Louisiana points via New Orleans and Memphis or Cairo, as 
indicated above, to destinations in Kentucky and Tennessee to which 
there are now in effect joint all-rail rates via New Orleans and Mem- 
phis or Cairo from the same points of origin is desirable in the 
public interest; that nondiscriminatory joint rail-barge-rail rates will 
be the corresponding all-rail rates contemporaneously maintained, 
minus, in each case, 7.5 cents via Memphis or 9 cents via Cairo, 
as the rate may apply; and that the joint rail-barge-rail rates thus 
established should be divided in proportion to the local first-class 
rates applicable, respectively, over each of the rail portions and 
over the barge-line portion of the route, with the proviso that the 
division accruing for either of the rail hauls or for the barge-line 
haul shall not be less than 25 per cent of the entire rate. 

Western territory—We find that the establishment of through 
routes and joint rail-barge-rail rates on sugar from interior Louisiana 
points via New Orleans and Memphis to destinations in northern Ark- 
ansas and southern Missouri to which there are now in effect joint all- 
rail rates via New Orleans and Memphis from the same points of origin 
is desirable in the public interest; that nondiscriminatory joint rail- 
barge-rail rates will be the corresponding all-rail rates contempo- 
raneously maintained minus, in each case, 7.5 cents; and that the 
joint rail-barge-rail rates thus established should be divided in pro- 
portion to the local first-class rates, respectively, for the rail por- 
tions and barge-line portion of the haul, with the provision that the 
divisions accruing for either of the rail hauls or for the barge-line 
haul shall not be less than 25 per cent of the entire rate. 

We further find that the establishment of through routes and 
joint rail-barge-rail rates_on sugar from interior Louisiana points 
via New Orleans and St. Louis or Cairo to destinations in northern 
Kansas, northern Missouri, Nebraska, South Dakota, and North 
Dakota, to which there are_now in effect joint all-rail rates via New 
Orleans and St. Louis or Cairo from the same points of origin is 
desirable in the public interest; that nondiscriminatory joint rail- 
barge-rail rates will be the corresponding all-rail rates contempora- 
neously maintained minus, in each case, 9.5 cents; and that the joint 
rail-barge-rail rates thus established should be divided in accordance 
with the plan outlined in the first part of this report. 


Chairman Hall, in a concurring report, said he agreed gen- 
erally with the report of the majority, but not with all that 
was said therein. In the conclusion that the northern lines 
should bear some share of the burden of the divisions accorded 
to the Louisiana lines he said he concurred. 

He said that a question raised at the outset by the ma- 
jority as to the establishment of additional through routes 
and joint rates might be stated thus: “In determining the 
maximum rates to apply over the through routes sought, must 
we prescribe rates which are reasonable?” He said the ma- 
jority did not answer that question yes or no. He said he 
agreed with the conclusion reached, but he said that if what 
was said was intended to be a negative answer, as might be 
inferred, then he did not join in that negative. He said that 
in prescribing rates the Commission had to observe the require- 
ments of the act, and that one of those requirements was that 
rates should be reasonable. 


INDIANA RATES RELEASED 


The Commission, in No. 11894, Indiana Rates, Fares, and 
Charges, opinion No. 9826, 92 L C. C. 487-98, on further hearing, 
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written by Commissioner Meyer, modified the order issued in 
connection with its findings, in 60 I. C. C. 337, so as to release 
rates on coal from mines in the Linton, Brazil and Princeton 
districts, in Indiana, to Irvington, Ind., and from the Linton 
district to Putnamville, Ind.; on coke from Indianapolis to Irving- 
ton, and on straw, from Veedersburg, Hillsboro and Layton to 
Marion, Ind. The modification was made on a finding that the 
rate mentioned, on Jaunary 28, 1921, the date of the Commis- 


sion’s order superseding Indiana-made rates with rates pre- . 


scribed by federal authority, did not cause any undue or un- 
reasonable advantage, preference or prejudice as between persons 
or localities in intrastate commerce, on the one hand, and inter- 
state or foreign commerce, on the other, or any undue, unreason- 
able or unjust discrimination against interstate or foreign 
commerce. 

This modification was made so as to give the Indiana com- 
mission authority to pass upon the reasonableness of the intra- 
state rates in question between January 28, 1921, and April 7, 
1922. The court which had enjoined the Indiana commission 
vacated its injunction on condition that the Indiana body should 
not pass upon any rate in the period mentioned without first ob- 
taining, from the federal commission, such an exemptive finding 
as has been made in this case. April 7, 1922, is the day when 
the Commission lifted its order restoring the Indiana commission 
to vigor in the matter, except as limited by the court order. 
That order the federal body could not remove. 


SUGAR FINDING MODIFIED 


The Commission, on further hearing, on the commodity 
phase of No. 9702, Memphis-Southwestern Investigation, opinion 
No. 9814, 92 I. C. C. 447-9, written by Commissioner McManamy, 
has modified the finding in the former report, 7 I. C. C. 473, 
so that it now stands that rates on sugar, in carloads, from 
Memphis to points in western Louisiana, are not unduly preju- 
dicial against Memphis or unduly preferential of traffic from 
New Orleans to those western Louisiana destinations. 

Upon petition of the New Orleans Joint Traffic Bureau, that 
feature of the case was reopened because application of the 
scale prescribed for sugar, in carloads, would have had the 
result, among other things, of increasing the rate from New 
Orleans to Shreveport from 26 to 43 cents, but leaving the 
rates from Gramercy, Reserve and other refining points in 
southern Louisiana unchanged. The Commission said that ap- 
plication of the scale would have the effect of disrupting the 
groups of origin, which, apparently, were satisfactory to ship- 
pers and carriers alike. 

The Commission said its findings in the original report were 
based upon a general rate situation existing in southeastern 
Missouri, Arkansas, and western Louisiana, in relation to the 
rates from Memphis and New Orleans to destinations in west- 
ern Louisiana. 

Commissioner McManamy said the evidence was clear that 
there was no carload movement of sugar, either actual or pro- 
spective, from Memphis to western Louisiana, because sugar 
did not originate at any point near Memphis. He observed 
that even on a parity of rates, carloads of sugar would not 
likely move from Memphis to such destinations. Memphis, he 
said, conceded there was no movement of sugar in carloads 
from that point to destinations in western Louisiana, in which 
state, he said, there were refineries and in addition about 140 
sugar factories. Memphis, however, he said, contended that its 
jobbers met competition in western Louisiana jobbers in the 
sale of less-than-carload quantities. They said the lower in- 
bound carload rates from New Orleans gave the Louisiana job- 
bers an advantage and consequently produced an unduly preju- 
dicial rate situation. Under the Mississippi-Warrior Service 
tariffs sugar is stored, the report says, at Memphis and is 
moved out, under transit arrangements, at the balance of the 
through rates, from Louisiana points of origin to destinations, 
except to western Louisiana points. 

That phase of the matter was dismissed with the observa- 
tion that the through rates, with transit arrangements, were 
not involved in this proceeding, and that the rates from Mem- 
phis did not affect that movement. 

This report also covers 6390, Memphis Freight Bureau vs. 
St. Louis, Iron Mountain & Southern et al. 


COMBINATION RULE CASE 


In a mimeographed report on No. 15212, Armour Fertilizer 
Works vs. Southern Railway et al., the Commission said the 
Chesapeake & Ohio was bound to protect a rate, made by com- 
bination, on ground limestone, from Barber, Va., to Greensboro, 
N. C. It found the ten carloads involved were overcharged to 
the extent the rate exceeded an aggregate of $2.50 per net ton. 
The separately established factors were $1.40 per net ton. 
One shipment on which a rate of $3.08 was assessed was ad- 
mittedly overcharged. 

The case turned on the question whether the Southern, 
which had the haul from Lynchburg, Va., was a party to the 
rule for making the rate by combination. The defendants con- 
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tended that the provisions in the tariffs were so restricted that 
the combination rule applied only to “continuous rail shipments 
between points on railroads shown as participating carriers 
likewise to points on railroads shown as parties to the rates 
made subject to the (combination) rule. Accordingly, it is urged 
that the rule in question was not applicable in connection with 
the Southern or on such traffic to Greensboro.” 

Discussion of those claims, the Commission said, was not 
necessary, in detail. It said it was sufficient to say the phrase. 
ology was similar to that ordinarily employed in joint tariffs: 
that the statement on the title page of Kelly’s tariff and the 
reference to participating carriers were general in their nature 
and should not be given a narrow construction which would de- 
feat the “specific provisions as to the application of the tariff 
provided in the body of the issue.” It cited its decisions in 
Standard Oil Company vs. M. V. R. R. Co., 81 I. C. C., 193, ang 
Combination Rates on Agricultural Limestone, 78 I. C. C., 579, 
to support its conclusion in this case. 

Specifically the Commission found that the Southern under 
its tariff was entitled to retain $1.40 per net ton, but that the 
aggregate applicable rate was $2.50 per ton and that the ship- 
ments were overcharged. It said the record did not establish 
who paid and bore the freight charges, but that the overcharges, 
with interest, should be promptly refunded to the complainant, 
if it was entitled to receive them. 


UNDUE PREJUDICE FOUND 


A finding of undue prejudice and an order to remove it not 
later than January 10 have been made in No. 14528, Athletic 
Mining & Smelting Company vs. Kansas City Southern et al., 
mimeographed, as to rates on zinc ore, from points in Oklahoma 
on the Miami Mineral Belt and the Northeast Oklahoma rail- 
roads, and from trunk-line and junction producing points in 
Missouri, Kansas and Oklahoma, to South Fort Smith, Ark. The 
Commission said the rates were not unreasonable, and pre- 
scribed a basis for the removal of the undue prejudice. The 
complaint alleged the rates were unreasonable, unjustly discrimi- 
natory and unduly prejudicial. 

The plant of the complainant is served by the Missouri 
Pacific. It is five miles from Fort Smith. The points of origin 
are in the Joplin and Oklahoma fields. The ore comes mainly 
from points on two short lines in Oklahoma, the Mineral Belt 
and Northeast Oklahoma, The rates are combinations on the 
junctions. 

The complaint covers the period subsequent to December 
6, 1921. Prior to that time the rates and both factors thereof 
to Oklahoma smelters and to the complainant’s plant were the 
same, the Commission said. At the present time the through 
rates are lower by 0.5 cent on interstate and one cent on intra- 
state shipments to the Oklahoma smelters at Bartlesville, Kusa 
and Dewar, known as the Oklahoma.smelters. Smelters at East 
St. Louis and other points in Illinois and Indiana, known as 
east-side smelters and the Oklahoma smelters, are competitors 
of the complainant. 

The Commission said there had been no showing of damage 
resulting from the undue prejudice. Its finding was as follows: 

We find that the through rates on zinc ore, in carloads, from 
points on the Mineral Belt and the Northeast Oklahoma to South 
Fort Smith were not and are not unreasonable but that they were, 
are, and for the future will be unduly prejudicial to complainant and 
unduly preferential of its competitors operating the east side smelters 
to the extent that the factors of the Mineral Belt and the Northeast 
Oklahoma on traffic to South Fort Smith exceeded, exceed, or may 
exceed by more than .5 cent the factors of those lines on like traffic 
to the east side smelters. We further find that subsequent to Jan- 
uary 20, 1922, such through rates were unduly prejudicial to com- 
plainant and unduly preferential of its competitors operating the 
east side smelters to the further extent that the factors from the 
junction points of the Mineral Belt and the Northeast Oklahoma and 
their connections, defendants herein, to South Fort Smith included 
the increases made effective on August 26, 1920. This undue preju- 
dice was removed by voluntary adjustments made on different dates 


Se to January 20, 1922, over the various routes of defend- 
ants. 


COAL TAR NAPHTHA RATES 


The Commission has dismissed No. 15694, California Rand 
Silver, Inc., vs. Colorado & Wyoming et al., mimeographed, on 
a finding that the less than carload rates on solvent naphtha, a 
coal tar product, from Minnequa, Colo., to Johannesburg, Calif., 
between January 16 and December 28, 1922, were not unrea- 
sonable or otherwise unlawful. The allegation was that they 
were unreasonable, unjustly discriminatory and unduly prejudi- 
cial. The complainant asked for a reasonable rate and 
reparation. 

Shipments consisted of crude and refined coal tar naphtha, 
the lots ranging in weight from 18,252 to 19,225 pounds. The 
applicable third class rate was applied. It was $2.97 prior to 
and $2.675 after July 1, 1922. 

Complainant, the report said, sought the benefit of the con- 
temporaneous carload rate on petroleum naphtha, to Kramer, 
Calif., the junction point, Johannesburg being at the end of a 
branch line of the Santa Fe. The carload rates to Kramer 
on coal tar and petroleum naphtha were $1.405 and $1.18. The 
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Commission said the complainant sought the benefit of the $1.18 
rate, which with the reduction of July 1, 1922, became $1.06, 
30,000 minimum. 

The Commission said that while the two kinds of naphtha 
might be interchangeable in their use as a solvent, the railroads 
said there was little petroleum naphtha used as a solvent and 
that the movement of coal tar naphtha was small, while that of 
petroleum naphtha was large. They said the movement was 
too small to warrant the establishment of commodity rates on it 
and that extension of a main-line rate to a branch line point 
such as Johannesburg, was without reason therefor. The branch 
line train service, the report said, consisted of the round trip 
of a mixed train three times a week. 


INDIANA COURT-MADE RATES 


The Commission, in a report on No. 14124, American Hom- 
iny Company vs. Director-General, mimeographed, has found that 
switching Charges collected on intrastate shipments at Terre 
Haute, Ind., in the period of federal control, were not unlawful 
or otherwise in violation of the interstate commerce act, except 
where overcharges resulted, if any, from a failure to deduct 
absorption provided for in the tariffs of the road-haul carriers. 
The complainant alleged that on approximately 2,825 cars of 
grain, grain products and other commodities, shipped between 
January 1 and November 26, 1918, the charge of $5 per car 
exacted for switching over the Evansville & Indianapolis, be- 
tween the mill it then operated at Terre Haute and the con- 
necting lines of the Evansville & Indianapolis, was unlawful 
and in violation of the sixth section to the extent it exceeded 
$2 per car. 

About 2,250 cars were interstate and the remainder intra- 
state traffic. As to the former, the Director-General, the Com- 
mission said, admitted the correctness of the claim and ex- 
pressed a willingness to refund the overcharges. The issue 
then was as to the applicability of the charges on the intrastate 
traffic. The Director-General contended the matter at issue was 
identical with that considered in Terre Haute, Indianapolis & 
Eastern Traction Co. vs. Director-General, 77 I. C. C. 658. The 
complainant, however, insisted that the instant case was broader 
in scope. . 

The Commission restated the facts about the receivership 
of the carrier, the appointment of a receiver, the action of the 
court in directing the receiver to bring rates to a point where 
they would pay the cost of the service and leave a reasonable 
profit, and the reception and retention on its files by the Indiana 
commission of tariffs filed by the receiver. It also reiterated 
the fact that it had rejected the tariffs filed by the receiver 
because they were not in conformity with the interstate com- 
merce law, adding that it was not its function to say whether 
the United States court had erred. It also pointed out that 
schedules, other than the first, filed by the receiver with the 
Indiana commission complied with the Indiana statutes,, were 
received by the Indiana commission and retained on its files, all 
of which, it pointed out, was set forth in the report on the 
case which the Director-General contended was controlling in 
this case. Specifically the Commission said: 


We find that the assailed charges on the intrastate shipments 
here under consideration were not unlawful or otherwise in viola- 
tion of the interstate commerce act, except that failure to deduct 
the full amount of absorption provided for in the tariffs of road haul 
carriers, where such was the case, resulted in charges that were 
illegal and in excess of the lawfully published charges to the extent 
that such charges exceeded those herein found applicable. 


BRICK REDUCTIONS LAWFUL 


The Commission, in -a mimeographed report written by 
Commissioner Campbell, in I. and S. No. 2184, brick and clay 
products between. Western Trunk Line points, found the pro- 
posed reduced rates on articles in the general brick list, from 
Mason City, Ia., and other near-by points, to Minnesota, Wis- 
consin and Nebraska points not unlawful. It vacated its sus- 
pension orders and discontinued the proceedings (see Traffic 
World, November 1). The reduced rates were proposed by 
the Chicago Great Western, Milwaukee, Rock Island, Minne- 
apolis & St. Louis and the North Western, to narrow the spread 
in rates from Mason City, on the one hand and rates from 
Illinois manufacturing points, on the other, to destinations pri- 
marily, in Minnesota and Wisconsin, where the Commission 
said the Mason City manufacturers met severe competition. 

The rates were suspended on protests of tile manufac- 
turers in Minnesota and Sioux City, Ia. The question of the 
lawfulness of the proposed lower rates arose from the fact that 
the rates in question were involved in Ballou Brick Co. vs. 
A. T. & §. F., 77 I. C. C. 4, and Mason City Brick & Tile Co. 
vs. Director-General, 77 I. C. C. 22, in which the Commission 
prescribed rates. Both cases have been reopened for further 
hearing. The Mason City interests said they should be allowed 
to become effective as a temporary expedient pending decision 
in the reopened cases because, while the proposed rates would 
not give as favorable a relationship as formerly, they consid- 
ered them a step in the right direction. Prior to the hearing, 
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the report said, the Sioux City and Minnesota protestants with- 


drew their objections against the proposed Minnesota and Wis- 


consin points rates, under the impression that reductions would 
also be made in their rates. The Commission said it had not 
been advised that any reductions had been made or were con- 
templated from Minnesota origin points. 


TRACTOR RATE REASONABLE 


The Commission has dismissed No. 15525, Wagner Motor 
Company vs. Michigan Central et al., mimeographed, on a find- 
ing that a combination rate of 56 cents on four carloads of 
tractors, shipped in July and September, 1923, from Detroit to 
Mason City, Ia., was not unreasonable, unjustly discriminatory, 
unduly prejudicial or in violation of the fourth section, as 
alleged. 

The report says the allegation of disregard of the fourth 
section was based on the assumption that a 52-cent rate ap- 
plicable to Gordonsville, Minn., applied over the route through 
Mason City. The Commission said it did not, but that even if 
it did, a showing of violation of the fourth section, alone, did 
not prove the unreasonableness of the rate. It said the rate 
attacked produced but 13 cents per car-mile and clearly was 
not unreasonable for application to automobile tractors. 


SCRAP PAPER RATES 


The Commission has dismissed No. 15507, I. V. Sutphin Com- 
pany et al. vs Southern et al., mimeographed, on a finding that 
rates on scrap paper of 17 cents, from Mariette, Ga., and 18 
cents from Atlanta (Inman Yards), to Chattanooga, Tenn., are 
not unreasonable. The Commission said the rates offered by 
the complainants for comparison with those under attack, ap- 
peared to be below the general level of rates on scrap paper in 
the south and that the record, as a whole, did not indicate that 
the rates were in excess of reasonable maximum rates. 


REPARATION AWARDED 


Awards of reparation have been made in No. 15268, Armour 
Grain Co. et al. vs. Atchison, Topeka & Santa Fe et al., mimeo- 
graphed, on the record and upon the reasoning in Clay Grain Co. 
vs. A. T. & S. F. 78 I. C. C. 539, the finding being that the ag- 
gregate line-haul rates and port switching charges at Galveston, 
Tex., on export wheat and other grains taking the same rates, 
from points in Missouri, Iowa, Minnesota, Nebraska, Kansas, 
Colorado and Oklahoma, are unreasonable to the extent they ex- 
ceed the line-haul rates exclusive of the switching charges at 
Galveston. A similar finding was made as to rates via Texas 
City, trackage charges at that point being the excess condemned 
by the Commission. The award on shipments via Galveston runs 
to shipments prior to June 30, 1923, not barred by the statute of 
limitations. As to shipments via Texas City, September 15, 1923, 
is the date, as to shipments not barred by the statute of limita- 
tions. 


FOURTH SECTION REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15128, Jackson Traffic Bureau et al. vs. 
Alabama & Vicksburg et al., mimeographed, as to a joint third 
class rate of $1.51 assessed against a carload of common furni- 
ture, moved in March, 1922, from Fort Smith, Ark., to Jackson, 
Miss. The Commission found it unreasonable to the extent it 
exceeded the Vicksburg combination, which, reflecting the reduc- 
tion on July 1, 1922, is now 87 cents. That rate was made effec- 
tive September 26, 1922. The reparation was awarded to the 
Rice Furniture Company. A witness for that company said that 
20,000 pounds of common furniture could not be loaded in a 
standard car, but the report said that no facts were put into the 
record to substantiate that allegation. General statements, to 
the effect that the Rice company competed with dealers at Mem- 
phis, Vicksburg and New Orleans, the report said, were made 
but no details were given to warrant a finding of unjust discrimi- 
nation or undue prejudice. 


FLUORSPAR CASE DISMISSED 


The Commission has dismissed No. 15251, General Chemical 
Company vs. Director-General, mimeographed, on a finding that 
rates on ground fluorspar, from Newell, Pa., to Camden, N. J., 
between January 9 and February 17, 1920, were not unreason- 
able. The rate attacked was 16 cents. The complainant con- 
tended that an error was made in May, 1918, when a 10-cent rate 
was raised to 12 cents, when the increase should have been to 
only 11.5 cents. The error, it said continued until October 29, 
1920, when it was reduced. The complainant pointed out that 
the Commission, on the special docket authorized the corporate 
carriers to make reparation on shipments between March and 
August, 1920, to the basis of the properly inflated 10 cent rate, 
which is now 18.5 cents. The Commission said the subsequent 
reduction of a rate was not sufficient to establish its unreason- 
ableness and that the complainant had offered no evidence to 
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indicate that earnings under the rate under attack were 
excessive. 


OIL CASE DISMISSED 


The Commission has dismissed No. 14278, Miami Copper 
Company vs. Arizona Eastern et al., mimeographed, on a find- 
ing that a rate of 59.5 cents assessed, between August 10 and 
September 22, 1921, on a large number of tank cars of crude 
and fuel oil, from Gainesville, Tex., to Miami, Ariz., was not 
unreasonable. The rate was reduced to 50 cents, effective No- 
vember 15, 1921. The Commission said the primary reason 
actuating the filing of the complaint appeared to be the fact 
that the 50-cent rate was established August 10, 1921, from 23 
south Texas points, but not extended to north Texas points 
until November 15. The Commission said the mere fact that 
a shipper at some other point might have obtained a reduction 
in his rate prior to the day the complainant obtained a reduc- 
tion did not prove the rate unreasonable. 


STEEL TANK REPARATION 


Reparation has been awarded in No. 14956, Southland Cotton 
Oil Company vs. Missouri, Kansas & Texas et al., mimeographed, 
on a finding that a rate of $1.485 charged on two carloads of 
steel tanks, knocked down, shipped February 1, 1922, from 
Hopewell, Va., to Oklahoma City, was unreasonable to the ex- 
tent it exceeded a subsequently established rate of $1.095. The 
defendants contended that the shipments were isolated, and that 
application of the fifth class rate on the second-hand plates 
was not unreasonable. Commissioner Lewis dissented, but wrote 
no separate report. 


RUBBER ARCTICS REPARATION 


The Commission, upon further consideration, has reversed 
itself in No. 13837, Hayward Brothers Shoe Company vs. Chi- 
cago, Milwaukee & St. Paul, mimeographed, the original report 
being in 83 I. C. C. 525. The Commission now finds that the 
rate of $4.335, on three carloads of rubber arctics, shipped from 
Seattle, Wash., to Omaha, Neb., in 1921, was unreasonable to 
the extent it exceeded $2.085. The Commission said that it had 
frequently given weight to the existing voluntary rates in the 
opposite direction, in cases of this kind, when no material dif- 
ferences in transportation conditions existed. Arctics usually 
move from the east te the west. These shoes, however, were 
surplus military material and were moved eastward, after be- 
ing sold by the government. Reparation amounting to $3,491.45 
was awarded. 

Chairman Hall, Commissioners Myers and Cox dissented. 
Mr. Hall said he could see no reason for departing from the 
finding in the original report. He said Commissioner Lewis 
authorized him to say that he concurred in that dissent. 


ILLEGAL CHARGES COLLECTED 


An award of reparation has been made in No. 15327, J. D. 
Goodpasture vs. Nashville, Chattanooga & St. Louis et al., 
mimeographed, on account of illegal charges collected on a 
shipment of corrugated boxes, knocked down, from Nashville, 
Tenn., to Houston, Tex., made in March, 1923. Because of in- 
ability to furnish a car of the length desired by the shipper, 
two cars were furnished. The two for one rule of Western 
Classification, the report said, applied. The minimum for a 
50-foot car was 38,880 pounds. The shipment, loaded in two 
smaller cars, weighed 47,800 pounds. The Commission said the 
shipment could have been loaded in a 50-foot car and that the 
charges should have been assessed on the actual weight of 
47,800 pounds. Instead charges were assessed at a minimum 
of 40,000 for the first car which contained 27,700 pounds, al- 
though loaded to full visible capacity, and at actual weight on 
the second car. The Commission said there was a straight 


overcharge of $85.49 and ordered its return, with interest from 
April 1, 1924. 


RATES ON CANTALOUPES 


A finding of unreasonableness, an award of reparation and 
an order to establish new rates not later than January 10 have 
been made in No. 15754, Jos. Gentile Company vs. American 
Railway Express Company, mimeographed, as to the rate on 
three carloads of cantaloupes shipped from Turlock, Calif., t 
New York and Boston. The applicable rate of $4.28 was ag- 
sessed. The Commission found that rate unreasonable and 
duly prejudicial to the extent it exceeded the contemporaneous 
rates of $3.59 and $3.93 from Brawley, Calif., which Brawley 
rates are to be the measure of rates for the future. 


COAL CASES DISMISSED 


An order of dismissal has been made in No. 15018, Wright 
& Wimmer vs. Chicago, Terre Haute & Southeastern et al., 
mimeographed, the Commission finding that rates on coal, over 
interstate routes, from mines in the Linton and Clinton groups, 
in Indiana, to Marion, Kokomo, Elwood, Michigantown and 
Warren, Ind., are not unreasonable or unduly prejudicial. The 
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order of dismissal also covers No. 15018 (Sub-No. 1), J. F. Me. 
Clain Coal Company vs. Chicago, Terre Haute & Southeastern 
Railway Company et al.; No. 15018 (Sub-No. 2), Home Ice ana 
Coal Company et al. vs. Chicago, Terre Haute & Southeastern 
Railway Company et al.; No. 15018 (Sub-No. 3), E. P. Miller 
vs. Chicago, Terre Haute & Southeastern Railway Company et 
al.; No. 15018 (Sub-No. 4), Mason & Hamilton vs. Same; No. 
15018 (Sub-No. 5), Sam Penabaker & Son vs. Same, and No. 
15018 (Sub-No. 6), J. G. Wolf & Sons vs. Same. 


CUCUMBERS IN BRINE 


A finding of unreasonableness, an award of reparation, and 
an order to establish rates not later than January 10, have 
been made in No. 15066, Haarmann Vinegar & Pickle Company 
vs. Chicago, Burlington & Quincy et al., mimeographed, as to 
rates on cucumbers in brine, in bulk, in barrels, carloads, and 
in tank cars, from Blytheville, Ark., to Omaha, Neb. The Cum- 
mission said the rates under assault were unreasonable to the 
extent they exceeded 59.5 cents from August 15, 1921, to June 
30, 1922, and 53.5 cents thereafter; that the present rate is and 
for the future will be unreasonable to the extent it exceeds or 
may exceed 53.5 cents. 


CABBAGE COMPLAINT DISMISSED 


An order of dismissal has been made in No. 15331, W. 0. 
Anderson Commission Company vs. Chicago, Rock Island & 
Pacific et al., mimeographed, the Commission finding rates on 
cabbage, in bulk, from East Grand Forks, Minn., to Topeka, 
Kan., not to have been unreasonable and not to be unreason- 
able or unduly prejudicial. It found the complainant had not 
been damaged by reason of any undue prejudice that might 
have existed. The allegation was that the rates were wnrea- 
sonable, unduly prejudicial to the complainant and unduiy pref- 
erential of its competitors receiving mixed carloads of potatoes 
and other vegetables, including cabbage. The prayer was for 
rates for the future and reparation on a carload moving in 
October, 1921. Commissioner Eastman dissented but did not 
write a separate opinion. 


NEWSPRINT CASES DISMISSED 


The Commission has dismissed No. 14439, News Corpora- 
tion vs. Missouri Pacific et al., mimeographed, finding the rate 
on newsprint paper from Sault Ste. Marie, Ont., to St. Joseph, 
Mo., between August 28, 1920, and December 17, 1921, not un- 
reasonable. The dismissal covers No. 14439, Sub.-No. 1, Same 
vs. Chicago Great Western et al., and No. 14439, Sub-No. 2, 
Same vs. Chicago, Rock Island & Pacific et al. 





IMPORTED PEANUT RATE 


An order of dismissal has been made in No. 14501, Uni- 
versal Oil Company et al. vs. Director-General, Southern Pacific 
et al., mimeographed, the Commission finding a rate of $1.75 
per 100 pounds charged on three carloads of imported shelled 
peanuts which moved in October, 1918, from St. Francisco, 
Calif., to Wilmington, N. C., was not unreasonable. The com- 
plaint alleged the rate, a domestic one, was unreasonable to 
the extent it exceeded the subsequently established import rate 
of $1.50 effective May 29, 1919. 


STEEL BILLET RATES 


The Commission has dismissed No. 14545, West Virginia 
Rail Company vs. Pennsylvania Railroad Company et al., mime- 
ographed, on a finding that rates on steel billets from South 
Kearney, N. J., Baltimore, and Philadelphia to Huntington, W. 
Va., are not unreasonable or unduly prejudicial. About 215 car- 
loads were involved in the complaint. The complainant’s prin- 
cipal contention was, the Commission said, that the rates were 
unreasonable and unduly prejudicial to the extent they exceeded 
82-60ths of the rate to Pittsburgh. The complainant relied on 
a number of cases which, it contended, were relevant io show 
that lower basis should be accorded Huntington, but with only 
Commissioner McChord dissenting, the Commission found the 
rates were not unreasonable or unduly prejudicial. 


INTEREST IN FEDERAL CONTROL 


An affirmative finding that the Commission has power to 
award interest as part of the damages sustained in consequence 
of the exaction of unreasonable rates in the period of federal 
control has been made in No. 14514, Shreveport Creosoting 
Company vs. Louisiana & Pacific, Director-General, et al., opin- 
ion No. 9831, 92 I. C. C., 519-27. 

The Commission, on the rate phase of the case found the 
rate assessed on creosote oil in tank cars, from Ensley, Ala., to 
De Ridder, La., between April 19, 1919, and February 19, 1920, 
was unreasonable and awarded reparation. The complaint al- 
leged the rate of 86.5 cents, fifth class, was unreasonable, un- 
justly discriminatory, unduly prejudicial and in violation of the 
aggregate of the intermediates part of the fourth section. The 
complainant alleged the rate should not have exceeded 41.5 










19 


Mc- 
tern 
and 
tern 
iller 
y et 


No. 


and 
ave 
any 
; to 
and 
um- 
the 
une 
and 

or 


on 
ka, 
on- 
not 
ht 


"ef. 
eS 
for 

in 
not 


ra- 
ite 
bh, 
In- 
me 


ni- 
fic 
75 
ed 
0, 


to 


le 


ao OOD 


wtw © 


November 8, 1924 


cents but at the hearing, the report said, it asked reparation 
to the basis of 25 cents. The Director-General said that repara- 
tion could not be awarded to the lower basis sought because the 
request therefor was made after the expiration of the limitation 
period prescribed in the act. The Commission said the point 
was not well taken. It said the request for increased damages 
was founded upon facts set forth in the original complaint, add- 
ing that the request for greater damages did not constitute a 
new cause of action. 

The Commission said the through fifth class rate of 86.5 
cents exceeded the aggregate of the intermediate rates via New 
Orleans and Baton Rouge. It said the departures were pro- 
tected by appropriate application. The Commission found that 
the rate was unreasonable to the extent it exceeded 25 cents, 
and awarded reparation to that basis. 

The question of interest was emphasized at the argument. 
Leave was granted to file supplemental briefs. On the subject 
of interest the Commission said: 


On oral argument counsel for defendant contended that 
we can not include interest in an award of reparation against 
him for damages sustained in consequence of the collection 
of an unreasonable rate during Federal control. Leave was 
granted to file supplemental briefs. 

The issue raised is one of law. For us to discuss this 
issue at length and attempt to distinguish and explain the 
numerous cases cited pro and contra by counsel in the case 
would be inappropriate. We will therefore confine ourselves 
to outlining the position of defendant; and at the same time 
we will point out what we consider to be errors in that 
position, feeling confident that if our conclusions are wrong 
the defendant can and will secure correction of our error 
through resort to the courts. 


Briefly stated, defendant’s position is as follows: The Gov- 
ernment took over the operatian of the railroads in_its sovereign 
capacity; as a sovereign it can not be sued withut its consent, 
and then only to the extent specifically provided by act of 
congress; neither section 206 (c) Of thé transportation act, 1920, 
flor any section of the interstate commerce act specifically pro- 
vides for the payment of interest upon reparation awards; the 
word “damage” used in those acts does not by implication 
include interest. Defendant contends further that interest 
only runs from the time when the obligation to pay the principal 
sum arises, and then only for delay or default in paying the prin- 
cipal sum; that there is no obligation to pay the principal sum 
until that sum has been liquidated; that a claim for damages 
arising out of the collection of an unreasonable rate is unliqui- 
dated prior, to-a finding by us that the rate was unreasonable; 
and that no interest could be paid prior to the award of damages 
by us, for not only is the obligation unliquidated but also any 
attempted liquidation prior to such award would be in the nature 
of a rebate, prohibited and .made criminal by thé provisions of 
the Elkins Act 32 Stat. L. 47, 34 Stat. L. 584. Finally, he contends 
that interest can not be awarded by us to run from the date of 
the award, since the obligation of the Government to pay the 
principal sum does not become final pending a review by the 
courts of our award, and neither delay nor default, for which 
interest may be assessed, is chargeable against the Government 
pending such final disposition of the case. 


Many of the points raised by the defendant could be urged 
with equal force by common carriers subject to the interstate 
commerce act. For example, it is true that a common carrier, 
prior to an award of reparation by us can_not make refund to a 
shipper of charges collected for transportatton—in interstate or 
foreign comm over and above what that carrier might con- 


cede to be a reasonable rate, t it has never been.seriously con- 
tended that we Jaye no au a t against such 
a carrier as an element of damage. Numerous cases may be cited 


wherein the courts have approved our findings and orders award- 
ing damages against common carriers with interest from the 
dates of payment of the unreasonable charges. Again, it is 
equally true that the collection of an unreasonable rate consti- 
tutes a tort giving rise to a claim for damages whether that rate 
be collected by a common carrier or by an agent of defendant. 
Broadly stated, we view the position taken by defendant as re- 
ducible to the following proposition: The Congress did not im- 
pose the same liability upon the President for the collection of an 
unreasonable rate that it had previously imposed,upon a common 
carrier subject to the act to regulate commerce; for if it be con- 
ceded that the liability of defendant is the same as that of a 
common carrier subject to the act to regulate commerce there 
can be but little doubt that interest may be awarded as an ele- 
ment of damage. Accordingly, our discussion of this question will 
be confined mainly to showing wherein we believe the Congress 
did impose the same _ liability upon. the President for the collec- 
tion of an unreasonable rate as it had imposed upon common car- 


‘riers by the-act.to regulate commerce. 
Section 10 of the Federal control act, 40 Stat. L. 451, 1290, in, 


effect when these shipments moved, provided in part as follows: 

Sec. 10. That carriers while under Federal control shall be 
subject to all laws and liabilities as common carriers, whether 
arising under State or Federal laws or at common law _ except 
in so far as may be inconsistent with the provisions of this Act 


or any other Act applicable to such Federal control or with any. 


order of the President. Actions at law or suits in equity may be 
rought by and against such carriers and judgments rendered as 
now provided by law; and in any action at law or suit in equity 
against the carrier, wo_defense shall be made thereto upon the 
sround that the carrier 1s & rumentality or agency of the 
Federal Government, * * * 

“After full hearing the Commission may make such findings 
and orders as are authorized by the act to regulate commerce as 


amended, and said findings and orders shall be enforced as pro- 
vided in said Act. * * *” 


R In discussing this section Justice Brandeis in Missouri Pao ~ 


.. Co. vs. Ault, 256 U. S. 554, 559, said: 
th The plain purpose of the above provision was to preserve to 
Jere neral public the rights and remedies against common car- 
eg which it enjoyed at the time the railroads were taken over 


by the President except in so far as such rights or remedies might. 
interfere with the needs of federal operation. The provision ap- . 


Plies equally to cases where suits against the carrier companies 
were pending in the courts on December 28, 1917; to cases where 
be cause of action arose before that date and the suit against 

© company was filed after it; and to cases where both cause of 
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action and suit had arisen or might arise during federal opera- 
tion. The Government was to operate the carriers, but the usual 
immunity of the sovereign from legal liability was not to prevent 
the enforcement of liabilities ordinarily incident to the operation 
of carriers. The situation was analogous to that which would 
exist if there were a general receivership of each transportation 
system. Operation was to be continued as theretofore with the 
old personnel, subject to change by executive order. The courts 
were to go on entertaining suits and entering judgments under 
existing law, but the property in the hands of the President for 
war purposes was not to be disturbed. With that exception the 
substantial legal rights of persons having dealings with the car- 
riers were not to be effected by the change of control. 

_ “This purpose Congress accomplished by providng that ‘car- 
riers while under federol control’ should remain subject to all 
then existing laws and liabilities and that they might sue and be 
sued as theretofore. Here the term ‘carriers’ was used as it is 
understood in common speech; meaning the transportation sys- 
|e as distinguished from the corporation owning or operating 

em.” 

Again, on pages 561, 563, and 564 of the same decision appear 
the following significant statements: 

“If the cause of action arose while the Government was oper- 
ating the system the ‘carrier while under federal control’ was 
nevertheless to be liable and suable. This means, as a matter of 
law, that the Government or its agency for operation could be 
sued, for under the existing law the legal person in control of 
the carrier was responsible for its acts.” 


“The Government undertook as carrier to observe all existing 
laws; it undertook to compensate any person injured through a 
departure by its agents or servants from their duty under such 
law; but it did not undertake to punish itself for any departure 
by the impositon upon itself of fines and penalties or to permit 
any other sovereignty to punish it. * a 


“Wherever the law permitted compensatory damages they 
may be collected against the carrier while under federal control. 
Such damages may reasonably include interest and costs.” 

This case establishes the principle that defendant is liable for 
compensatory damages as distinguished from punitive damages 
or penalties, in the same manner and to the same extent as if he 
were a corporate common carrier, and that such damages may 
reasonably include interest. In Meeker vs. Lehigh Valley R. R., 
236 U. S. 434, and Mills vs. Lehigh Valley R. R., 238 U. S. 473, the 
Supreme Court held that awards of reparation, including interest, 
under section 8 of the interstate commerce act are compensatory 
damages and not penalties or forfeitures. Under the doctrine of 
the Ault case, therefore, interest may be included in awards of 
reparation against defendant. That case, it is true, deals with 
liability under the Federal control act and not the transportation 
act, but the latter can not, in our opinion be deemed to have 
7 a change in this respect. See Davis vs. Slocomb, 263 U. S. 

We believe that under the fourth paragraph of section 10 of 
the Federal control act defendant is prevented from interposing 
the defense that he is not liable for interest on reparation claims. 
That paragraph specifically provides that “the commission may 
make such findings and orders as are authorized by the Act to 
regulate commerce as amended.” The Congress must be presumed 
to have known of our long-established practice of awarding inter- 
est in our findings and orders against the carriers for damages 
arising from the collection of unreasonable rates and, by the 
above-quoted provision, must be considered to have authorized 
our award of interest in cases dealing with unreasonable charges 
collected during Federal control. Counsel for defendant endeav- 
ors to overthrow this conclusion by contending that the transpor- 
tation act superseded the Federal control act except as to those 
provisions incorporated by reference into the transportation act. 
With this contention, which amounts to a repeal by inference, we 
do not agree. Section 206 of the transportation act is procedural 
in character. Nothing contained therein indicates that the Con- 
gress intended to repudiate or in any wise alter, amend, or reduce 
the obligations and liabilities imposed upon the President by the 
Federal control act and the act to regulate commerce, or to re- 
lieve the agent appointed by the President under the transporta- 
tion act from such obligations and liabilities as had been incurred 
by the Director General of Railroads in his operation of the prop- 
erties of the carriers. We think this is plain from the language 
of the transportation act. Section 206 (a) states that: 

“Action in law, suits in equity, and proceedings in admiralty, 
based on causes of action arising out of the possession, use, or 
operation by the President of the railroad or system of transpor- 
‘tation of any carrier * * * of such character as prior to Fed- 
eral control could have been brought against such carrier, may, 
after the termination of Federal control, be brought against an 
agent designated by the President for such purpose. * * *” 

Again, section 206 (c) provides that: 

“Complaints praying for reparation on account of damage 
claimed to have been caused by reason of the collection or en- 
forcement by or through the President during the period of Fed- 
eral control of rates fares, charges, classifications, regulations, 
or practices * * * which were unjust, unreasonable, unjustly 
discriminatory, or unduly or unreasonably prejudicial, or other- 
wise in violation of the Interstate Commerce Act, may be filed 
with the Commission within one year after the termination of 
Federal control. * * *%” 

As in our opinion the transportation act in no way changed 
the liability incurred by the President acting through the Direc- 
tor General of Railroads for the collection of an unreasonable 
rate during Federal control, the fact that the word “damage” ap- 
pears in section 206 (c) of the transportation act, in contradis- 
tinction to the words “full amount of damages” appearing in sec- 
tion 8 of the act to regulate commerce, has not the special signifi- 
cance contended for in defendant’s brief. We conclude, and so 
find, that defendant is liable for “the full amount of damages” 
suffered by a shipper through the collection of an unreasonable 
rate by the Director General of Railroads, or his agents, during 
Federal control; and that the measure of that liability is the 
same as that of a common carrier subject to the act to regulate 
commerce, the sovereign right of the Goverment: having been 
waived to this extent by act of Congress. 


The question whether interest can be included in an award of 
damages, arising out of the collection of an unreasonable rate, 
whether by the director general or by a common carrier raises a 
question of substantive law upon which we will touch but lightly. 
It is true, as counsel for defendant contends, that the collection 
of an unreasonable rate is a tort; but it should be kept in mind 
that this tort arises from the unlawful exaction of money belong- 
ing to the shipper or consignee in violation of the carrier’s obli- 
gation to transport the goods for a reasonable price. It should 
be distinguished from personal injury torts. The shipper or con- 
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signee has suffered damage when he pays the unreasonable rate 
and his claim accrues at once in theory of law. Southern Pac. 
Co. vs. Darnell-Taenzer Lumber Co., 245 U. 8S. 531. In reimburs- 
ing the shipper for the loss suffered through exaction of an un- 
reasonable rate interest is awarded as an element of the compen- 
satory damages due him, and not, as defendant contends, for any 
default or delay in payment of the damages. “Such damages may 
reasonably include interest and costs.” Missouri Pac. R. R. Co. 
vs. Ault, supra. 

Furthermore, defendant’s contention that interest can not be 
awarded in an action against the Government of the character 
here considered unless specifically provided by act of Congress 
seems to have been decided to the contrary by the Supreme Court 
in the recent case of Seaboard Air Line Ry. vs. U. S. 261 U. 8S. 299. 
In that case an action was brought under the Lever Act to re- 
cover compensatory damages for the taking of property for public 
use. The Government interposed the defense that interest from 
the date of taking could not be included in the damages awarded 
because the Lever Act did not specifically provide for the pay- 
ment of interest. The court held that the fact that the statute 
provided for “just compensation” was sufficiently comprehensive, 
and “no specific command to include interest is necessary when 
interest or its equivalent is a part of such compensation.” The 
act to regulate commerce directs that the “full amount of dam- 
ages” suffered by a shipper shall be paid to him. In our opinion, 
as an element of compensatory damages, interest runs from the 
time the unreasonable charge is collected; otherwise the shipper 
would not be reimbursed for the “full amount of damages” he 
suffered through the detention by the carrier of money _belong- 


ing to him, and of the use of which he has been unlawfully 
deprived. 


We find that the rate assailed was unreasonable to the extent 
that it exceeded 25 cents per 100 pounds; that the complainant 
made the shipments as described and paid and bore the charge 
thereon; that it has been damaged thereby and is entitled to 
reparation in the amount of the difference between the charges 
paid and those which would have accrued on the basis of the 
rate herein found reasonable together with interest from_ the 
dates of payment of the rates herein found unreasonable. Com- 
plainant should comply with Rule V of the Rules of Practice. 


TOILET PAPER REPARATION 


A finding of unreasonableness and an award of reparation 
have been made in No. 15765, Hale-Halsell Company vs. Kansas, 
Oklahoma & Gulf et al., mimeographed, as to a fifth class rate 
of 94 cents on a carload of toilet paper from Green Bay, Wis., 
to Muskogee, Okla., shipped in May, 1922. The Commission 
found it unreasonable to the extent it exceeded 76 cents, which 
is the subsequently established rate. 


RATES NOT UNREASONABLE 


The Commission has dismissed No. 14798, New York Sta- 
ble Manure Company vs. Director-General, Pennsylvania et al., 
mimeographed, finding rates on stable manure, from Jersey 
City to destinations in New Jersey, Pennsylvania, Delaware, 
Maryland and Virginia, not unreasonable or unduly prejudicial. 


JACKSON’S COMPLAINT DISMISSED 


- The Commission has dismissed No. 13984, Jackson Traffic 
Bureau vs. Akron, Canton & Youngstown et al., mimeographed, 
finding assailed commodity rates not unreasonable, unjustly 
discriminatory or unduly prejudicial. The complaint alleged 
class and commodity rates carried in Jones’ I. C. C. No. 1201 
were unreasonable, unjustly discriminatory, unduly preferen- 
tial and in violation of the long and short haul part of the 
fourth section. On account of the allegation about the fourth 
section, parts of fourth section application No. 2061 were con- 
sidered in connection with the complaint. The rates challenged 
were from points in central territory to Jackson, with the Illi- 
nois Central as the delivering line. 

After the hearing the complainant asked that only com- 
modity rates be made the subject of the proposed report, be- 
cause the class rates were being dealt with in No. 13494, South- 
eastern Class Rate Investigation. The report was so limited. 

The tariff names specific rates to Vicksburg, but not to 
Jackson. The rates to the last mentioned point are made 
by combinations on the Ohio or Mississippi crossings. The 
Commission said there was no evidence, other than a compar- 
ison of rates, to show unreasonableness. It said there was 
some evidence tending to show competition between dealers at 
Vicksburg and Jackson, but not enough, it said, to warrant a 
finding of undue prejudice. ¥ 

Railroads, the Commission said, admitted the rates to Mis- 
sissippi Valley territory were in need of readjustment, but said 
they were making such a readjustment by publishing joint com- 
modity rates lower than the combinations. As to the fourth 
section relief the Commission pointed out that relief had been 
denied as of January 10, 1925, on some articles, but that relief 
of grain, canned goods, iron and steel articies, agricultural im- 
plements, farm wagons and furniture, including refrigerators, 
had been denied since July 1, 1923. The finding is without 
prejudice to any that made in the class rate investigation. 


CANNED MEAT CASE DISMISSED 


The Commission has dismissed No. 14629, Armour and Com- 
pany vs. Louisville & Nashville et al., mimeographed, on a find- 
ing that rates on canned meats, in carloads, from Atlanta to 
Chicago, between November 1, 1921, and October 1, 1922, were 
and are not unreasonable. The prayer was for reparation and 
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rates for the future. The complainant contended the class 
basis in the southeast, for application to movements of canned 
meats of the quantity in which it moves from Atlanta, was 
excessive. The Commission said the northbound class scale was 
approximately five per cent lower than the southbound and 
that the whole subject was under investigation in No. 13494 
Southeastern Class Rate Investigation. It said the record indi. 
cated that the probability of any traffic northbound, other than 
sporadic or isolated shipments, was remote. It said a north- 
bound commodity rate south of the Ohio as low or lower than 
that applicable in the reverse direction, under which traffic 
moved more or less regularly, did not seem justified. Nor was 
it advisable, the report said, during the pendency of 13494, to 
prescribe for the future what would be practically paper rates. 

Commissioner Campbell, dissenting, said the majority report 
was so full of facts pointing to unreasonableness that it would 
be a waste of words and space to point them out in full. He 
said he would content himself by setting forth his conviction 
that the assailed rates were unreasonable to the extent that 
the components south of the Ohio exceeded those contempo- 
raneously applicable in the reverse. direction. 


PROPER RATES ASSESSED 


The Commission has dismissed No. 15276, Dyer Fruit Box 
Manufacturing Company vs. Baltimore & Ohio et al., mimeo- 
graphed, finding the charges collected on poultry crates, in 
carloads, from Dyer, Tenn., to Cincinnati, O., in August, Sep- 
tember and October, 1920, were legally applicable. 

Court proceedings caused the complaint to be filed. The 
railroads alleged in the court proceedings that the shipments 
consisted of “poultry crates, knocked down,” upon which the 
applicable rates were 51.5 before and 64.5 cents after August 
26, 1920. Lumber rates, applicable on “box or crate material,” 
were collected. They were 19.5 and 24.5 cents. 

The Commission said the question presented was whether 
the articles shipped were “crate material” and thus entitled to 
lumber rates, or whether they were “poultry coops, knocked 
down.” After quoting the item pertaining to box or crate ma- 
terial, given lumber rates, the Commission said the materials 
shipped would seem to be comprehended by the description of 
crate material.” Therefore it found the lumber rates originally 
charged were applicable and dismissed the complaint which 
alleged that the additional charges the railroads were trying to 
collect were unjust, unreasonable, unjustly discriminatory, un- 


duly prejudicial and in excess of those applicable at the legal 
tariff rate. 


INDUSTRIAL ROAD REPARATION 


The Commission has dismissed No. 12596, Pressed Steel Car 
Company vs. Director-General, Baltimore & Ohio, et al., mimeo- 
graphed, finding that rates to and from points of unloading and 
loading at the complainant’s plants at McKees Rocks and Alle- 
gheny, Pa., not to have been unreasonable. It further found the 
complainant had not shown any damage from any undue pre- 
judice which might have existed. 

The complaint alleged the rates charged on inbound ship- 
ments of iron, steel, coal, lumber, machinery and other com- 
modities, and outbound new and repair cars, car trucks, car 
Parts and miscellaneous commodities from and to the com- 
plainant’s plants, since February 15, 1918, were unjust, unrea- 
sonable, unduly preferential and unduly prejudicial to the ex- 
tent they exceeded, exceed, or may exceed rates to and’ from 
Pittsburgh district points. 

Before the hearing the corporate complainants, the report 
said, satisfied the complaint, thus leaving for determination the 
question of reparation from the Director-General and the Pitts- 
burgh, Allegheny & McKees Rocks Railroad, the latter owned 
by the complainant and held to be a common carrier, in 57 I. 
Cc. C. 1. After that holding, the terminal road failed to agree 
with the trunk lines. It filed a supplemental complaint asking 
the prescription of reasonable divisions or absorptions. The 
Commission found there were no joint rates to divide, that is 
could not require the trunk lines to absorb increased portions 
of the industrial road’s switching charges, and that, there be- 
ing no prayer for the establishment of joint rates, it should dis- 
miss the complaint, 69 I. C. C. 223. 

The Director-General contended the industrial road never 
was under federal control. The complainant contended that 
the absorption of terminal charges was equivalent to a joint 
rate, and that the Commission had jurisdiction of the entire 
transportation. It said its jurisdiction over intrastate rates to 
and from junctions with the industrial road was unquestioned. 

A reparation settlement was agreed upon between the com- 
plainant and the Director-General under which the complainant 
was to receive reparation without interest, in the sum equiv- 
alent, the report said, to the amount paid by it in excess of the 
flat Pittsburgh rate, namely, 5.73 cents per long ton on all 
traffic except repair cars. That reparation was to have been 
divided in the proportion of 4 cents from the Director-General 
and 1.73 cents from the industrial road. 
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The Commission, which had approved the settlement be- 
tween the trunk lines and the complainant, refused to endorse 
the Director-General settlement, pending the disposition of the 
formal complaint covered by this report. The Commission, with 
Commissioner McChord noting his dissent, disposed of the case 
by saying: 


Defendant contends that since the rates to and from the Pitts- 
purgh district were admitted by complainant to have been reasonable 
during the period of the complaint the issue raised is wholly one of 
unjust discr mination or undue prejudice, and that since the complain- 
ant did not prove any damages resulting from discrimination or_pre- 
judice, the complaint should be dismissed. No attempt was made to 
prove damages resulting from undue prejudice. 

The excess over the Pittsburgh rates assailed as unreasonable 
resulted principally from the increase in the rates of the P. A. & 
McK., effective February 15, 1918. Ordinarily the burden would be 
on the P. A. & McK, to justify this increase. The P., A. & McK., 
however, Was represented by the attorney for the complainant and 
js a complainant in interest. Complainant introduced certain cost 
studies covering a period of three days in September, 1920, which 
were also in evidence in P., A, & McK. R. R. R. Co. vs. Director 
General, 69, I. C. C. 223. These cost figures were intended to show 
that a reasonable absorption out of the line-haul rates by the trunk 
lines would have been 10 cents per ton. They do not tend to prove 
in any way that the rates charged the complainant were unreason- 
able, but were intended to show that the Director General should 

y the entire amount of the reparation in the event we found the 
rates assailed were unreasonable. 

The record does not show that industries generally within the 
Pittsburgh district, without regard to their size or the complexity 
of their plant tracks, received the benefit of the flat Pittsburgh 
rates on all commodities regardless of their origon or destination. 
It does appear that a considerable number of large industries per- 
formed their own spotting servcie. Some of these received allow- 
ances from the trunk lines and others did not. We find, upon the 
present record, that the charges paid by the complanant were not 
unreasonable. Complainant has not shown that it was damaged 
as the result of any undue prejudice which may have existed. The 
complant will be dismissed. 


PREJUDICE TO BE REMOVED 


A finding of undue prejudice and an order to remove it not 
later than January 17 have been made in No. 15486, Norwich 
Pharmacal Company vs. Baltimore & Ohio et al., mimeographed, 
as to a third class rate of 47.5 cents, minimum 30,000 pounds, 
on drugs and medicines, in carloads, from Norwich, N. Y., to 
New York. The Commission said it was not unreasonable or 
unjustly discriminatory. The rate was alleged to be unduly 
prejudicial and to give their competitors in central territory an 
undue preference. The Commission said the complainant had 
not shown damage and denied reparation. Commissioner Camp- 
bell, dissenting, said he would also have found the rate unrea- 
sonable. The Commission’s finding is as follows: 


We find that the rate on drugs and medicines, in carloads, from 
Norwich, N. Y., to New York, N. Y., for application over interstate 
routes was not and is not unreasonable or unjustly discriminatory 
but that it was, is, and for the future will be unduly prejudicial to 
complainant and unduly preferential of complainant’s competitors at 
Cleveland, Ohio, Detroit, Kalamazoo and Holland, Mich., Indianapolis, 
Ind., and St. Louis, Mo., to the extent that it exceeded, exceeds or 
may exceed a rate made less than the following amounts per 100 
pounds under contemporaneous rates from the competing points 
named: Cleveland, 17.5 cents; Detroit, 17.5 cents; Kalamazoo and 
Holland, 31 cents; Indianapolis, 33 cents; and St. Louis, 58 cents. 
The undue prejudice should be removed, either by withdrawal of the 
Lackawanna and Western from the tariffs publishing commodity rates 
from the points in central territory to New York, or by the estab- 
lishment of a commodity rate from Norwich to New York in accord- 
ance with the above finding. No damage has been shown to result 
from the undue prejudice and reparation is therefore denied. 


UNDUE PREJUDICE FOUND 


A finding of undue prejudice and an order to remove it not 
later than January 17 have been made in No. 15711, Lange & 
Crist Box & Lumber Company vs. Baltimore & Ohio, mimeo- 
graphed, as to rates on wirebound box material, in carloads, 
applying via Clarksburg, W. Va., from points of origin on the 
defendant’s line in West Virginia, to interstate destinations. A 
like finding was made in respect of the failure to accord that 
commodity dressing in transit arrangements at Clarksburg, 
The complaint said the arrangements at Cincinnati and other 


points was unduly preferential of them. ‘The finding was as 
follows: 


We find (1) that the rates on wirebound box material, in carloads, 
applying via Clarksburg, W. Va., from origins on defendant’s line 
in West Virginia to interstate destinations on its line are, and for 
the future will be, unduly prejudicial to the extent that they ex- 
ceed the rates contemporaneously applicable on box shooks, in cor- 
loads, via Clarksburg from the same origins to the same destinations, 
and (2) that defendant’s failure to accord dressing-in-transit ar- 
rangements to wirebound box material at Clarksburg, while accord- 
ing said commodity such arrangements at Cincinnati, Ohio, is and 
for the future will be, unduly prejudicial to complainant and unduly 
preferential of complainant’s competitors at Cincinnati. If defend- 
ant should elect to remove the undue prejudice with respect to transit 
by according such arrangements to wirebound box material at Clarks- 
urg, it should, of course, subject such arrangements to no greater 
restriction or less favorable terms and conditions than those in effect 
in connection with said commodity at Cincinnati. 


KANSAS TRANSIT CASE 


A finding of unreasonableness, undue prejudice, an award 
of reparation and an order for the future have been made in 


No. 15537, Rodney Milling Company vs. Missouri Pacific Com- 
pany, as to applicable rates on wheat, shipped from points in 
Kansas and Colorado, to Atchison, Fort Leavenworth, and 
Leavenworth, Kans., and St. Joseph, Mo., and milled in transit 
at Kansas City, Kans.-Mo. The report also covers a sub-num- 
ber, The Southwestern Milling Company, Inc., vs. same. The 
complaints alleged the rates applied were inapplicable, unrea- 
sonable, unduly prejudicial and in violation of the long and 
short haul provision of the fourth section, between August 2, 
1921, and September 16, 1922. The complaint covered shipments 
from Kansas and the sub-number those from Colorado. The 
local rates to the complaining points were the same as those 
to Kansas City. Under the adjustment the wheat could be 
shipped to points west of Kansas City, milled in transit and 
shipped through Kansas City to Atchison and the other desti- 
nations on the local rates from points of origin to the same 
destinations. As the local rates to Atchison and the other des- 
tinations were the same as the local rates to Kansas City, the 
complainants were forced to pay rates higher than their com- 
petitors at the intermediate milling points by the amount of 
the proportional rates beyond Kansas City, the report said. It 
was also contended for the complainants that the tariffs also 
permitted transit at Kansas City, and that, accordingly, their 
shipments were overcharged. They further contended that, 
should it be found that transit was not applicable at Kansas 
City, then the rates assailed were unreasonable and unduly 
prejudicial. 

The Commission said the fact that proportional rates were 
published from Kansas City to the ultimate destinations ex- 
cluded that place as a transit point on shipments moving on a 
through rate. It said that as the complainant’s shipments were 
stopped at Kansas City for milling the proportional rates were 
not applicable. It followed, therefore, the report said, that the 
shipments were undercharged wherever rates less than the com- 
bination of locals were assessed to any of the destinations 
named. Accordingly, it said, there were no fourth section vio- 
lations as to St. Joseph as alleged in the complaints. It said 
the complainant in the sub-number was in error in supposing 
the applicable combination basis to have been changed by the 
current transit circular by reference in item 145 to item 35. 
The Commission said the evidence of the defendant was re- 
stricted to showing that the applicable rates were assessed, 
and, beyond urging that no change should be made in view of 
the long time the tariffs had been in effect, the other allega- 
tions were not defended. The finding is as follows: 


We find that the rates herein found applicable were, are, and 
for the future will be, unreasonable and unduly prejudicial to the 
extent that they exceeded, exceed, or may exceed the contemporane- 
ous through rates from the points named to the same ultimate desti- 
nations, upon which milling-in-transit is allowed at points in Kansas 
west of Kansas City, Mo.-Kan.; that complainants made the shipments 
as described and paid and bore the charges thereon; that they have 
been damaged in the amount of the difference between the charges 
paid and those which would have accrued on the basis herein found 
reasonable; and that they are entitled to reparation, with interest. 
Complainants should comply with rule V of the Rules of Practice. 
Defendants are authorized to waive the outstanding undercharges. 


New rates are to be made effective not later than January 
Tt. 


COMMISSION ORDERS 


The Southwestern Portland Cement Company has been per- 
mitted to intervene in No. 15806 (Sub-No. 1), Alpha Portland 
Cement Company vs. Ashland Coal & Iron Ry. et al. 


The United Central Oil Corporation has been authorized 
to intervene in No. 16190, the Texas Company vs. Abilene & 
Southern Ry. et al. 


Rehearing and vacation of the order in I. and S. No. 2083, 
petroleum and its products between Colorado, New Mexico and 
Utah, has been denied by the Commission. 


The Commission has denied the petitions filed by defendant 
carriers and by the Purington Paving Brick Company and others 
asking for modification of the orders entered in No. 10733, 
National Paving Brick Mfrs.’ Assn. et al. vs. A. & V. Ry. et al. 


The Commission has denied the petition of the St. Louis- 
San Francisco Railway requesting modification of the orders 
in No. 9072, Memphis-Southwestern Investigation-Commodity 
Rates, so as to exclude from their application rates to Spring- 
field, Mo. 

The Commission has reopened for further hearing its pro- 
ceeding in No. 14729, Standard Oil Company (valifornia) vs. 
Santa Fe et al., and has permitted the Murvale Oil Company 
to intervene therein. 

The Follansbee Brothers Company has been permitted to 
intervene in No. 16178, Jamestown Chamber of Commerce VS. 
P. R. R. et al. 

The Salisbury Wicomico Chamber of Commerce has been 
authorized by the Commissioon to intervene in No. 16224, Nor- 
folk-Portsmouth Freight Traffic Commission vs. Aberdeen & 
Rockfish R. R. et al. 

The Western Union Telegraph Company has been permitted 
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to intervene in the proceedings in Val. Dkt. No. 390, in re 
Nesquehoning Valley Railroad Company. 

The Commission has denied the defendants’ petition for 
postponement of the effective date of the order in No. 14962, 
Manufacturers’ Association of Chicago Heights vs. P. R. R. et al. 

The Commission has modified its orders in No. 13413, in 
the matter of automatic train-control devices, with respect to 
the Atchison, Topeka & Santa Fe Railway Company by per- 
mitting that road to install an automatic train stop or train- 
control device upon that portion of its line between Shipton, 
Ia., and Chillicothe, Ill., and upon the portion between Chilli- 
cothe, Ill., and Chicago, Ill, in lieu of the installations pre- 
scribed in the previous orders. 

The Commission’s order of July 10 in No. 14810, Traffic 
Dept., Goldsboro, N. C., Chamber of Commerce vs. A. C. L. 
R. R. et al., has been modified so that it will become effective 
on January 10, 1925, instead of on November 10, as originally 
ordered. 


SUSPENDED TARIFFS 


In I. and S. No. 2256, the Commission has suspended from 
November 1 and later dates until March 1 schedules as pub- 
lished in the following tariffs: Louisiana & Arkansas supple- 
ment No. 8 to I. C. C. No. 1250; Vicksburg, Shreveport & Pa- 
cific supplement No. 28 to I. C. C. No. B-85, I. C. C. No. B-132; 
J. J. Cottrell, supplement No. 2 to I. C. C. 512. The suspended 
schedules propose to cancel commodity rates on cotton factory 
products, any quantity, from southeastern points to Monroe, 
Shreveport and West Monroe, La., also to cancel commodity 
rates on the same commodities between Vicksburg and Natchez, 
Miss., on the one hand, and Monroe, Shreveport and West Mon- 
roe, La., and other Louisiana points on the other. The follow- 
ing is illustrative: 


Cotton factory products, any quantity, from Norfolk, Va., to 
Shreveport, La., present, 117; proposed, 149; from Vicksburg, Miss., 
to Shreveport, La., present, 454%; proposed, 7944. 


In I. and S. No. 2257, the Commission has suspended from 
November 1 until March 1 certain schedules as published in 
supplement No. 8 to joint tariff Boyd’s I. C. C. No. A-1465 and 
Jones’ I. C. C. No. 1519. The suspended schedules propose to 
increase from 26 cents to 38% cents per 100 pounds the import 
commodity rates on nitrate of soda and nitrate of lime, car- 
loads, from Gulf ports to Alto Pass, Anna and Cobden, Ill. 

In I. and S. No. 2258, the Commission has suspended from 
November 1 until March 1 certain schedules published in sup- 
plements Nos. 5 and 6 to Boyd’s tariff I. C. C. No. A-1493. 
The suspended schedules propose to increase the rates on pig 
iron, carloads, from Chicago, Peoria, Springfield, and related 
group points in Illinois, also St. Louis, Mo., and Prairie du 
Chien, Wis., to destinations in Iowa territory. The following 
statement of rates applicable to Cedar Rapids, Ia., is illustrative: 


RATES IN CENTS PER TON OF 2,240 = 


From res. Prop. 
A rare ciel iad er wis swe eee wa WOO Ww MWR COee Lele man 231 280 
Springfield, Ill 


In I. and S. No. 2262 the Commission has suspended from 
November 10, until March 10, schedules published in sup. No. 35 
to Dearborn’s Perishable Protective tariff I. C. C. No.1. The sus- 
pended schedules propose changes in rules, regulations and 
charges governing top icing of perishable freight in the body 
of refrigerator cars in interstate commerce resulting generally in 
restrictions and increased charges to shippers. 

In I. and S. No. 2261, the Commission has suspended from 
November 4 until March 4 schedules as published in supple- 
ment No. 27 to Leland’s I. C. C. 1597 and supplement No. 14 
to Leland’s taric I. C. C. No. 1683. The suspended schedules pro- 
pose to cancel the through rates on cotton linters, in carloads, 
from points in Texas and Oklahoma to Indianapolis and Marion, 


Ind., and to apply higher combination rates in lieu thereof. 
The following is illustrative: 


——To Indianapolis, Ind.—— 
From— Present Proposed 
US IIIS soiacdsasy ang sie sie ein pl «ice tee ne aitnrele sine 5.5 100 


I, i i deat ik wee adits 92.5 100 


In I. and S. No. 2259, the Commission has suspended from 
November 1 and later dates until March 1 schedules published in 
various tariffs issued by carriers publishing rates between New 
Orleans group points and other stations in Louisiana. The sus- 
pended schedules increase rates on fertilizers and fertilizer ma- 
terial applicable on import and coastwise traffic from New Or- 
leans and related points to various other destinations in Lou- 
isiana. The following is illustrative: 


Fertilizer and fertilizer material, C. L., from New Orleans, La., 


to Shreveport, La., present, 114%; proposed, 22%; to Gibbsland, La., 
present, 15%; proposed, 23. 


SALT MINIMUM RAISED 


The Commission, by means of a supplemental order in No. 
9702, the Memphis-Southwestern Investigation, and the eight 
cases in which related issues were treated, has raised the car- 
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load minimum on salt from 37,500 to 45,000 pounds so as to 
make it correspond with the orders issued in so-called Salt Cases 
The increased minimum is to be effective January 23. The sup- 
plemental order applies to the order in the Memphis-Southwest. 
ern Investigation case dated February 6, 1923. The eight other 
cases involved in this supplemental order are: No. 10084 
Natchez Chamber of Commerce vs. Natchez & Southern Railway 
Company, et al.; No. 9927, Railroad Commission of Arkansas 
et al. vs. Arkansas Central Railroad Company et al.; No. 10418 
Arkansas Jobbers’ & Manufacturers’ Association vs. The Chi. 
cago, Rock Island & Pacific Railway Company et al.; No. 10419 
Arkansas Jobbers’ & Manufacturers’ Association vs. The Beau. 
mont, Sour Lake & Western Railway Company et al.; No. 9886, 
Chamber of Commerce, Monroe, La., vs. Arkansas & Louisiana 
Midland Railway Company et al.; No. 6390, Memphis - Freight 
Bureau vs. St. Louis, Iron Mountain & Southern Railway Com- 
pany et al.; No. 7250, Shreveport Chamber of Commerce and 
Chamber of Commerce of Alexandria vs. Alabama & Vicksburg 
Railway Company et al. 


PETITIONS FOR REHEARING, ETC. 


The defendant in No. 14971, Victor Petertyl vs. N. Y. N. H. 
& H. R. R., has asked the Commission to grant a reargument, 

The complainant in No. 15367, the Superior Coal Company 
vs. Director-General, P. & W. Va. Ry. et al., has asked the 
Commission to grant a rehearing before final submission of 
the case. 

The Southwestern Millers’ League and the Board of Trade 
of Kansas City, Mo., have filed a petition with the Commission 
asking for the reopening of the proceedings in Fourth Section 
Application Nos. 2705 and 2706, filed by the Santa Fe. These 
applications concern the rates on grain and grain products from 
Missouri River points and points in Kansas to Gulf ports for 
export. 


MODIFIED PROCEDURE DOCKET 


It has been decided to withdraw No. 16257 Dixie Peanut 
Mills et al. vs. Alabama Great Southern R. R. Co. et ai., from 
the modified procedure docket. This case will be set for hear- 
ing in regular course. 


SAND AND GRAVEL RATES 


Cancellation of the combination rule on sand and gravel 
from points on the Chicago and Northwestern and the Chicago, 
Milwaukee and St. Paul to points in Wisconsin, Illinois, and 
east of the Illinois-Indiana state-line, are attacked in I. and S. 
2236, heard before Examiner McGrath, at Chicago, Nov. 6. 

Walter J. Kelly, member of the auxiliary committee of 
the C. F. A., testified that, in his opinion, the lawful rate 
basis of rates, where no through rates applied and where there 
was no reference to the combination rule, was the full com- 
bination of locals. He gave the history of the combination 
tariff showing that the Commission had intended it to apply 
only where, in the lines’ published tariffs, specific mention 
was made of the combination tariff. ‘He said it was the Com- 
mission’s intention that some points were to be omitted, and 
that, in his opinion, it was illegal to apply the combination 
tariff if the tariff making the rates did not specifically refer 
to it. 

A. F. Cleveland, for the Northwestern, said it was pursuant 
to the desire of the Commission that the tariffs under suspen- 
sion were published, because the Commission had repeatedly 
asked the roads to get rid of as many references to the 
combination tariff as possible. 


He said he knew of no movement of sand and gravel over 
his line, from the points involved to points east of the Illinois- 
Indiana state line. He said his line was willing to establish 
joint through rates on interstate traffic to points east of the 
line to which a movement of any size and regularity could be 
shown. He said the rates would be on the same basis as the 
protestant was contending for. 


Frank Lane, for the Janesville Sand and Gravel Company, 
and A. S. Sorenson, of the Attwood-Davis Sand and Gravel 
Company, testified as to the volume of their shipments into 
the territory involved and said they were unable to know 
far enough ahead just where a job was going to be in order to 
apply for the joint through rates. They said that if the com- 
bination tariff were not to apply, they did not know how they 
would be able to quote prices or to make bids. 

B. H. Attwood, representing the Racine Crushed Stone 
Company, the Liberty Lake Gravel Company, the Interstate 
Gravel Company and the two previously mentioned protestants, 
testified as to a number of large orders on which shipments 
were now in progress, the freight charges for which would be 
increased 30 cents a ton if the cancellation of the combination 
rule were allowed to go into effect. 

W. G. Stanton, for the Eau Claire Sand and Gravel Com- 
pany, said he was not opposed to the cancellation, if the 
through rates that would be put in effect were no higher than 
the rates on that basis. 
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GROUP RATES RECOMMENDED 


In a report, on further hearing, in No. 13158, Nelson Fuel 
Company et al. vs. Chesapeake & Ohio et al., Examiner C. W. 
Grifin said the Commission should find rates on coal, from 
mines on the Greenbrier & Eastern, to interstate destinations 
are and for the future will be unreasonable and unduly preju- 
dicial to the extent they exceed or may exceed the group rates 
contemporaneously maintained from branch-line points on the 
Chesapeake & Ohio, in the New River district in West Virginia, 
to the same destinations. That was the finding in the original 
report in this case, 83 I. C. C., 737. The examiner said the 
Commission should also find the complainants entitled to rep- 
aration between March 1, 1922, and May 16, 1924, on shipments 
on which they paid and bore the charges of the Greenbrier & 
Eastern for the haul to Greenbrier & Eastern Junction, W. Va. 

The case was reopened upon the petition of the Chesapeake 
& Ohio. The railroad asserted that the Commission’s finding in 
the original report was influenced mainly, if not entirely, by 
testimony to the effect that a large preponderance of New 
River district coal moved eastward. The railroad insisted that 
there was nothing in the record to offset the materially longer 
hauls westbound from Greenbrier mines than from mines on the 
defendant’s main line. The Chesapeake & Ohio insisted that, 
due to strikes in the anthracite fields, smoke ordinances and 
other causes there had been a substantial increase in the vol- 
ume of New River coal moving westward, and that in its opin- 
ion that condition was permanent. 

Griffin said the evidence respecting ‘transportation condi- 
tions showed that no greater difficulties were encountered in 
hauling coal from the Greenbrier mines to the main line than 
were encountered in the movement of coal from the mines on 
the Virginian and on the defendant’s Piney Creek and Winding 
Gulf branches. He added that the cost of hauling coal to main- 
line junctions was not controlling. He said that even were it 
shown that the cost of handling traffic from the complainant’s 
mines to the main line were greater than from mines on the 
defendant’s branch lines and on the Virginian, and the evi- 
dence was not of a character to warrant such a conclusion, it 
would not constitute justification for the Chesapeake & Ohio’s 
refusal to extend the district rates to Greenbrier mines. He 
said many minor costs and minor extra services were and 
should be ignored in an effort to do substantial justice to com- 
peting points and that they were necessarily ignored by car- 
riers in competing with each other. 


ARMY WAGON CASE DISMISSED 


Examiner Lawrence Satterfield has recommended the dis- 
missal of No. 15053, D. T. Taylor vs. International & Great 
Northern et al., on a finding that the rate of $1.17 and $1.56 
applied on fifty carloads of army escort wagons, shipped in 
the summer and fall of 1920, from Jeffersonville, Ind., to Gal- 
veston and reconsigned to Laredo, were applicable and not 
unreasonable or otherwise unlawful. The complainant sought 
rates for the future as well as reparation. The $1.17 rate was 
applied on a shipment that started before August 26, 1920. 
The higher rate was the one applicable after Ex Parte 74 had 
become operative. The complainant contended the wagons, 
from a transportation point of view, were farm wagons, and 
not subject to.the rates on vehicles. The examiner said it 
had not been shown the. wagons were used for agricultural 
purposes, but were exported to Mexico. The railroads said 
they were heavier, more valuable than the ordinary farm 
=e and were equipped with. parts. that farm wagons did 
not have. : 


DISAPPROVES PROPOSED LINE 


In a proposed report in Finance Doocket No. 3182, Attorney- 
Examiner C. E. Boles and Engineer-Examiner E. Gray have rec- 
ommended to the Commission that the application of the Laure] 
Fork & Mendota Railroad for authority to construct in part, ac- 
quire in part, and operate in interstate commerce a line of 
railroad 36 miles long in Smyth and Washington counties, Vir- 
ginia, be denied. The Norfolk & Western opposed the appli- 
cation. The examiners said the proposed line did not appear 
to be justified economically. 


RICE RATES TOO HIGH 


A finding of unreasonableness, an award of reparation and 
the prescription of new rates on clean rice and rice flour have 
been recommended by Examiner Paul O. Carter, in No. 15881, 
Salina Chamber of Commerce et al. vs. Alexandria & Western 
et al. In addition, Carter said the Commission should find 
the rates assailed unduly prejudicial. The rates in question 
are from points in Arkansas, interior Louisiana and Texas to 


Tentative Reports of the Commission 
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Salina, Kan. Present rates are: From Arkansas points, 71.5 
cents; Louisiana and Texas points, 73 cents. The Salina com- 
plainants compared them with a blanket rate of 50.5 cents 
from the three groups of origin to lower Missouri river cross- 
ings. Carter said the Commission should condemn them as 
unreasonable and unduly prejudicial, but not unjustly discrimi- 
natory, to the extent they exceeded 62.5 cents prior to July 1, 
1922, and 56.5 since that time and for the future. 


STRAWBOARD BOX REPARATION 


Reparation has been recommended by Examiner Frank M. 
Weaver, in No. 15631, Villines Canning Company et al. vs. Man- 
ufacturers’ Railway Company et al., on a finding of unreason- 
ableness as to charges assessed on four carloads of corrugated 
strawboard boxes, shipped in July and August, 1922, from St. 
Louis to Urbanette and Green Forest, Ark. He said the rates 
should be held unreasonable to the extent they exceeded 53.5 
cents, minimum 40,000 pounds, for standard cars. 


DEMURRAGE CASE DISMISSED 


Examiner John B. Keeler has recommended the dismissal 
of No. 15196, J. J. Laumer and J. M. Griffin, doing business as 
Laumer Lumber Company, vs. Atlantic Coast Line et al., on a 
finding that the demurrage and so-called penalty charges col- 
lected on a carload of lumber shipped from Elba, Ala., to Cin- 
cinnati, held at Latonia, Ky., and reconsigned to Detroit were 
applicable and not unreasonable. The car moved in March, 
1920. Keeler said the detention of the car at Latonia grew out 
of the failure of the complainant to furnish a proper permit 
allowing it to move and did not appear to have been due in 
any way to the hegligence of the carriers. . 


WICHITA VEGETABLE RATES 


Examiner Paul O. Carter, in a report on No. 15635, Wichita 
Chamber of Commerce et al. vs. Alabama & Vicksburg, et al., said 
the Commission should find the rates on vegetables, in car- 
loads, from Jacksonville, Fla., to Wichita, Kans., to have been 
and to be unreasonable and unduly prejudicial to the extent 
they exceeded, exceed or may exceed the rates from Jackson- 
ville to Kansas City, by more than 10 per cent. He said it 
should award the Grant-Billingsley Fruit Company. 


LEASE APPLICATION DENIED 


In a report in Finance Docket No. 4036, lease of Tionesta 
Valley by Susquehanna & New York, the Commission, through 
Division 4, has decided that proposed acquisition by the Susque- 
hanna & New York of control, by lease, of the Tionesta Valley 
would not be in the public interest. 

The Susquehanna & New York, referred to as the applicant, 
operates a steam railroad in Pennsylvania, its owned line ex- 
tending from Tonawanda to Marsh Hill Junction, a distance of 
about 46 miles. It also has trackage rights over the line of. the 
Northern Central, between Marsh Hill Junction and West Wil- 
liamsport, approximately 21 miles. The Tionesta Valley operates 
about 40 miles of steam railroad between Sheffield and Hall- 
ton, Pa., with a branch from Sheffield to Clarendon Junction. 
There is no physical connection between the applicant’s line 
and the line of the Tionesta excepting over the railroads of 
connecting carriers. The nearest connection via the Pennsyl- 
vania between Sheffield and West Williamsport is over 100 miles, 
the report said. 

The applicant and the Tionesta company are controlled by 
the Central Leather Company, which owns the outstanding 
shares of capital stock of each company, excepting directors’ 
shares. Both carriers serve plants of the leather company. In 
part they have officers and directors in common duly authorized 
by the Commission under paragraph 12 of section 20a of the 
interstate commerce act. The report said it was estimated that 
about 15 per cent of the tonnage handled by the applicant be- 
longed to the leather company but that the percentage handled 
by the Tionesta was much greater, running between 60 and 70 
per cent. : 

The report said the applicant contended that the proposed 
lease would result in more economical management of the rail- 
roads and would reduce expenses in connection with publication 
of tariffs, in the keeping of tariff files, in the maintenance of 
equipment, and in the accounting department. Except as to 
tariffs and accounting, the report said, the testimony with re- 
spect to anticipated economies was vague. The Commission 
said the affairs of the two companies were now directed by the 
Same men and that the lease would effect little or no saving 
in overhead management expense. The following results of 
operation of the two companies were set forth in the report: 
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The applicant has suffered deficits in net income for the past 


four years as follows: 1920, $22,427.30; 1921, $41,754.04; 1922, $85,806.82; 
and 1923, $29,044.39. For the first three months of 1924 a net income 
of $1,549.27 is reported. The Tionesta Company reports net income 
as follows: 1919, $49,814.99; 1920 (deficit), $854.63; 1921, $53,251.57; 
AT i eo 1923, $41,109.20; and for the first three months of 1924, 


The Commission, in conclusion, said: 


There are other matters to be considered, however, apart from 
the rather vague and trifling economies suggested. From the figures 
already given it will be seen that the Tionesta Company had earnings 
in 1921, 1922 and 1923 equal, respectively, to 10.6, 9.5 and 8.2 per 
cent upon outstanding capital stock. eco it is a carrier whose 
income may be subject to recapture under the provisions of para- 
graph (6) of section 15a of the interstate commerce act. That it 
anticipates possible recapture is shown by the fact, disclosed by our 
records, that in 1922 it credited $8,639.45 to a reserve fund for this 
purpose and that in 1923 it credited to the same fund $1,789.95. In 
1922 it declared a dividend of 20 per cent. If the lease were made 
effective, any surplus earnings would be available for the use of 
applicant. Moreover, the Tionesta company is an industrial common 
carrier, the major portion of its traffic being furnished by affiliated 
companies and the major portion of its revenue being derived from 
divisions of joint rates accorded it by trunk lines with which it 
connects. In Tionesta Valley Ry., supra, it appears that it has direct 
track connections with both the Pennsylvania and the Baltimore & 
Ohio and also with the Pittsburgh, Shawmut & Northern. In that 
case we made the following finding, at page 478: 

“Upon the record we find the Tionesta Valley Railway to be a 
common carrier subject to the interstate commerce act, which may 
lawfully participate in joint rates with other common carriers or 
have its switching charges on interstate shipments absorbed under 
appropriate tariff provisions by the roads having the line haul. Its 
compensation must not be more than is reasonable, and a complete 
and specific statement of any basis agreed upon must be filed with 
us immediately upon its adoption.’ 

Notwithstanding this admonition, no such statement has ever been 
filed. We were led to seek such a statement because of the fact 
that experience has shown that such industrial common carriers 
may be, and frequent®#y have been, used as a means of granting 
through the medium of divisions what are, in effect, rebates to the 
controlling industry. Under the proposed lease the operations and 
accounts of the applicant would be intermingled with those of the 
Tionesta Company in such a manner that the actual results from 
the operation of the latter could only be ascertained by a special 
accounting investigation. It would render still more difficult the 
task, already sufficiently difficulty, of ascertaining whether or not the 
connecting lines are, in effect, granting unlawful preferences to the 
controlling and affiliated industries. It would also make it imprac- 
ticable even to alleviate any undue liberality in divisions by the 
automatic recapture of excess earnings. In our opinion it is highly 
desirable that, so long as the Tionesta company is controlled by an 
industry which furnishes the major portion of its traffic, a separate 
record should be kept of its operations; and there is here no showing 
of economies in the public interest which in any way offsets that 
desirability. 

Upon the facts presented we are unable to find that the acquisition 
by the applicant of control of the railroad of the Tionesta company 
under the terms of the lease described by the application will be in the 
public interest. An order will be entered denying the application. 


Commissioner Potter dissented. He said the objections of 
the majority were without merit. With reference to the recap- 
ture phase of the matter, the commissioner said the reasoning 
evinced a misinterpretation of the law and a misconception of 
the function of the Commission. 

“We are not to grant or to withhold a permission accord- 
ing to whether or not it makes money for the contingent fund 
of 15a,” said he, continuing in part as follows: 


The recapture provision was not intended to be a money-making 
scheme for the government. A lease otherwise proper can not be- 
come improper because it reduces the amount subjct to recapture. 
The law contemplates leases and consolidations. It encourages them 
and directs us to aid them for the very purpose of transferring excess 
earnings to weak lines and preventing them from going to the gov- 
ernment. When the consolidation provisions of the act are carried 
out and the rate-making provisions of the law thereby become fully 
effective, there will be no excess earnings, the otherwise excess of 
the strong being used to carry the wak, which is what the law 
seeks to bring about. The present plan respecting the carriers before 
us is exactly in line with that law and tends to accomplish just 
what'the law aims at. The majority report is directly in conflict 
with that law. A fair return on all essential railway property is 
contemplated. The lease would make for that result as to these 
properties and any excess would be recaptured by the government. 

What the law contemplates is that leases and consolidations shall 
be accomplished as rapidly as may be and as good judgment suggests, 
from the standpoint of efficiency and economy in maintaining and 
operating the transportation system. After the contemplated amal- 
gamations are accomplished the recapture provisions will apply to 
excess earnings. They do not justify preventing the amalgamations. 


In a concurring report, Commissioner Eastman said it was 
his view that it was a violation of the commodities clause for 
an industry to control a railroad over which it shipped com- 
modities, other than lumber, which it manufactured, mined or 
produced. He said so long as the Tionesta Valley was main- 
tained as a separate carrier, “the spotlight of publicity” was 
thrown on its affairs. Once its operations are merged with 
those of the Susquehanna & New York, he said, it would escape 
from “this spotlight of publicity.” 


NOT IN THE PUBLIC INTEREST 


Examiners H. C. Davis and A. Stuard Young, in a pro- 
posed report in Finance Docket No. 4231, acquisition of control 
by Chesapeake & Ohio, have recommended that the Commission 
find that the acquisition by the C. & O. of control of the rail- 
roads of the Ashland Coal & Iron Railway Company, the Long 
Fork Railways Company and the Miller Creek Railroad 
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Company, in accordance with the terms of the leases described 
in the application, will not be in the public interest, ang that 
such request accordingly should be denied. The lines the 
C. & O. seeks to acquire are in Kentucky. 

The C. & O. filed an application under paragraph 18 of 
section 1 of the interstate commerce act asking permission 
to acquire and operate the three properties under lease. Under 
section 20a of the act it asked for authority, if the same was 
necessary, to assume obligation and liability under and pursy. 
ant to an agreement dated February 2, 1924, between the 
American Rolling Mill Company and the C. & O., in respect of 
a mortgage, and $400,000 of first refunding mortgage 4 per 
cent bonds of the Ashland company. Under paragraph 2 of 
section 5 of the act the C. & O. as an alternative proposal 
asked authority to acquire control of the Ashland by purchase 
of its capital stock and or by lease and operation: the 
Long Fork by purchase of its capital stock and mortgage bonds 
etc., and the Millers Creek by purchase of its capital stock and 
capital indebtedness. 

The examiners said it did not appear that the application 
under section 1 of the act came within the jurisdiction of that 
part of the act. They said with respect to the application 
under paragraph 2 of section 5 that the applicant acquired the 
capital stock of the carriers prior to filing the application and 
now owned it. They said apparently such acquisition of con- 
trol could not lawfully have been effected without the Commis. 
sion’s authority, and that the Commission should hold that it 
was without jurisdiction to enter an order authorizing the 
acquisition of capital stock which the applicant owned at the 


time the application was filed, and still owns. In conclusion 
the examiners said: 


The applicant proposes to acquire control, by lease, of the 
railroads of the Ashland Company, the Long Fork Company, and 
the Millers Creek Company for the term of one year, and there- 
after subject to the right of either party to terminate the re- 
spective leases by giving 30 days’ notice to the other. Authority 
is sought under paragraph (2) of section 5 to acquire such con- 
trol, provided the commission considers such authority necessary. 
In each of the three leases the applicant is given the right to 
purchase the physical properties of the lessor for an amount 
equal to the sum paid by the applicant for acquiring control of 
the company, plus any expenditures made by the lessor during 
the term, with the approval of the apllicant for additions, bet- 
terments, and improvements. The applicant agrees, in each lease, 
to pay annually, as rental, an amount not to exceed 6 per cent 
of the cost to it of acquiring control of the company, and of any 
expenditures for additions, betterments, and improvements made 
by the lessor during the term with the applicant’s approval: and 
all taxes and assessments. The considerations in the proposed 
leases are based upon the amounts paid by the applicant to ac- 
quire the capital stock of the lessor companies, and the grant 
of authority to acquire control of the railroads of the lessor 
companies, under the proposed leases, in the form submitted, 
would, in effect, be an approval of the consideration paid by 
the applicant to acquire the capital stock. 

Upon the facts presented the commission should find that 
the acquisition by the applicant of control of the railroads of the 
Ashland Company the Long Fork Company, and the Millers 
Creek Company, in accordance with the terms of the leases de- 
scribed in the application, will not be in the public interest, and 
that such request should accordingly be denied. As to all other 
matters the application should be dismissed. An appropriate 
order should be entered. 


VAN SWERINGENS REACH DEADLOCK 


The Trafic World New York Bureau 


Despite the previous hopefulness on the part of the Van 
Sweringen interests that they would be able to carry out their 
plans for completion of the Nickel Plate merger through leases, 
it became apparent this week that they had reached a deadlock 
on the present proposition and will have to seek other means 
of accomplishing their purpose. There seems to be no doubt 
that the consolidation will ultimately be concluded, but the 
negotiations will have to take another direction. 

Directors of all five roads have approved the original pro- 
posal of the Van Sweringens for a unified system and a ma- 
jority of their stockholders have submitted proxies, but strong 
minority elements have prevented consummation of the plans 
as they stand. 

The executive committee of the Erie met Wednesday and 
appointed a committee of three to negotiate with the Van Swer- 
ingens. This consists of George F. Baker, chairman; Leonor F. 
Loree and Grenville Kane. Similar action was taken by the 
Pere Marquette, when E. N. Brown, chairman of the board, an- 
nounced that he would confer with representatives of the other 
roads. It is expected that the directors of the Chesapeake & 
Ohio will act likewise. 

It is understood that an effort will be made to induce the 
Van Sweringens to take over the property of the other roads 
without leases and to ascertain if another agreement can be 
reached which will meet with the approval of the Commission. 

One of the directors said that the present agreement con- 
stituted a lease without rental, and that the directors could not 
approve it as it stands, for the reason that they would be held 
personally responsible to the stockholders. 

E. N. Brown issued the following statement: 


No definite action was taken at the directors’ meeting. We have 
been unable to find a solution to the lease problem. It now looks as 
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though a lease of the Pere Marquette to the Nickel Plate is improb- 
able, and the other roads face the same problem. 
Some of the board members suggested that we should find out 
how ae oh ~—"sguuaiead of the other railroads felt about the matter and 
ill do t 
; < * chief difficulty is, to our way of thinking, that the proposed 
Jease does not protect the stockholders and we cannot agree to it. 


A continuation of the recent meeting will be held next Mon- 
day at New York. 


FINANCE APPLICATIONS 


The Missouri Pacific has applied for authority to issue and 
sell $3,900,000 of 5 per cent equipment trust certificates in con- 
nection with the acquisition of equipment costing $5,212,900. 
It is proposed to sell the certificates to Kuhn, Loeb & Company 
at 9844 per cent of par and accrued dividends. The company 
proposes to buy 50 locomotives of various types, 1,000 automo- 
bile cars, 75 cabooses, 2 dining cars, 2 observation parlor cars 
and 2 wrecking derricks. 

The Texas & Pacific has applied for authority to issue and 
sell $3,285,000 of 5 per cent equipment trust certificates in con- 
nection with the acquisition of equipment costing $4,395,800. 
It is proposed to sell the certificates to Kuhn, Loeb & Company 
at 9844 per cent of par and accrued dividends. The company 
proposes to buy 1,000 automobile box cars, 1,000 box cars, 10 
baggage and express cars and 3 baggage and mail cars. 

The Southern has applied to the Commission for authority 
to issue nominally $5,000,000 of development and general mort- 
gage 4 per cent gold bonds. 

The Western Maryland has applied for authority to issue 
nominally $5,658,875.42 of first and refunding mortgage 5 per 
cent bonds. The purpose of the issue is to reimburse par- 
tially the company’s treasury for expenditures made since 1917 
in connection with improvements. 

The Georgia Southern & Florida has applied for authority 
to issue an unsecured promissory note for $350,000, bearing 4 
per cent interest and payable six months after date, for a loan 
in connection with the acquisition of equipment. It also asked 
permission to issue $1,280,000 of 4144 per cent equipment trust 
certificates, to be sold to Spencer, Trask & Co. of New York, 
at 96% and dividends. 

The Rio Grande City Railway Company has applied for 
authority to issue and sell $440,000 of first mortgage bonds and 
$22,000 of common stock in connection with the construction 
of its railroad in Texas. 


UNCONTESTED FINANCE CASES 


The Atlantic Coast Liné and the Louisville & Nashville 
have been authorized to assume, as joint lessees, obligation 
and liability in respect of the payment of interest or dividends 
on $1,000,000 of Carolina, Clinchfield & Ohio railway equipment 
trust certificates. 

The Mobile & Ohio has been authorized to assume obli- 
gation and liability in respect of $1,650,000 of equipment trust 
certificates to be sold at not less than 96144 per cent of par 
and accrued dividends. 

The Chicago, Rock Island & Pacific, the Missouri Pacific 
and the St. Louis Southwestern have been authorized to sell 
$1,177,000 each of Arkansas & Memphis Railway Bridge & 
Terminal Company first mortgage gold bonds at not less than 
90 per cent of par and accrued interest. 

The San Antonio & Aransas Pass has been authorized to 
issue $60,000 of promissory notes in connection with the pro- 
curement of equipment. 


The Washington, Brandywine & Point Lookout has been 
authorized to issue a promissory note for $5,500 in connection 
With the procurement of a locomotive. 


FINAL VALUATION REPORTS 


In Valuation Docket No. 93, opinion B-27, 84 I. C. C. 451-61, 
the Commission has found that the final value for rate-making 
purposes of the Gulf Terminal Company, owned and used for 
common carrier purposes, to be $495,148 as of June 30, 1915. 

In Valuation Docket No. 289, The Cumberland Railroad 
Company, opinion B-24, 84 I. C. C. 411-26, the Commission has 
found the final value for rate-making purposes of the property 
of the Cumberland Railroad Company, of Kentucky, owned and 
used for common-carrier purposes, to be $386,203 as of June 30, 
1917, and of property used, but not owned, $18,000. The com- 
pany reported a net decrease in the original cost of the property, 
wholly owned and used, of $989.01 from July 1, 1917, to December 
31, 1922. 


GUARANTY CERTIFICATES 


The Commission has certified to the Secretary of the Treas- 
ury that $148,585.95 is due the Detroit & Toledo Shore Line in 
settlement of the guaranty under section 209 of the transporta- 
tion act. 

The Commission has certified to the Secretary of the Treas- 
ury that $50,774.09 is due the Toledo, St. Louis & Western in 
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final settlement of the guaranty under section 209 of the trans- 
portation act. 

The Commission has certified to the Secretary of the 
Treasury that $26,576.44 is the amount necessary to make good . 
the guaranty to the Trinity & Brazos Valley. The total found 
due the carrier was $341,576.44, the difference having been 
paid in advance. 


ILLINOIS CENTRAL PROTESTS 


In a protest against the tentative valuation of its properties 
the Illinois Central said the wholly owned and used property 
was valued at $216,409,000 as of June 30, 1915, for rate-making 
purposes, whereas its value for any purpose on said date was 
not less than $594,807,650. It said the whole property used by 
the system was valued at $347,680,187, while the value for any 
purpose on valuation date was not less than $858,522,470. 


PERMITS SUBSTITUTION OF BONDS 


The Chicago, Rock Island & Pacific has been authorized by 
the Commission to substitute $900,000 of Rock Island, Arkansas 
& Louisiana first mortgage 414 per cent bonds for a like amount 
of Arkansas & Memphis Railway Bridge & Terminal Company 
first mortgage 5 per cent bonds as partial collateral security 
for a loan of $7,862,000 under section 210 of the transportation 
act. The loan was authorized November 9, 1920. 


MEANING OF “DEFICIT” 


The Trafic World Washington Bureau 


Further consideration is to be given by the Commission to 
the meaning of the word “deficit” as used in paragraph (a) of 
section 204, of the transportation act, providing for the reim- 
bursement of railroads showing deficits, in the period of federal 
control, in which they were privately operated. The Commis- 
sion, therefore, has reopened finance docket No. 1600, the re- 
port in which was made February 9, 1922, 66 I. C. C. 765. In 
that report the Commission held that the word meant a defi- 
ciency or decrease in a carrier’s railway operating income for 
that portion (as a whole) of the period of federal control in 
which it operated its own railroad, as compared with its average 
railway operating income for the corresponding portions of the 
test period. 

No announcement as to reasons or probable future proceed- 
ings in the matter was made in connection with the order re- 
opening the case for further consideration. It is understood, 
however, that the Commission has twenty-five or thirty cases 
in which comparatively large sums are demanded by railroads 
as “reimbursement of deficit” although, as a matter of fact, sev- 
eral of those railroads, in the period when they were privately 
operated, had railway operating incomes of 6 per cent and up- 
ward, but less than the railway operating incomes achieved in 
the corresponding months or parts of months in the test period. 

An emphatic dissent to the holding made by the Commis- 
sion in 66 I. C. C. 765 was written by Commissioner Meyer. In 
that he was joined by Commissioners Aitchison and Eastman 
and Chairman Hall. They contended for a holding that deficit 
in the part of the law mentioned meant the difference between 
the operating revenue and operating expenses that is commonly 
called a deficit, and opposed the definition under which the short 
lines have been receiving the difference between the railway 
operatng incomes of the two periods, regardless of how healthy 
a rate of return they might have achieved in the period of 
private operation. 

While there is no arrangement of that kind, it is believed the 
Commission will set down for argument finance docket No. 
1600 in connection with arguments on the claim of some rail- 
road that did not have a deficit, in the ordinary meaning of the 
word, but made a fair return on the value of its property, 
although not so much as in the test period. 


NO TIME ORDER TO BE MADE 


The Commission, by means of a notice to the public, signed 
by Secretary McGinty, has advised those interested in No. 10122, 
the standard time zone investigation, that it will make no order 
in respect of the time zone line south of Columbus, O., as de- 


sired by interests in that part of Ohio and in northern Kentucky. 
The Commission said: 


At the hearing in the above-entitled proceeding held at Find- 
lay, Ohio, on June 6, 1924, persons representing various cities, civic 
bodies, and private concerns in Ohio south of Columbus and in por- 
tions of northern Kentucky appeared and asked to be included within 
the United States standard Eastern time zone. As the order re- 
opening the case was not broad enough to put interested persons 
on notice of any possible change in the boundary south of Columbus, 
we issued and served an examiner’s proposed report covering the 
situation which might form the basis for a final report in the absence 
of objection. Our attempt to be helpful by this somewhat informal 
procedure has been unfruitful, due to the serious objections urged 
to the course suggested by our examiner. 

Therefore, please be advised that we will not proceed to the 
issuance of any final report along the lines sought by the southern 
Ohio and northern Kentucky interests at the Findlay hearing or as 
suggested by our examiner. This, of course, does not preclude any- 
one from again bringing the matter before us by petition for rehear- 
ing filed and served in accordance with our rules of practice. 


. 
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SEPTEMBER OPERATING RESULTS 


Class I railroads having a total mileage of 235,999 miles 
had operating revenues in September amounting to $540,741,000, 
according to reports for the month compiled by “the Bureau 
of Railway Economics from returns filed by the carriers with 
the Interstate Cmmerce Commission. This was a decrease of 
$5,225,000, or one per cent under the same month last year. In 
its review of the figures, the Bureau said: 


Operating expenses totaled $381,573,750, a decrease of $35,052,400, 
or 8.4 per cent, under those for September, 1923. 

The net operating income for the Class I railroads in September 
was $116,718,000, compared with $92,426,800 in September last year, 
or an increase of $24,291,290. In August, 1924, the net operating in- 
come was $95,415,300. 

The net operating income is what is left after the payment of 
operating expenses, taxes and equipment rentals, but before in- 
terest and other fixed cnarges are paid. 

Class I railroads for the first nine months this year had a net 
operating income of $677,927,800, which was at the annual rate of 
return of 4.21 per cent on their property investment, compared with 
$723,142,350, or 4.62 per cent, for the same period last year. 

Earnings by districts for the first nine months with the percentage 
of return on property investment on an annual basis follows: 


I eR ao vss wr eure e ee we neo ameween $ 24,883,499 3.47% 
TN ince ce vec nenbeseceemnesue 133,393,614 4.84% 
COMITRE TCGE TIGMIOR, 6 cccecicccccvcceccceesee 143,021,888 4.22% 
RE SE ee 34,867,218 5.34% 
TEED PROT BORIS onc ccc ccciewsececcesve 336,166,219 4.48% 
"ECE DWOUCOU BPIMUPIC 6.0 occ cc ccccceswneees 101,362,477 5.31% 
NON, BI 60 bob bc Ci cdceeesewereees 60,827,597 2.70% 
COREFERL WORCOIE GROIN 6k ccccccccccccéccosdes 121,411,240 4.00% 
OS Ee ee 58,160,309 4.11% 
i ere 240,399,146 3.59% 
CIEE RENE Spicccecccetvecneetcemeese 677,927,842 4.21% 


Eight Class I carriers operated at a loss in September of which 
four were in the Eastern district and four in the Western district. 
In August, thirteen roads had operating deficits. : 

It is interesting to note the fact that while operating revenues 
for the month of September showed a decrease of only one per cent, 
operating expenses decreased 8.4 per cent.“ This decrease in operating 
expenses in part was due to reduction of $23,919,000 or nearly twelve 
per cent in maintenance expenses for the month of September com- 
pared with the same month last year. For the nine months period 
alone there was a decrease of $166,027,350 or nearly ten per cent. 

Expenditures in September for maintenance of way alone showed 
a reduction of $3,866,680, or five per cent, compared with the same 
month in 1923, while the reduction in expenditures for maintenance 
of equipment in September this year compared with the same month 
last year amounted to $20,052,300, or sixteen per cent. 

ut of each dollar of operating revenues received by the railroads 
in September, 70.56 cents went for expenses, the lowest operating 
ration for any single month since July, 1918. The operating ratio for 
September last year was 76.31. 

Carriers in the Eastern district had a net operating income in 
September of $50,680,300 compared with $37,606,176 in September last 
year. Freight traffic in the eastern district in September, according 
to incomplete returns, was nearly six per cent under the corresponding 
period last year. Opearting revenues of the Eastern carriers totaled 
$256,947,200, a decrease of 4.1 per cent under September the year be- 
fore. Operating expenses totaled $187,985,900, a decrease of 11.8 per 
cent under the same month last year. Class I carriers in the Eastern 
district earned during the first nine months this year $336,166,200 
compared with $381,494,450 during the corresponding period last year. 

Class I carriers in the Southern district in September had a 
net operating income of $13,393,500 compared with $9,471,950 in Sep- 
tember last year. Freight traffic on the Southern roads in Septem- 
ber was about four per cent under the same month last year. Op- 
erating revenues of the Southern carriers in September totaled 
$65,119,190, an increase of one-half of one per cent over the same 
month last year, while operating expenses totaled $47,502,850, a 
decrease of 8.4 per cent compared with September, 1923. The net 
operating income for the Class I roads in the Southern district for 
the first nine months this year was $101,362,470 compared with $96,- 
049,770 during the same period last year. 

Carriers in the Western district had_a net operating income in 
September of $52,644,300 compared with $45,348,690 for the same month 
last year. Freight traffic in the Western district showed an increase 
of approximately three per cent over September, 1923. Operating reve- 
nue of the Western carriers totaled $218,674,800, an increase of 2.5 
per cent over September last year while operating expenses totaled 
$146,085,260, a decrease of 3.6 per cent. Class I carriers in the West- 
ern district during the first nine months this year had a net operating 
income of $240,399,150 compared with $245,598,150 during the same 
period one year ago. 


REVENUE FREIGHT LOADING 


Revenue freight loading failed to follow precedent by declin- 
ing the week ended October 25 and, as a result, a new record 
for any week in the history of the railroads was established. 
The railroads loaded 1,112,345 cars of revenue freight as com- 
pared with 1,102,336 cars the preceding week, and 1,073,841 
and 999,718 cars in the corresponding periods of 1923 and 1922, 
respectively. ‘ 


The loading of the week ended October 25 exceeded the 
peak loading of 1923 by 14,852 cars and the peak loading of 
1920 by 93,806 cars. Because of the usual seasonal decline in 
loading that sets in about the middle of October each year, 
the loading this year is unusual. Indications this week pointed 
to heavy loading being reported for the week ended November 1. 

Loading of grain and grain products—72,474—and of mis- 
cellaneous freight—422,890—the week ended October 25 estab- 
lished new records for those commodities. They were the 
highest of any week in the history of the roads. 


Loading by districts the week ended October 25 and for the 
corresponding period of 1923, according to the car service divi- 
sion of the American Railway Association, was as follows: 
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Eastern district: Grain and grain products, 12,672 and 9,759. 
live stock, 3,612 and 4,090; coal, 49,794 and 53,113; coke, 2,615 ‘and 
2,986; forest products, 5,846 and 5,601; ore, 3,278 and 5,749: mer. 
chandise, L. C. -, 71,234 and 68,831; miscellaneous, 107,234 and 
104,317; total, 1924, 256,285; 1923, 254,439; 1922, 242,954. 

Allegheny district: Grain and grain products, 5,092 and 2,949. 
live stock, 3,430 and 3,459; coal, 48,452 and 53,198; coke, 4,597 and 
5,577; forest products, 3,475 and 3,496; ore, 9,427 and 12,293. mer- 
chandise, L. C. ., 53,860 and 52,766; miscellaneous, 86,873 and 
80,659; total, 1924, 215,206; 1923, 214,397; 1922, 215,399. 

Pocahontas district: Grain and grain products, 233 and 245; live 
stock, 494 and 363; coal, 37,509 and 28,867; coke, 322 and 451; forest 
products, 1,676 and 1,968; ore, 69 and 96; merchandise, L. ©, {, 
7,367 and 6,791; miscellaneous, 6,017 and 5,244; total, 1924, 53,687: 
1923, 44,025; 1922, 30,804. : 

Southern district: Grain and grain products, 3,847 and 3,503. 
live stock, 2,687 and 2,826; coal, 25,271 and 24,981; coke, 935 ang 
1,024; forest products, 24,069 and 24,475; ore, 1,456 and 1,547; mer- 
chandise, L. C. L., 41,255 and 41,347; miscellaneous, 56,325 and 
47,826; total, 1924, 155,845; 1923, 147,529; 1922, 135,530. 

Northwestern district: Grain and grain products, 27,617 and 
15,786; live stock, 10,779 and 11,035; coal, 8,067 and 9,918; coke, 1,00¢ 
and 1,497; forest 18,007 and 18,984; ore, 22,131 and 32,465: 
merchandise, L. C. L., 31,078 and 31,561; miscellaneous, 48,346 and 
46,763; total, 1924, 167,031; 1923, 168,009; 1922, 148,854. 

Central Western district: Grain and grain products, 16,847 anq 
12,557; live stock, 17,842 and 17,444; coal, 18,440 and 19,700; coke, 
294 and 256; forest products, 11,400 and 12,380; ore, 3,215 and 2,728: 
merchandise, L. C. L., 37,674 and 35,624; miscellaneous, 76,596 and 
70,265; total, 1924, 182,308; 1923, 170,954; 1922, 163,485. 

Southwestern district: Grain and grain products, 6,166 and 
4,620; live stock, 3,512 and 4,223; coal, 6,203 and 5,681; coke, 210 
and 244; forest products, 8,784 and 9,122; ore, 450 and 666; mer- 
chandise, L. C. L., 15,159 and 15,643; miscellaneous, 41,499 and 
34,289; total, 1924, 81,983; 1923, 74,488; 1922, 62,692. 

Total, all roads: Grain and grain products, 72,474 and 49,412: 
live stock, 42,356 and 43,440; coal, 193,736 and 195,458; coke, 9,979 
and 12,035; forest products, 73,257 and 76,026; ore, 40,026 and 55,544; 
merchandise, L. C. L., 257,627 and 252,563; miscellaneous, 422,890 and 
389)363; total, 1924, 1,112,345; 1923, 1,073,841; 1922, 999,718. 


Loading of revenue freight this year compared with the 
two previous years follows: 
PA 


1924 1923 1922 

4 WeGES OF GARUATY <cciccccccccvccce 3,362,136 3,373,965 2,785,119 
4 Weeks of February ...cccccccccecs 3,617,432 3,361,599 3,027,886 
Se 4,607,706 4,581,176 4,088,132 
i. se eee 3,499,210 3,764,266 2,863,416 
re err 4,474,751 4,876,893 3,841,683 
BE TROOM OE FONG: occ ccjvesecesecvecewne 3,625,472 4,047,603 3,414,031 
2. 0 SE SO eee ee 3,526,500 3,940,735 3,252,107 
ae err 4,843,404 5,209,219 4,335,327 
4 Weeks of September ...........+.- 4,146,403 4,147,783 3,699,397 
ee eee ee 4,380,149 4,312,650 3,913,046 

ME hiact arcdics cpmlews Cas oeeceesa 40,083,163 41,615,889 35,220,144 


CONDITION OF EQUIPMENT 


Class I railroads on October 15 had 11,839 locomotives in 
need of repair, 18.4 per cent of the number on line, according 
to reports filed with the car service division of the American 
Railway Association. This was an increase of 510 locomotives 
above the number in need of repair on October 1, at which time 
there were 11,329 or 17.6 per cent. 

Of the total number, 6,495 or 10.1 per cent were in need 
of classified repair, an increase compared with October 1 of 320, 
while 5,344 or 8.3 per cent were in need of running repair, an 
increase of 190 in the same period. 

Class I railroads on October 15 had 4,950 serviceable loco- 
motives in storage, a decrease of 474 under the number in 
storage on October 1. The railroads, the first half of October, 
repaired and turned out of the shops 32,611 locomotives, a de- 
crease of 1,344 compared with the number repaired during the 
last half of September. 

A decrease of 8,818 in the number of freight cars in 
need of repair on October 15th compared with October 1st was 
reported by the carriers to the car service division. The total 
number in need of repair on October 15 was 197,226 or 8.5 per 
cent of the number on line. 


Freight cars in need of heavy repair on October 15 totaled 
153,564 or 6.6 per cent. This was a decrease of 3,891 compared 
with October 1. Freight cars in need of light repair totaled 
43,662 or 1.9 per cent, a decrease of 4,927 compared with 
October 1. 


LOCATION OF CARS 


The percentage of home cars on home roads (Class I) as 
of October 15, was 61.4, according to the semi-monthly bulletin 
of the car service division of the American Railway Association. 
By classes of equipment the percentages were as follows: Box, 
48.3; refrigerator, 66.6; coal and coke, 70.5; stock, 79.5; flat, 
77.5; others, 93.3. By districts the percentages for all classes 
of equipment were as follows: Eastern, 48.8; Pocahontas, 58.3; 
Southern, 58.5; Western, 66.4. 

The semi-monthly bulletin of percentages of freight cars 
on line to ownership as of October 15 showed the following: 
Eastern district, 91.2 as against 95.7 a year ago; Allegheny, 
105.5 as against 99.9 a year ago; Pocahontas, 81.1 as against 
81.2 a year ago; Southern, 94.2 as against 95.8 a year ago; 
Western 104.2 as against 102.4 a year ago; all districts, 98.8 


as against 98.4 a year ago; Canadian roads, 91.4 as against 96 
a year ago. 


No’ 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., aa _— Minn. 
Copyright by West Publishing C 0.) 





Ship Held Liable for Damage to Cargo from Sweating and Salt 

Water: 

(District Court, S. D., New York.) A ship held liable for 
damage to cargo from sweating on the ground that it was due 
to poor ventilation, inadequate dunnage, and absence of cargo 
battens to prevent the cargo from touching the skin of the 
ship, and from salt water on the ground that it was caused 
from leaking manholes and the use of non-waterproof hatch 
covers.—The Lake Wilson, 300 Fed. Rep. 808. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


eae taken from Reporters and Digests of National Reporter 
ystem, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co. ) 





LOSS OF OR INJURY TO GOODS 


Director-General Properly Substituted by Amendment: 

(Supreme Judicial Court of Massachusetts.) Where action 
was brought against railroad when it should have been brought 
against Director-General of Railroads, Director-General could 
properly be made defendant by amendment, notwithstanding 
provision in contract that suits for loss or damage must be 
brought within two years, which time had elapsed.—Weiss vs. 
Davis, Agent, etc., 144 N. E. Rep. 765. 


Practice of State Court Prevails in Enforcement of Provisions 
of Federal Control Acts: 


State practice as to amendments of pleadings prevails in 
proceedings in state courts as to enforcement of provisions of 
federal control acts.—Ibid. 

Statute Against Assignment of Claims Held Not to Apply to 

Claims Against Director-General of Railroads: 

Rev. St. U. S., sec. 3477 (U. S. Comp. St., sec. 6383), against 
assignment of claims against United States, does not ‘apply to 
claims against Director-General of Railroads for loss of goods 
in course of transportation, in view of federal control act March 
21, 1918, sec. 10, 12 (U. S. Comp. St. 1918; U. S. Comp. St. Ann. 
Supp. 1919, sec. 311534j, 3115341), and G. L. Mass., c. 231, sec. 5. 
Court Should Not Make Pro Forma Rulings: 

Court should not make pro forma rulings or findings, even 
though party states intention, in event of adverse decision, to 
take case to another tribunal.—Ibid. 


CARRIAGE OF LIVE STOCK 


Death of Mule in Transit Created Rebuttable Presumption of 
Railroad’s Negligence in Caring for It: 

(Supreme Court of North Carolina.) Death of mule, in 
transit under contract of carriage, while in defendant’s posses- 
sion, created a rebuttable presumption of railroad’s negligence 
in caring for it—Davis Live Stock Co. vs. Davis, Director-Gen- 
eral of Railroads, 124 S. E. Rep. 157. 

Instruction Held Erroneous as Excluding Question of Railroad’s 
Negligence on Discovering Condition of Mule During Tran- 
sit: 

In action for death of mule in transit, instruction that, if 
the mule got his foot caught by kicking in a standard car in 
good condition in a train managed and operated without neg- 
ligence, the presumption of negligence would be rebutted, held 
erroneous as excluding the question of defendant’s care when 
the train was “set off,” and defendant’s employes were trying 
to release the mule.—lIbid. 

Instruction to Find for Defendant, if Jury Believes All the Evi- 
dence, Held Erroneous: 

Instruction to find for defendant, if jury believes all the 
evidence, is erroneous as permitting negative verdict, if they 
disbelieve part.—Ibid. 


HUDSON MULE REPARATION 


The Trafic World Washington Bureau 


The Railroad Administration has been advised that the 
United States court of appeals for the fifth circuit, at New 
Orleans, has affirmed the decision of Judge Sibley, in Hudson 
Mule Co. et al. vs. Louisville & Nashville et al. (See Traffic 
World, July 5, p. 24), thereby sustaining the contention of 
John F. Finerty, attorney for the Director-General. That con- 
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tention was that the fourth section did not apply to the Director- 
General in the period of federal control; that even if the fourth 
section did apply, the Commission had given relief; that the 
presumption of unreasonableness arising from a joint rate in 
excess of the aggregate of intermediates had been conclusively 
rebutted by the finding of the Commission that the rates were 
not unduly high; that even had the joint rates in excess of the 
combinations not been protected, they were the only lawfully 
published rates; and the Director-General was bound to collect 
them. 


In the lower court it was contended that the Commission 
had not the power, and as a matter of fact, never had undertaken 
to grant relief from the provision pertaining to ba a. of 
intermediates. : : hi 







ention to the fact, as g DY 
Siasctes, that the Commission had oe Boo Congress _ that it 
construed the section t0-miean that it might give relief trom | “9 
both Clausésand that Congress quiesed in that con- 
struction of the section. He said the order in the case could 


not be supported as for an ordinary overcharge and therefore 
dismissed the petition. 


The case, while known as the Hudson Mule case before 
the Commission, has become J. W. Patterson Commission Co. 
et al. vs. Louisville & Nashville, Director-General et al., No. 
4881, in the Circuit Court of Appeals, the commission company 
having succeeded to the rights of the mule company. The case 
was argued in the circuit court about a month ago. Much at- 
tention was devoted in the court of appeals to the measure 
of damages in admitted cases of violation of the fourth section, 
by attorneys for the railroads. The Director-General, however, 
took the position in this case that, there having been no viola- 
tion of the law, there could be no question about the measure of 
damages. In discussing a suppositious case Mr. Finerty admitted 
that, were there an admitted violation of the fourth section, the 
measure of damages would be the difference between the joint 
through rates and the combination. Attorneys for the railroads 
said they did not make that concession. Mr. Finerty retorted 
that it was not a concession because no admission of guilt had 
been or would be made in connection with this case. 


The Director-General, in his brief in the circuit court of 
appeals, called attention to what he termed the improprieties 
on the part of attorneys for the plaintiffs in error in putting 
before it copies of letters written by A. Holmead, acting secre- 
tary of the Commission and George B. McGinty, the secretary, 
addressed, in the first instance, to attorneys for the plaintiffs 
and, in the second instance to J. D. Patterson, Jr., one of the 
plaintiffs, purporting to assert that there were no reported 
cases in which the Commission had granted relief from the 
aggregate of intermediates clause of the fourth section, the 
McGinty letter being used by the attorneys to contradict -the 
assertion of the Commission, in its reports in this case, that 
the departures involved were protected by appropriate appli- 
cations under the first proviso of the fourth section. The point 
made by the Director-General was that the letters were not of 
record and had not been presented to the lower court informally 
or otherwise, that of Mr. Holmead, by its date showing that it 
was not written until after the lower court had decided the 
case. 


COURT UPHOLDS LABOR BOARD 


What was looked on by members of the Railroad Labor 
Board as victory for them in the attempt to have the repre- 
sentative of the engineers’ and firemen’s organizations, involved 
in the wage dispute on western railroads, subpoenaed after they 
refused to appear before the board, was Federal Judge James 
H. Wilkerson’s decision, November 6, upholding the power of 
the board by refusing to quash its petitions demanding that J. 
McGuire, of the Brotherhood of Engineers, and D. V. Robert- 
son, of the firemen’s organization, be compelled to testify at 
a wage dispute hearing. 


The board presented its petitions to the court, after the 
representatives of the men had twice refused to answer its 
summons. Attorney Donald Richberg, for the men, argued that 
provisions of the transportation act for the enforcement of 
subpeenas of the board were unconstitutional. He also said 
that the court in Chicago had no jurisdiction in Cleveland, the 
home of Robertson. 


Judge Wilkerson denied that the transportation act’s pro- 
vision was unconstitutional, and added that, in “terms clean 
and unambiguous,” the act stated that the board might go before 
any district court with complaints against witnesses who re- 
fused to appear. In the judge’s opinion, proceedings of the 
Commission and the Railroad Labor Board were alike, except 
that Congress had given the Commission power to enforce its 
decisions, but refrained from giving the board that power, be- 
cause it was reluctant to compel men to work against their 
will. It gave both bodies broad powers of investigation, and 
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the course upheld the exercise of those powers through the 
requirement of testimony. 

Mr. Richberg said that he intended to take the case to the 
U. S. Supreme Court. 

As the case now stands, the next step, according to A. O. 
Wharton, member of the board, will be for that body to con- 


sider issuing new summons in which the decision of Judge Wil- - 


kerson will be cited as a reason for further action. According 
to Mr. Wharton, no contempt action could be instituted until 
the court issues subpoenas, which it would be asked to do if 
further summons of the board were ignored. 


WAGE STATISTICS 


Class I railroads paid total compensation of $239,518,006 to 
1,788,972 employes in August, according to wage statistics of 
Class I roads compiled by the Bureau of Statistics of the Com- 
mission. As compared with August, 1923, there was a decrease 
of 184,533, or 9.4 per cent, in the number of employes, and an 
increase of 15,858 as compared with July, 1924. The total com- 
pensation was 11.4 per cent less than in August, 1923, and 1.3 
per cent greater than in July, 1924. 

The monthly earnings, by groups, were as follows: 


The monthly earnings, by groups, were as follows: 

Monthly earnings of—— 

Employes reported Employes reported 
on daily basis on hourly basis 





August August August August 
Group— 1924 1923 1924 1923 
Executives, officials and staff as- 

RIND, shits 6. chie shnideareaSntkéruseres Kemhlaldetegie ch ied 437 $428 sae salsa 
Professional, clerical and general.. 182 179 $125 $125 
Maintenance of way and structures. 240 239 90 95 
Maintenance of equipment and 

ere ere eee 248 245 121 130 
Transportation (other than train 

Gee SE FONE)  cccvccccciscccss 98 98 125 124 
Transportation (yardmasters, 

switch tenders and hostlers)..... 266 260 153 149 
Transportation (train and engine 

WEED dvcckdsecusseccovedessecee 0s rue 194 193 


Increase or decrease in the number of employes, by groups, Au- 
gust, 1924, compared with previous month, and with August, 1923. 


August, 1924, compared with 


Group— July, 1924. August, 1923. 
Executives, officials and staff assistants..... 25 *182 
Professional, clerical and general........... 110 *10,072 
Maintenance of way and structures......... 7,089 *42,268 
Maintenance of equipment and stores....... 4,065 *84,682 
Transportation (other than train, engine and 

SOD. (aediak niche: Acacia dan ccendeos Srararw. 3 teal ae aechs Coren ae *178 *11,388 
Transportation (yardmasters, switch tenders 

EE PEED. coadceneretdccokeeteboucteres *21 *2,409 
Transportation (train and engine service)... 4,768 *33,532 


Net increase or decrease ......ceeeseees 15,858 *184,533 


A comparison of the number of employes and their compensation, 
by months, follows: 


CLASS I STEAM ROADS. 


Number of Total 
Month— employes. compensation. 
i CRs ia piwcanesk euecateiaen ewes 1,973,505 $270,187,583 
NE EE onde vinda caeswaicnsadied een anes 1,945,917 255,217,197 
SE isa odin es meee Ge aoheee neue’ »936,494 271,005,542 
I BD ov sivisctacivrcesinudencees evade 1,899,545 249,686,024 
ED iad wacsiccindesedevemnvetele 1,793,779 234,662,008 
EE cn dk ccuubaes Cendesleeseieo wtmaes 1,749,927 239,550,251 
EEE cevnssconnee ceveheseeneewees 1,753,289 230,915,026 
PE EE ci cce eve dGebeCnnneosecandenwwete 1,760,268 241,406,659 
EN acacia weenkuwhe eh KARs ev MER ee EON 1,787,217 236,909,229 
SS ae rere re 1,792,504 240,029,129 
SE DED ho. decuschcctececebosmeoucecowunenea 1,770,565 229,495,526 
ree et er 1,773,114 236,525,640 
PE BE ei vexvctennddesevnehendeuneeeee 1,788,972 239,518,006 


GORMAN WARNS OF LEGISLATION 


A plea for the transportation act to be left intact, not only 
during the coming session of Congress but for several following 
sessions, was voiced by President J. E. Gorman, of the Rock 
Island, at the annual luncheon of the Chicago Shippers’ Con- 
ference Association, at the Hotel La Salle, November 4. 

He said the great danger faced at the election was not 
of electing the wrong head of the ticket, but of putting the 
wrong men in Congress, of sending to Washington men who 
were determined to work for legislation that would mean 
only harm to the railroads. The first bill of this sort to be 
presented at the coming session, he warned, was one to force 
government ownership and employee operation of the railroads, 

That there were transportation problems was to be admitted, 
he said, but, in his opinion, the best way to reach a solution 
of all such problems was by conference and cooperation between 
the shippers and the railroads without having recourse to any 
outside body. In settling questions in this manner, he said, 
there need be no fear of putting the Commission out of work, 
for Congress would always be enacting measures that would 
give the Commission plenty to do. 

Mr. Gorman began his talk with a recital of his early 
experiences as a railroad man and an industrial traffic man- 
ager. He told of the first time he saw the Senate in session, 
the day when La Follette presented his bill asking for a revalu- 
ation of the railroads and made his arguments for basing freight 
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rates on valuation. He said that he thought at the time that 
the senator was wrong, but honest in his convictions, ang 
continued to believe him sincere until the time when La Fol- 
lette refused to accept the findings of the Commission. 

He said there could be no question as to the error of trying 
to base freight rates on valuation. Rates, he said, were made 
between New York and the west coast, for example, based on 
the water rate plus whatever premium the owner of the ship- 
ment was willing to pay for the faster service. 

The Shippers’ Conference Association elected the following 
officers; President, C. T. Bradford, manager of the traffic de- 
partment of the International Harvester Company; vice-presi- 
dent, R. J. Wallace, traffic manager of the Jacques Manufactur. 
ing Company; secretary, W. J. M. Dahl, traffic manager, of the 
American Seating Company; treasurer, R. W. Campbell, man- 
ager of the traffic division of the Butler Paper Corporation; 
directors for three years: George A. Blair, general traffic 
manager of Wilson & Company, and R. H. Drake, division 
freight agent, the American Can Company. 


BIG FOUR MEN SPEAK AT CAIRO 


The Cairo Association of Commerce, meeting jointly with 
the Rotary and Kiwanis clubs, October 29, heard H. A. Wor- 
cester, vice-president of the New York Central Lines and di- 
recting head of the Big Four, tell them that the Big Four was 
interested in their city and stood ready to do all it could to 
insure its progress and development. P. T. White, assistant 
general superintendent, C. A. Redford, publicity manager, and 
J. W. Clarke, assistant traffic manager, of the Big Four, gave 
brief talks, carrying the message of the road to the city. They 
stressed the value of co-operation between the city and the 
railroad, saying that each was able to be of service to the 
other. Mr. Clarke pointed out the error in the belief that the 
law “guarantees” the roads a return. 


ELECTION RESULTS 


(Continued from page 990) 
chance to elect progressive congressmen, twenty-one 


candidates for representative were endorsed and eighteen 
of them were defeated. 

In Rhode Island, labor endorsed one man for senator, 
who was defeated, and three candidates for representa- 
tive, of whom two were defeated. 

In South Carolina, labor endorsed Cole Blease for 
the Senate, who was elected, and four representatives, 
who were elected. 

In South Dakota, labor endorsed “two able leaders 
of railroad labor” for the House, and both were defeated. 

In Tennessee, labor endorsed five candidates for the 
House, who were elected. 

In Texas, Senator Sheppard, re-elected, was en- 
dorsed, along with thirteen candidates for the House, 
who were elected. 

No recommndations were made in Utah or Vermont. 

In Virginia, labor endorsed five candidates for the 
House, who were elected. It did not endorse William N. 
Doak, vice-president of the Brotherhood of Railroad 
Trainmen, who ran on the Republican ticket against 
Senator Glass, re-elected. 

In Washington, labor endorsed five candidates for 
representative, of whom three were defeated. 

In West Virginia, labor’s candidate for senator was 
defeated, and out of six candidates for representative en- 
dorsed, two were defeated and four are in doubt. 

In Wisconsin, the LaFollette delegation, including 
Berger, Socialist, was endorsed and elected. 

In Wyoming, labor recommended candidates for 
senator and representative, who were defeated. 

Secretary Mellon is represented as believing that, 
as the result of the election, railway managers may now 
plan ahead for several years with more confidence that 


they will not be hampered by inimical moves on the part 
of Congress. 
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ce STR S eo Se 
| Personal Notes | 


John A. Proctor has been appointed general agent, trans- 
portation and traffic department of the Rutland railroad, at 
Rutland, Vt. B. Bigelow has been made assistant general 
freight agent at Rutland. 

Peyre Gaillard, formerly with the Southern Cotton Oil Com- 
pany, has become associated with Watkins and Asbil at At- 
lanta, Ga., in the practice of law. 

W. J. L. Banham has been elected president of the New 
York Board of Trade and Transportation. He succeeds Lee 
Kohns, who retired after seven years in that office 

A. W. Kendall has been appointed assistant general freight 
agent of the Kansas City, Mexico & Orient, at Wichita. 

E. J. O’Connor has been made traffic manager of the Kan- 
sas, Oklahoma & Gulf. The office of general freight and pas- 
senger agent has been abolished. 

G. V. Keith has been appointed assistant coal freight agent 
of the B. & O., at Chicago. The position of coal and coke rep- 
resentative at Chicago has been abolished. 

H. T. Bornefeld has been made general agent of the Gulf, 
Colorado and Santa Fe, at New Orleans. 

T. W. Grubbs has been made soliciting freight agent of the 
Kansas City Southern, at Shreveport, La. 

Edwin C. Blanchard, formerly assistant to the director of 
public service of the Railroad Administration and, thereafter, 
for four years, attorney for the Director-General in the han- 
dling of Commission cases exclusively, has announced the open- 
ning of law offices in Washington, D. C. 

H. M. McWherter has been appointed traveling freight agent 
and passenger agent of the Illinois Central, at Jackson, Tenn. 

B. B. Andrews has been made traveling freight and pas- 
senger agent of the Yazoo and Mississippi Valley, at Vicks- 
burg, Miss. 

Men prominent in every profession, trade and industry are 
included in the committee now making plans for an observance 
of Golden Rule Week in the Chicago district beginning Decem- 
ber 8. The editor of the Division of Transportation is George 
Blair, of Wilson & Co., Chicago. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Memphis held a luncheon meeting No- 
vember 3, and will hold its annual meeting November 8. A 
sharp contest has developed between the red and blue tickets, 
and a campaign has been waged by mail for each. The candi- 
dates have been conducting personal campaigns by letter. Each 
ticket has formulated a platform and the “blues” have attacked 
their opponents as being too radical, while the “reds” have re- 
taliated with the charge that things would be too slow and 
conservative under a “blue” administration. Nominees for office 
on the blue ticket are: President, E. L. Throgmorton; vice- 
presidents, B. F. McCamey and W. M. Wharton; secretary, H. H. 
Schutt; treasurer, Albert Foster, Jr. For directors, R. F. Dick- 
son, H. V. Fleming, H. Mendow, George Roussel, E. C. Sides 
and A. J. Stacey. On the red ticket are: President, H. W. 
Stigler; vice-president. V. E. Davenport; secretary, G. P. New- 
bern; treasurer, Jack Harris. For directors, G. F. Painter, J. E. 
Emigh, Charles Bowling, S. B. Wade, E. Shea and F. J. Gil- 
lespie. 








The Traffic Club of Philadelphia will hold its monthly meet- 
ing at the Bellevue-Stratford Hotel. November 10. S. F. Shannon, 
director of the department of public service, of Sherman Serv- 
ice, Inc., Boston, and E. P. Albrecht, president of the Phila- 
delphia Bourse, will be the speakers. 





The Twin City Traffic Club held its annual dinner at the 
Whitcomb Hotel, St. Joseph, Mich., October 30. The members 
were entertained with a musical program. Ray Davis, secretary 
of the St. Joseph Chamber of Commerce, spoke on co-operation 
between Benton Harbor and St. Joseph. 





J. C. Harraman, attorney-examiner for the Commission in 
the recent express rate case, spoke at a forum meeting of 
the Traffic Club of New York October 15, on “The Express Rate 
Structure and the Zoning System.” He spent a large part of 
the time allotted him in telling the history of express rates 
up to the time of the Commission’s order of 1914, establishing 
the block system and other new methods of express rate making. 
He told of the events leading up to the recent express case, in 
which hearings were held in 1922 and 1923. He said investiga- 
tion in these two years showed that approximately 50 per cent 
of the service was performed in the eastern part of the country. 
It also disclosed that there was not enough difference between 
the western zones to make the divisions necessary, and so it 
was that the Commission divided the country into three zones 
as compared to the five previously in effect. He gave a brief 


THE TRAFFIC WORLD 1009 


history of contracts between the express: and railroad com- 
panies and spoke of the magnitude of the business done by 
the American Railway Express Company. In closing his talk 


he said he was speaking to the industrial traffic managers, as 
follows: 


Forty-nine per cent of the express company’s business is picked 
up in New York City after four o’clock in the afternoon. You all 
realize the tremendous congestion in the streets at that time. You 
also know the universal rule of “‘stop receiving goods at five o’clock,” 
and it is no unusual sight to see dozens of express wagons in the 
side streets, especially in the Thirties, where piles of express are 
awaiting pick-up at eight, nine, and ten o’clock at night, long after 
you gentlemen have gone home and have had your supper and are 
listening to the radio. 

Another thing—the terminals provided by the railroads for the 
express company are entirely inadequate for the volume of the busi- 
ness, so would ask you to assist as much as you can in having your 
firms have their orders ready earlier in the day. 





The Traffic Study Club of Akron met November 3. M. L. 
Freeman, trust officer of the Depositors’ Savings and Trust 
Company, spoke on “Green and Long Green.” 





The Pacific Traffic Association met at the Palace Hotel, San 
Francisco, October 28 and elected the following officers: Pres- 
ident, R. S. Busby; vice-presidents, J. H. Coupin, J. H. Todd 
and A. T. White; secretary, R. H. Burke, and treasurer, H. J. 
Brown. Directors elected are W. O. Banks, Frederick Morgan, 
G. E. Chapin, H. K. Faye, H. C. Hallmark, Berne Levy, W. K. 
Lane, R. C. Bray and R. B. Mitchell. 





The Transportation Club of St. Paul held its “Apple Day,” 
in co-operation with the promotion of apple week, November 4. 





The Transportation Club of Evansville will hold its monthly 
meeting in the Chamber of Commerce dining room November 19. 





The Traffic Club of Oklahoma City held its monthly lunch- 
eon and meeting November 3. Plans were made to hold alter- 
nate industrial and railroad nights throughout this season until 
next summer. The club held an old-fashioned “Dutch Lunch” 
at Belle Isle, October 6. 





The Traffic Club of New England will hold its monthly meet- 
ing at the Somerset Hotel, Boston, November 13. C. S. Ander- 
son, president of the Associated Industries of Massachusetts, 
and Major Frank Knox, president and editor of “The Manches- 
ter Union and Leader,” will be the speakers. The club will hold 
its annual election December 4. 





The Transportation Club of Flint, Mich., held its annual 
banquet October 23. W. W. Potter, chairman of the Public 
Utilities Commission of Michigan, spoke on “Human Liberty.” 
The club paid a tribute of respect at the opening of the meeting 
to Henry E. Meyers, former general agent of the Pere Mar- 
quette, who died recently. 





The Indianapolis Traffic Club will hold its ““New York Cen- 
tral Day” December 2. President P. E. Crowley and other offi- 
cials of the road will be guests of honor and speakers. The 
club has made plans for a parade preceding the meeting. 


fv URGES HEAVIER LOADING \ 
The Southwest Regional Advisory Board has recently issued 


a booklet entitled, “Why Not Buy One Ton More?” which is 
being circulated among shippers in an effort to interest them 
in loading cars more heavily. The booklet is the result of dis- 
cussion at the board’s Dallas meeting, Sept. 23, and contains 
resolutions adopted and facts presented at that time, as follows: 


WHEREAS, it has been brought to the attention of this board 
that carload shipments generally do not utilize as much of the car 
capacity as seems easily possible, and 

WHEREAS, the failure on the part of shippers to make greater 
use of the car capacity available creates an enormous waste in 
transportation, which operates eventually to the detriment of both 
the railroads and the public, therefore be it 

RESOLVED, that this board recommends to all shippers and 
receivers of freight that a greater effort be made to increase the 
car-load to. as nearly as practicable, the capacity of the car used. 

RESOLVED, further, that nothing is contemplated by this resolu- 
tion that will force a receiver of car-load freight to order in such 
quantities as he cannot afford, but to enocurage increases when 
same may be done without detriment. 

President Baldwin, of the Missouri Pacific Railroad, has presented 
figures to show that if the average car-load of freight handled by 
his road alone in 1923 had been increased just ONE TON, a saving 
would have been effected equal to the cost of 25 locomotives, or 55 
passenger cars or 668 freight cars; or it would have paid for 240 
miles of new rail, or the cost of installing 375 miles of automatic 
running track; and if the average car-load on all the railroads 
throughout the U. S. had been increased only one ton, it would have 
been equivalent to adding 100,000 freight cars to the available supply 
at any one time. 


NEW ENGLAND CAR DEMURRAGE 


The report of the New England Demurrage Commission for 
September shows an average detention of 1.53 and a percentage 


of 87.5 cars released in free time, as against 1.58 and 86 for the 
same month, 1923. 


. 
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FRUIT AND VEGETABLE SHIPMENTS 


Combined shipments of leading lines of fruits and vege- 
tables totaled 26,060 cars the week ended November 1, accord- 
ing to the weekly report of the Bureau of Agricultural Economics 
of the Department of Agriculture. The totals from the sum- 
mary of carlot. shipments follow: 


Total for week and season regularly subject to revision because 
of the receipt of late and corrected reports from the railroads. 
Asterisks (*) placed at commodity totals indicate that such changes 
have been made for one or more of the states in that group. 


Total Total 
Oct. 26- Oct. Oct. 28- This Sea- LastSea- Total 
Nov. 1, 19-25, Nov. 3, son to son to Last 


1924 1924 1923 Nov. 1 Nov. 3 Season 
Apples (Western States): 3 
er 3,035 3,458 4,749 22,814 32,058 63,036 
Apples (Eastern States): 
PE sctunae ed 4,432 %5,114 5,703 *33,027 47,162 75,055 
Cabbage 
ae 1,537 *%1,317 1,655 *28,656 26,168 37,013 
Cauliflower: 
. ear 103 *100 98 *688 670 4,239 
Celery: 
| eee 497 *559 601 *10,760 10,077 16,872 
Grapes _ 
L. beaieddsios 4,121 *7,101 4,107 *61,214 58,740 65,336 
Grapefruit: 
MEE -acesnenee 742 446 665 1,487 2,884 19,989 
Lemons: 
NEL avssacees 142 108 129 1,174 1,295 12,001 
Lettuce (Old Crop): 
BED. waavore uke 292 220 323 38,368 27,191 27,797 
Lettuce (New Crop): 
MEE <acémenney 342 311 173 1,148 549 *38,368 
Mixed Vegetables: 
ME anaveueos 313 *378 305 *24,577 21,226 23,913 
Onions: 
ere 1,003 1,035 1,018 *17,971 17,530 *29,504 
Oranges (Old Crop): 
eee 334 444 100 *77,578 71,507 71,507 
Oranges (New Crop): 
| ae 274 45 473 327 1,414 *77,578 
Pears: 
EE nunniees 411 *531 278 *14,432 17,876 18,472 
Sweet Potatoes: 
a. a 643 674 548 *7,492 7,911 13,939 
Tomatoes: 
. er 224 *324 152 *24,638 23,458 24,233 


Summary Potatoes: 
Leading Sec- 
tions, Late 











ee 7,467 8,174 6,020 54,048 70,689 193,302 
Other Sections, 

Late Crop. 140 131 191 16,584 12,790 15,119 
Early Crop.... 5 4 0 50,045 33,307 33,391 

TOCA! ..ncss 7,612 8,309 6,211 *120,677 116,786 241,812 


LUMBER SHIPMENTS 


Lumber production continues to fall off, says the National 
Lumber Manufacturers’ Association, while shipments and new 
business show an increase, as compared with the preceding 
week, according to reports received from 367 of the chief com- 
mercial softwood mills of the country for the week ending No- 
vember 1. 

The unfilled orders of 248 Southern Pine and West Coast 
mills at the end of last week amounted to 550,399,613 feet, as 
against 536,801,681 feet for 249 mills the previous week. The 
130 Southern Pine mills in this group showed unfilled orders 
of 226,367,750 feet at the end of last week, and 228,825,100 feet 
for 130 mills the preceding week. For 118 West Coast mills 
the unfilled orders were 324,031,863 feet, as against 307,976,581 
feet for 119 mills a week earlier. 

Of the 367 comparably reporting mills, last week’s ship- 
ments were 105 per cent and orders 102 per cent of actual 
production. For the Southern Pine mills by themselves these 
percentages were 114 and 111, respectively, and for the West 
Coast group 97 and 95. 

Of the foregoing mills 343 have a determined normal pro- 
duction for the week of 217,959,351 feet, according to which 
actual production was 97 per cent, shipments 99 per cent, and 
orders 98 per cent of normal production. 

The following table compares the national lumber move- 
ment as reflected by the comparably reporting mills of seven 
regional associations for the three weeks indicated: 


Corresponding Preceding Wk., 


Past Week Week, 1923 1924 (Revised) 
0 ae 367 388 348 
My 220,056,042 245,262,606 220,621,112 
0 eee 230,773,215 238,261,968 214,527,945 
Orders (new bus.).... 225,152,603 202,980,209 215,575,526 


The following figures compare the reported lumber move- 


go the first forty-four weeks of 1924 with the same period 
of 1923: 


Production Shipments Orders 
EE enerrrere aera 10,380,785,869 10,293,209,628 9,965,012,523 
BE SU etndins on vichale cee 10,829,801,405 10,781,897,636 10, 225,184,904 
1924 Decrease ........ 449,015,536 488,688,008 260,172,381 


The mills of the California White & Sugar Pine Association 
make weekly reports, but for a considerable period they were 
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not comparable in respect to orders with those of other mills. 
Consequently, the former are not represented in any of the 
foregoing figures. Fourteen of these mills reported a cut of 
13,265,000 feet last week, shipments 11,169,000, and orders 10,- 
308,000. The reported cut represents 37 per cent of the total 
of the California Pine region. 





COAL PRODUCTION AND SHIPMENT 


“The production of soft coal appears to have found a tem- 
porary level just above the 10,250,000-ton mark,” says the 


Geological Survey in its weekly coal report which, in part, 
follows: 


The total output in the week ended October 25, including lignite, 
coal coked, mine fuel, and local sales, is placed at 10,298,000 net 
tons, as against 10,261,000 tons in the preceding week. 

Prelimina telegraphic reports on the number of cars _ loaded, 
which are subject to important revision, show an appreciable increase 
on Monday and Tuesday of the present week (October 27-November 1), 
as compared with the corresponding days of the week before. 

After three weeks of curtailment due to floods and other causes, 
the production of anthracite rose to a level close to the capacity of 
the mines in the week ended October 25. The principal anthracite 
carriers reported loading 36,846 cars in that week, and on that basis 
it is estimated that the total output was approximately 1,927,000 net 
tons. In comparison with the ——— week this was an increase 
of 177,000 tons, or more than 10 per cent. and with the correspond- 
pen week, a year ago, a decrease of less than 4 per cent. Additional 
information indicates that the output was somewhat effected by 
the occurrence of a local strike at the mines of one of the larger 
companies on Friday, October 24. 

Reports to the American Railway Association show that there 
was no change in the rate of movement of coal into eastern New 
York and New England in the week ended October 25. A total 
of 5,868 cars was forwarded, of which 2,827 were bituminous and 
3,041 were anthracite. Compared with the corresponding week of 
1923 there was a decrease of 14 per cent in the quantity of bitu- 
minous coal forwarded, and of 25 per cent in anthracite shipments 
into that territory. 

There was appreciable improvement in tidewater business at 
Hampton Roads in the week ended October 25. The total quantity 
of soft coal handled over the piers was 381,511 net tons, an increase 
of 58,668 tons, or 18 per cent. The gain was due to sharp increases 
in cargoes consigned to New England and the “other coastwise” 
trade. Exports increased somewhat and foreign bunker coal dropped 
considerably. 

The Lake movement of bituminous coal was marked by a sudden 
spurt in the week ended October 26. According to reports of the 
Ore and Coal Exchange the total quantity dumped over the Lake 
Erie piers was 881,470 net tons. This was a gain of 89,574 tons, 
or 11 per cent. In the corresponding week last year dumpings 
totaled 967,549 tons. Cumulative dumpings of cargo coal now stand 
at 19,088,433 tons, a decrease from those during the corresponding 
period of 1923 of 26 per cent. Compared with the average for the 
three preceding seasons there was a decrease of 5 per cent. 

The movement of anthracite up the Lakes remained practically 
unchanged in the week ended October 26. Shipments from Buffalo 
and Erie totaled 55,429 net tons, as against 58,757 tons in the week 
before. The record of dumpings for 1924 to date stands at 2,745,597 


tons, a decrease of 86,302 tons from that at the corresponding date 
last year. 


INTERLOCKING DIRECTORATES, ETC. 


John M. Egan has been authorized by the Commission to 
hold the positions of vice-president and general manager of 
the Missouri Pacific Railroad Company, director, vice-president 
and general manager of the Missouri Pacific Railroad Corpora- 
tion in Nebraska, and director and vice-president of the Texas 
Pacific-Missouri Pacific Terminal Railroad of New Orleans. 

William F. Kirk has been authorized to hold the positions 
of general superintendent of the Missouri Pacific Railroad 
Company and director of the Atchison Union Depot & R. R. 
Company, Leavenworth Depot & R. R. Company, and Pueblo 
Union Depot & R. R. Company. 


George H. Dugan has been authorized to hold the position 


of vice-president and director of the Blue Ridge Railway Com- 
pany, Carolina & Northwestern Railway Company, Danville & 
Western Railway Company, High Point, Randleman, Asheboro 
& Southern Railroad Company, and Yadkin Railroad Company 
and director of the Asheville Southern Railway Company and 
various other subsidiaries of the Southern Railway. 

Nicholas Terhune has been authorized to hold the posi- 
tions of assistant secretary and assistant treasurer of the 
Great Northern Railway Company and assistant secretary and 
treasurer of the St. Paul, Minneapolis & Manitoba Railway 
Company. 

Edgar D. Hilleary has been authorized to hold the position 
of director of the Port Reading Railroad Company in addition 
to positions previously authorized. 

W. D. McCaig has been authorized to hold the positions 
of comptroller of the Atlantic Coast Line Railroad Company 
and general auditor of the Charleston & Western Carolina Rail- 
way Company in addition to holding a directorship with the 
Albany Passenger Terminal Company and numerous other lines. 

Charles F. Choate, Jr., has been authorized to hold the 
positions of director of the New York, New Haven & Hartford 
Railroad Company and New York, Ontario & Western Railway 
Company in addition to positions previously authorized. 


OPERATION OF CALIFORNIA LINE 
The Minarets & Western Railway Company has been author- 
ized to operate in interstate commerce a line of railroad in 
Fresno county, and a line in Fresno and Madera counties, Calif.. 
Permission to retain excess earnings was denied. 
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Freight Routing 


Twenty-third of a Series of Twenty-six Articles on the Subject of Routing of Freight Written 
for The Traffic World by J. D. Collier 


The various commodities now receiving the many privileges 
in transit are numerous. The different purposes of the transit 
privileges, naturally, depend on the peculiar nature of the indi- 
vidual commodity, its source of origin, and destination. It is 
obvious that the nature of the commodity in its original form 
or condition and the change from its original form or condition 
that must take place before it is in the ultimate usable and 
marketable condition, must be considered in order to decide 
the necessity and nature of the transit privilege accorded. In 
many instances, the only activity to be required is to perform 
some service that makes the article itself a more marketable 
product, though it has not changed its nature. In others, a cer- 
tain finishing or additional manufacturing process is required 
that does change it from a raw or blank article to one ready 
for use. As an example of an article covered by the first de- 
scription, we have, for instance, dried beans, dried peas, bean 
meal, or split peas, in carloads. These articles may be stocked 
in transit and unloaded into or handled through the facilities of 
the intermediate consignee, one who operates elevators, stor- 
age warehouses, or picking and cleaning plants. On account 
of the nature of this commodity before it can be marketed as 
a finished product, it must undergo a process of picking, clean- 
ing, drying, grading, milling, inspecting, weighing, and sacking. 


In order that the transit privilege may be accorded in such 
way that the original point of origin is recognized in the con- 
struction or appliance of the rate through to destination, the in- 
termediate consignee operating the service facilities at the tran- 
sit point and performing the particular transit service, must com- 
ply with the rules and regulations published by the carriers at 
the particular point. It is obvious that the recognition of the 
original point of origin as a factor, considering that the prop- 
erty is surrendered by the carrier, is of considerable advantage 
to the commodity itself and to those interested in it and be- 
speaks the spirit of co-operation on behalf of the carrier in 
recognizing the necessities in the marketing of the product. In 
consequence, it is necessary that those operating these facil- 
ities be registered with the carriers or with some agency re- 
sponsible or reporting to the carriers; also, that they agree to 
abide by the rules and regulations, furnish such statements as 
required, and keep the records in such a manner that they will 
be readily accessible for inspection. The length of time for 
which it is possible to withhold the possession of these com- 
modities from the carrier at the intermediate point is gov- 
erned, to a certain extent, by the nature of the work to be done 
and the process used. In most instances the limit is twelve 
months. 


The most important factor to be considered to obtain full 
advantage of the rate and service in connection with these 
transit privileges is that of routing. This is due to the fact 
that the rates are restricted to a certain extent as individually 
shown in the tariff granting the privilege and that the applica- 
tion of the final rate on reshipment is dependent entirely on 
the provisions of its application over the route used in and 
out of the transit point. So, in routing, it must be routed twice 
—both in and out. The difficulty in routing shipments of this 
kind is that the routing, outbound, must be consistent with the 
inbound routing so that the rate from the original point of 
origin to ultimate destination may be properly applicable. This 
is sometimes very difficult, even when the transit point is on a 
direct line from the point of origin to final destination. In that 
case, the shipment must be so routed, outbound, that the in- 
bound carrier concurs in the through rate from point of origin, 
as the through rate to be applied ultimately will be the law- 
fully published through rate from point of origin of the ship- 
ment as referred to by the inbound billing in connection with 
the routing as shown on the outbound shipment. When the 
inbound commodity, or billing shown as inbound, originates at 
a point from which there is no joint through rate via the transit 
point to destination of the outbound commodity, the situation is 
clarified and the routing made more simple. In this case, the 
rate to apply on the inbound commodity from the point of or- 
igin to the transit point is the rate in effect at the date of 
shipment of the inbound commodity from original point of 
origin and the rate to ultimate destination is that amount, plus 
the lawfully published local reshipping or proportional rate out- 
bound. In this case, it is natural that the effective rates are 
those in effect at the time of the shipment from each point of 
origin—the original point of origin and the transit point as a 
point of origin. However, when there is a joint through rate 
in effect on reshipment from the transit point, the basis for the 
application of the through rate to be protected from the original 
point of origin to ultimate destination is the through rate that 


was in effect from the original point of origin to ultimate desti- 
nation on the date on which the shipment originally left the 
original point of origin. It is extremely important that this be 
considered, as a shipment may be held in transit for six or 
seven months. 

Inasmuch as the transit privilege permits the recognition 
of the original point of origin as the factor in determining the 
rate to be applied to ultimate destination, it also adopts, as the 
fictitious rate date, the rate in effect from original point of 
origin to destination at the time the original shipment was 
made into the transit point. When the transit point is not on 
a direct line between point of origin and final destination and, 
in consequence, an out-of-route or back-haul movement on either 
in or outbound shipment is necessary, certain provisions are 
contained in the tariffs to cover the out-of-line haul either by 
the publication of a specific rate, mileage rate, or a shrinkage 
in rates subject to minimums as specified in the original tariffs. 
The route is important as, in many, if not most, cases, the 
switching charges of the terminal carriers necessary to effect 
delivery to the transit house are in addition to the through rate 
to be protected on reshipment. This, of course, is only an addi- 
tional charge if the transit house is not located on a terminal 
line that receives the line haul from point of origin. There- 
fore, if it is possible to give the terminal carrier, on whose line 
the transit house is located, a line haul, the shipment can be 
forwarded without the penalty of an additional terminal switch- 
ing charge. 

The scope of transit activities is broad. In the contempla- 
tion of many commodities, the transit activity permits the con- 
centration of raw material at a strategic rate point so that 
some particular additional manufacturing process can be per- 
formed and the finished or marketable product may be reshipped 
to a certain territory consistent with the rate structure to fill 
sales requirements promptly. This is particularly true of the 
various oils, such as chinawood, cocoanut, cottonseed, nut, pear 
nut, sesame, soya bean, and fish oils. 


Among the most important as well as interesting commod- 
ities covered by special transit privileges are iron and steel 
articles. The reader, no doubt, is familiar with the fact that 
the rolling mills producing the original iron and steel base ar- 
ticles are centered in certain territories—for instance, Pitts- 
burgh. It could hardly be supposed that they would manufac- 
ture all the different iron and steel articles such as those used 
in structural work and concrete reinforcing, that is, in the fin- 
ished form. The iron and steel industry, even in the production 
of raw, unfinished, and blank material for these uses is not 
only extremely large, but growing. Therefore, the advantage 
of keeping a stock of certain articles in a low state of manu- 
facture at strategic points to serve certain territories for the 
completion of the manufacturing or finishing product is readily 
seen. It is also possible for certain specialized manufacturers 
to make the completed articles at the mill point so that the 
transit privilege, which recognizes the original point of origin 
of the inbound tonnage on reshipment of outbound, practically 
equalizes the rates. These commodities are necessarily handled 
on a small margin and the freight rate, owing to the heavy 
nature of the commodity, is of the utmost importance. The 
transit privileges on steel permit shipments of iron and steel 
articles to be forwarded in carloads to certain specified points 
for many purposes, a few of which are: bending, boring, coun- 
ter sinking, cutting, drilling, punching, reaming, riveting, etc. 
However, the iron and steel articles must be in such an un- 
finished state that they cannot, as they are, be used without 
the further activity at the fabrication point. Examples of ship- 
ments forwarded are, angles, bars, beams, channels, girders, 
plates, rods, etc. It might be said that little, if any, of this 
commodity is produced in territories except those that have, 
to a great extent, complicated rate adjustments. One of the 
most interesting routing problems is, therefore, injected in the 
forwarding of iron and steel articles on which the fabrication 
privilege is to be applied. The small margin of profit and the 
extreme importance of the freight rate make it necessary that 
routing on these shipments be carefully scrutinized so that full 
advantage of the transit privilege may be taken and at the same 
time so connect the outbound routing with the inbound tonnage 
applied that the lowest joint through rate from original point 
of origin to ultimate destination is legally applicable. 

A careful study of the rates from Central Freight Associa- 
tion territory to Eastern Trunk Line territory, at least from 
short haul points directly west of the western termini of the 
Eastern Trunk Line, will indicate that some of the C. F. A. lines 
publish a strong or broad series of rates. These, in general, 
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are published from points located on C. F. A. lines that do not 
themselves serve the Eastern Trunk Line. Several of the 
prominent C. F. A. lines that also operate through to the East- 
ern Trunk Line are restricted in the application of their rates 
so that their through rates are not necessarily applicable in 
connection with other eastern carriers, particularly to common 
points. In many instances, also, these carriers publish lower 
rates to their own common points than those in effect via the 
other C. F. A. lines in connection with the individual Eastern 
Trunk Lines. In consequence of this situation it is necessary 
so to route your inbound material that a balance tonnage of 
inbound raw material is on hand, so that the outbound routing 
will be flexible enough to take advantage of the best rates and 
routes to be used outbound to Eastern Trunk Line territory. 
Great care should be taken in this routing so that the inbound 
billing applied against the outbound shipment will connect with 
the ultimate destination a point of origin over a route via which 
the lowest through rate is applicable. In serving Eastern Trunk 
Line common points the tonnage should be so split that the 
C. F. A. inbound tonnage is balanced in contemplation of future 
orders and sufficient available inbound tonnage is on hand to 
justify the application of a through rate on future orders. 

One important feature in the routing of iron and steel, devi- 
ating for a moment from the rate feature, is that of service. 
Under ordinary circumstances iron and steel articles do not 
receive the best of service, as they are, generally speaking, non- 
perishable, in many instances being loaded in open cars, and 
are not affected by the weather. A careful check of the time 
between various points over various routes should be kept and 
congested junction points should be evaded as frequently as 
possible, at the same time favoring combinations of lines whose 
junction point records are efficiently kept and available. 


SOUTHERN LUMBER PROBLEMS 


At the meeting of the transportation committee of the South- 
ern Pine Association in Memphis November 6 the recent activi- 
ties of its traffic department and some of the transportation 
problems confronting the lumber industry of the South were 
set forth in a report presented by Traffic Manager A. G. T. 
Moore, of New Orleans. The report, in part, follows: 


Effective September 25, 1924, rates on southern pine from the 
Southwestern blanket to points in Arkansas, Kansas and Missouri, 
which took the Kansas City blanket rate of 35c per hundred, were 
reduced to 34%c. A _ similar reduction, effective October 8, was 
accorded points in Oklahoma, which took the same basis. Rates 
from the Mississippi valley to certain points in Arkansas, Kansas and 
Missouri, likewise were reduced, effective September 29. 


The Mississippi Valley lines. after our several conferences with 
members of the Southern Freight Association, have declined to 
apply the 500 pounds stake allowance on poles and piling. The 
uniform rule applicable on forest products (except logs, piling and 
poles) which the roads adopted, now being placed in tariffs, reads 
as follows: 

“An allowance of 500 pounds per car will be made to cover the 
weight of standards, strips and supports used in securing lumber on 
flat, gondola or other open-top cars, but in no case shall a charge per 
car be less than the minimum carload weight. When two or more 
cars are used to transport extra length lumber, an allowance of 
500 pounds will be made for each car used to cover the weight of 
standards, strips and supports if used subject to the established 
minimum carload weights applicable for the number of cars used. No 
allowance will be made on forest products other than lumber when 
so loaded. Where dunnage is used, notation shall be made on bills of 
lading to that effect. otherwise no allowance will be made.” 

Strenuous objections were filed with the Southern Freight Asso- 
ciation protesting against the last clause of the rule, on the ground 
that it would prove burdensome to shippers. Our objections were dis- 
regarded by the carriers and the Commission decided against our 
petition requesting suspension of this clause. 

The Southwestern Freight Bureau simultaneously proposed a 
similar rule and we filed a protest in behalf of subscribers. In 
Docket Bulletin 259, submittal 1980. dated August 16, 1924, the 
Southwestern lines proposed to amend the present rule in the Classi- 
fication Exceptions and Rule Circular 1-M, in such manner that would 
result in shippers being required to show actual weight of dunnage 
used on bills of lading. If carriers succeed in establishing a rule of 
this character in the Southwestern Classification, it naturally follows 
that all lumber tariffs will be amended likewise. A protest has been 
filed by the association in behalf of its subscribers. 

Subsequent to the hearing in Memphis, May 5 to 9, 1924, the 
Commission, through issuance of its several orders, has denied further 
fourth section relief to certain southwestern carriers, except in one 
or two instances. Petitions have been filed by these lines to retain 
present relief necessary in maintaining the present adjustment of 
rates applicable from, to and between points through the southwest. 
This, of neccessity, will eliminate present fourth section departures 
or violations wherever apparent. The-Commission has set the ef- 
fective dates for execution of its orders ranging from October 25, 
1924. to February 20, 1925. 

It is our belief, however, that no violent disturbances in the 
present rate structure may be anticipated within the near future 
resulting from the order issued by the Commission. The mass of 
rates involved in this procedure is so voluminous that it would be an 
almost impossible task for the carriers to even attempt to cope 
with the situation before the expiration dates of the orders. 


An attempt is being made bv Central Freight Association car- 
riers to restrict the use of the Kelly combination rule by inserting 
a clause in their lumber tariffs applicable in connection with pro- 
portions north of the Ohio River which would render the combina- 
tion formula inapplicable in instances where all of the tariffs, naming 
the factors used in constructing a combination rate failed to make 
direct reference to the Kelly combination rule tariff. Upon our peti- 
tion to the Commission the schedules providing this objectionable 
amended clause were suspended and hearing held at New Orleans, 
September 23. The Commission has not as yet disposed of this case. 

Both the Southern and the Southwestern Freight Bureaus, as 





Vol. XXXIV, No. 19 


previously reported, proposed to increase the present minimum car- 
load weight on lumber shipments from 34,000 to 40,000 pounds. This 
proposal has been satisfactorily disposed by both bureaus, resulting 
in retention of the present minimum. 


The carriers proposed to increase_present rates from certain 
stations on M. & O. (in Alabama), A. C. Ry. and W. & C. R. R to 
points on the C. & O. adjacent to and including Huntington, W. ‘va 
The amount of the increases proposed aggregated 1% cents per hun. 
dred. Upon petition to the Commission by this association and others 
interested, schedules naming the increases were suspended and 
later, after hearing, were ordered canceled. 

Carriers proposed, under Southern Freight Association submittal 
14144, to readjust present rates from the Mississippi Valley to 
certain points in Kentucky, Virginia, and the Carolinas, by trans- 
ferring the rates now named to these points in individual line issued, 
to Agent Speiden’s Tariff Series 136. This would have the effect of 
increasing present rates. Vigorous protests were filed which finally 
resulted in abandonment of the carriers’ proposal. : 

The Southern Freight Association, under its submittal 16247, 
proposes to establish from Mississippi Valley territory a through 
rate of 45 cents in lieu of present combinations, applicable to points 
in Virginia on the Southern Railway intermediate to Harrisonburg to 
Manassas. While there are no objections to establishment of through 
rates in lieu of excessive combinations, a protest has been filed 
wherein we strenuously objected to carriers attempting to extend 
the Baltimore rate (which just_recently has been increased), down 
into and almost touching the Virginia Cities, to which points the 
rate from the valley now is 33 cents. 

Since the establishment of new rates from the Southeast 
to Eastern Trunk Line and New England territories, which 
became effective July 20, 1924, carriers have discovered that, 
from western Alabama, combinations can be made on eastern 
Alabama points that will produce lower through rates to the 
destination territories than now published. To clear up the 
situation they propose increases from eastern Alabama rather 
than reductions from western Alabama. Protest was _ filed 
against this proposal. 

Mr. Moore also reported on the distribution of the freight 
rate books published by the association and on the beneficial 
results achieved by the association’s compiling and publishing 
its own rate books. 


‘FIBRE CONTAINER MARKING 


The Trafic World Washington Bureau 


It is deemed probable the Commission, as a result of its in- 
stitution of L and S. No. 2260, will have to conduct a general in- 
quiry into the subject of the requirement of tariffs that shippers 
shall show a description of the contents of fibre board con- 
tainers, or else pay a penalty of 20 per cent over the applicable 
rate with a minimum increase of 2 cents per 100 pounds. The 
investigation and suspension docket case hereinbefore mentioned 
was created on account of the lack of uniformity that would 
follow were the schedules suspended in that case, filed by 
Official Classification lines, to become operative. 

In that case the Commission suspended, from November 1 
and later dates, until March 1, schedules proposing to eliminate 
section 8B of Rule 41 of the Official Classification, so that it 
would no longer apply. That is to say, the Official Classification 
lines proposed, so far as they could, to eliminate the require- 
ment, and, by the same sign, the penalty, on traffic moving on 
rates subject to the Official Classification, regardless of its 
destination. 

Suspension of the schedules, it has been indicated, is not to 
be taken as indicating that the Commission is unfriendly toward 
the proposition. The Commission ordered suspension on its 
own initiative, simply because the cancellation of the rule would 
result in a lack of uniformity. The chances are, as indicated, 
that the outcome will be a general inquiry, because the rules, of 
the three classification territories, in their application, are not 
bound by geographical lines. A new England shipper to the 
Pacific coast would send his stuff, if in a fibreboard box, subject 
to Western Classification rules and pay a penalty on the whole 
rate. Shipping to Atlanta would result in a penalty because that 
shipment would be subject to Southern Classification. Shipping 
to Tennessee or any other point taking Ohio river combinations, 
would result in a penalty for the part of the rate south of the 
Ohio. 

The Consolidated Classification committee recently held a 
hearing on the subject of the rule. The Official Classification 
committee, without waiting for a decision, filed the cancelation 
schedules that have been suspended. It was recalled, when the 
Official Classification lines did that, that they never had the 
rule until they were forced to accept it as part of the move for 
uniformity when the Consolidated Classification was made. 

The subject of marking fibreboard containers with a descrip- 
tion of the goods therein came up prominently a short time ago 
when the Department of Commerce in a statement said such 
marking helped the pilferer. 


When this statement was published in The Traffic World, 
attention was directed to the fact that Section 8-B of Rule 41 
required such marking on fibre boxes. Officials of the Depart- 
ment of Commerce then said they were confident that the rail- 
roads would eliminate the requirement. According to reports to 
the Commission, shippers, after the Department of Commerce 
statement had been circulated, began omitting description of 
contents, apparently under the impression that the requirement 
had been abolished, or that they had never known that there was 
such a requirement. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 


Questions of Imterest to Traffic Men 








FUNCTION OF THE TRAFFIC CLUB i; 


Editor The Traffic World: 

Mr. C. B. Baldwin’s letter in 
25, headed “Function of the Traffic 
response. | 

The Industrial Traffic Club of the N. = — * Po 
strictly industrial club, the objects of whic. -ntjpws: 
Article II of the Constitution, which reads as 1 " 


your publication of October 
Chub,” calls for a_ brief 


The objects of this club shall be: ~wesented 

The furtherance of the best interests of the shippers ret of in- 
by it and securing to them the advantage of a community “em- 
terests in the interchange of ideas and experience among its 1. 
bers. * 
To aid in securing closer and more friendly relationship betwee:. 
carrier and shipper, thereby making possible the accomplishment of 
matters that are of great importance to the shipping public. 

To secure proper legislation where deemed necessary, and the 
modification of present laws, regulations and rulings where con- 
sidered harmful to the free interchange of commerce. 


The club has grown from the mere handful that organized 
in 1919 to a present membership of 150, and is in an extremely 
flourishing and active condition. We have the regular officers 
and directors and some twenty committees, each of which is 
officered by the best talent available. Through them the work 
is prepared and presented for the attention of the club at each 
regular monthly or special meeting. 

I believe we are a unique organization among traffic clubs; 
but we have a splendid purpose, and are an extremely success- 
ful co-ordinating medium for the expression of industrial ship- 
pers’ and receivers’ ideas and interests, indulging in social 
activities only enough to “grease the wheels of our club ma- 
chinery.” 

In connection with local or national legislation, the legis- 
lative committee of the club reports its study of the individual 
bill in open meeting. The subject is discussed pro and con 
and action is taken representing the mass idea of the group, 
and we have been very successful in encountering no complica- 
tions. 


The every-day transportation problems are so many, varied 
and complex that a club such as ours, which enables us to 
secure light on the subject from all angles, seems invaluable 
and a practical necessity. 

Wickwire Spencer Steel Corporation, 
H. H. Marsales, General Traffic Manager. 
Buffalo, N. Y., November 4, 1924. . 





Editor The Traffic World: 

I cannot allow Mr. Charlton A. Swope’s statement appear- 
ing in your November 1 issue of the Traffic World to go un- 
challenged. The question of the New England Traffic Club’s 
withdrawal as a member of the Associated Traffic Clubs of 
America was discussed by the board of governors on a num- 
ber of occasions and it can be stated positively that the vote 
to withdraw was unanimous and that no member of the board at 
any time indicated his unwillingness to agree whole-heartedly 
to that course of action. 

Further than this, I have discussed the activities of the 
Associated Traffic Clubs with a great many members of the 
New England Traffic Club and have yet to find a member who 
has felt it advisable or desirable for the New England Traffic 
Club to participate as a debating society in the matters eman- 
ating with the national organization. Consequently, Mr. Swope 
is quite misjudging the situation in New England when he 
presumes to suggest that Mr. Baldwin is not reflecting the 
views of the great majority of the members of the New England 
Traffic Club. 

Moreover, Mr. Swope would not be obliged to wander far 
from his own office to find many members of the Traffic 
Club of New York who consider it a distinct menace to the 
future prosperity of that club, and the continued feeling of 
good fellowship amongst its members, by continuing to parti- 
cipate in the controversial questions and resolutions stirred 
up by the Associated Traffic Clubs of America. 

It may be recalled that I expressed my own views on this 
question through your columns some time ago and am more 
firmly convinced than ever of the fact that as our traffic clubs 
were never created for the purpose or with the intention of be- 
coming involved in national political problems, when entering 
into that field of activity there is bound to be discord created and 
ultimate disruption of the fundamental principles on which the 
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larger traffic clubs, at least, have prospered during the peried 
caf their existence. Wm. P. Libby, 
Traffic Manager, Plymouth Cordage Co. 
4 ‘North Plymouth, Mass., Nov. 4, 1924. 
\ cihieamaianaatiindatiny 
' GOOD RAILROAD SERVICE 
tor ‘The Treffic World: 
age Meo 4¢ October 9 we loaded at our plant C. & N. W. 
car INO. $2148 .contajning electrodes destined to the Columbia 
Stee? Company, “Borraace, Cal. This car moved from Buffalo 
12:15" p.m 10th and was delivered to the Pacific Electric Rail- 
way Company, Torrance, Cal., for delivery to consignee on 
the mowwmng of October 23, making 13 days from Buffalo, N. Y., 
pe. - Cal.” 

” "We comgidar the above a very fair movement and take this 

sejiium of exptessing our appreciation, of the service ren- 
Mm ei, to the gew York Central, Rock Island, E. P. & S. W. 
der. “tes. P. Lig.©8. Paul Read, Traffic Manager, 
andt = 7 Acheson Graphite Company, 


~ex iFalls, ty =Y- Nov. 5, 1924, 
Niaga ee ey 


Editor The Traffic ag 4. 29 (subject, “Fourth Section De- 
In your article . . 


a a he last paragraph you mention 
” rt in t. 
partures”) of Novemb 2 


4 . ission of coastwise 
ate Comm. ape Comm 
wag  f the as ‘anama Cay. - ae _— 
oa B., es throug e BR managers , a lot of communities 
ere are a lot of traffic gat the . gulation of boat rates 
in this country who believe .v ‘. 


: atin to this problem. In 
by the Commission is the only 4, oly ‘hich the railroads 
other words, the very low boat ra ‘. h tans ‘ on some of the 
are not able to compete are working . rapes 4 interior com- 
industries which are important to sc me of tie 
munities. % 

We hope that more will appear in t) © PUPlic m. 
the men who believe that the coastwise boa ¢ rates thro, 
canal should be controlled by the Commissic 


h _ “eantile Co. 
The Morey Me my Flickinger, ; 


ints from 
gh the 


Denver, Colo., Nov. 5, 1924. 


THE PULLMAN SURCHARGE 


“The surcharge proposition is a positive menace 19 &® 
nomic management, an ifcentive to extravagance throu, a 
system of competitive aggression too frequently indulged in 
the carriers at the expense of the traveling public,” says D. 1 
Klink, chairman of the railroad committee of the International 
Federation of Commercial Travelers’ Organizations, in a brief 
urging adoption by the Commission of the report of Examiner 
Keeler recommending abolition of the surcharge. 

“A surcharge establishes a new and dangerous precedent 
in our economic life, particularly as relates to railroading, and 
should be discouraged. It is a plain, palpable subterfuge de- 
void of common sense or common honesty, and while it remains 
will continue to be a source of justifiable irritation and dis- 
content, with no extenuating circumstances, a detriment to the 
best interests of the carriers, of the Pullman Company and of 
the traveling public.” 

In a brief for the Pullman Company, counsel say the com- 
pany did not initiate the surcharge and that the revenue there- 
from does not accrue to it; that the company has not been 
opposed to a charge representing additional compensation to 


which the railroads were or might be justly entitled, but that 
it objects to: 


(a) An additional charge to accrue to the railroads for service 
rendered to the passengers by the Pullman Company. and included in 
the charge for which its tariffs provide; and 

(b) The method of which the Pullman Company was made the 
collecting medium of surcharge revenue which was in effect added 
to its own rates, but made to accrue to the railroads. 

This defendant renews its offer and states its willingness to co- 
operate with the railroad carriers in devising and carrying out any 
plan which would provide that any additional charge it may be 
found the railroads ought to receive for the transportation of pas- 
sengers in sleeping and parlor cars, be collected by the railroad and 
as a part of its rate for carrying such passengers. This has always 
been our position. 


In their brief for eastern, southern and western carriers 
counsel said the further hearing had not disturbed the funda- 
mental fact that the surcharge was justified ,by the greater 
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service rendered by the railroad to a passenger in a Pullman 
car as compared with the service rendered to a passenger trav- 
eling in a day coach. It was also contended that the surcharge 
was not restricting travel. They said since the carriers were 
not making the return to which they were entitled, there was 
no justification for a general reduction in passenger fares and 
no justification for a reduction in Pullman fares. They said 
it could not be overlooked that there was no basis in the record 
for the assumption that the loss to the carriers of nearly $40,- 
000,000 annually which would result from discontinuing the 
surcharge, would be offset by any increase of traffic, reduction 
of expenses or any other cause. The present method of col- 
lecting the surcharge was defended, but it was stated that if 
the Commission should decide some other method preferable, 
the carriers would establish such method. 


FERTILIZER INVESTIGATION 


The Traffic World Washington Bureau 


With a view to giving the South a better rate structure 
applying on fertilizers and fertilizer materials, the Commission 
has instituted three investigations. The first, No. 16295, is an 
inquiry into interstate rates in southeastern Carolina and Mis- 
sissippi Valley territories as far west as Helena, Ark., and as 
far north as north bank Ohio River points between Cairo and 
Cincinnati. The second, No. 16335, covers intrastate rates pre- 
scribed by the South Carolina commission, and the third, No. 
16336, covers rates prescribed by the Alabama commission. 
The investigations were caused, the Commission said, by com- 


plaints and the petitions of the railroads for inquiry into the 
state-made rates. 


The scope of the Commission’s inquiry into rates on fer- 
tilizers and fertilizer rates, interstate, No. 16295, according to 
the order of the Commission, shall include said rates and 


charges applicable in interstate commerce between points in 
the following territory: 


1. Between points in the states of Kentucky (except local points 
on the Chesapeake & Ohio Railway), Tennessee, Mississippi, Alabama, 
Georgia, Florida, North Carolina, South Carolina, and Louisiana east 
of the Mississippi River; also between points on the north bank of 
the Ohio River, Cairo, Ill., to Cincinnati, Ohio, inclusive, and Helena, 
—- on the one hand, and points in the above-named states on the 
other. 

_2. Between points in the state of Virginia on the one hand and 
points in the states of Kentucky (except local points on the Chesa- 
peake & Ohio Railway and south bank Ohio River crossings), Tennes- 
see, Mississippi, Alabama, Georgia, Florida, South Carolina,. North 
Carolina, and Louisiana east of the Mississippi River on the other. 


The order pertaining to the South Carolina Investigation, 
No. 16335, other thay the purely formal parts, is as follows: 


That an investigation be, and it is hereby, instituted to determine 
whether the rates. on fertilizers and fertilizer materials required by 
the Railroad Coromission of South Carolina to be maintained by said 
railroads, caussg or will cause any undue or unreasonable advantage, 
preference, or prejudice as between persons or localities in intrastate 
commerce ou the one hand, and interstate commerce or foreign com- 
merce on tine other hand, or any undue, unreasonable or unjust dis- 
crimination against interstate or foreign commerce; and as to what 
rates, if any, or what maximum or minimum, or maximum and mini- 
mum shall be prescribed to be charged by the petitioners, in order to 
remove such advantage, preference, prejudice or discrimination, if 
any, as may be found to exist. 


The language of the Alabama inquiry order, No. 16336, is 
the same as that pertaining to South Carolina rates, except 
that South Carolina is used where Alabama is found in the 
preceding order. : 


SHIPPERS’ FORECAST SERVICE 


What is known as the shippers’ forecast service of the 
Weather Bureau of the United States Department of Agricul- 
ture is of enormous economic value to those who produce, 
market, and transport perishable products, according to the 
Department in a statement continuing as follows: 


While this service also operates during periods of extremely 
high temperatures, to advise shippers when extra refrigeration must 
be provided, its time of greatest activity is during the winter 
season when cold weather or sudden drops in temperature may 
endanger products in transit or held at terminals. 

In all large shipping centers a special shippers’ forecast is 
issued in the morning of each business day giving the lowest tem- 
perature which may be expected during the ensuing 24 hours for 
a distance of 200 miles or more in every direction from the shipping 
center. These forecasts are specially distributed with promptness by 
telephone, maps, and cards to all interests concerned and especially 
to transportation companies and commission merchants, in order that 
they may be guided in their express and freight shipments that 
day. If advice from the Weather Bureau reads: “Shipments from 
Chicago to the northward should be protected against temperatures 
of —15° F. (15° below zero),” merchants will either pack protec- 
tively or withhold their shipment for a few days and the transporta- 
tion companies will protect cars containing perishables in accord- 
ance with the severity of the cold as forecast. In some states an 
express company that accepts perishables is responsible for their 
preservation in transit, and will not accept them for shipment until 
a reassuring forecast has been obtained. 

Estimated on the basis of the market value of carloads during 
critical periods in the fall, winter, and spring, probably more than 
$10,000,000 is saved annually to shippers in the Chicago district by 
this forecast service, while the reports from New York City indicate 
@ saving largely in excess of that amount. 
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FREIGHT RATE READJUSTMENT 


The Trafic World Ottawa Burcay 


Speaking at Brantford, October 29, Sir Henry Thornton 
president of the Canadian National Railways, declared himself 
in favor of a re-examination of the whole structure of freight 
rates in Canada by the Board of Railway Commissioners with 
a view to determining whether the situation cannot be reag- 
justed more in the interest of the country at large. Referring 
to the Crows Nest agreement, he said he hoped its settlement 
would be removed from politics, as economic questions of the 
kind could never be settled in legislative halls, but within the 
realm of the courts. 


“The Crows Nest agreement,” he said, “has become a dis- 
tinct issue. The railway companies availed themselves of the 
procedure for the determination of this controversy, and applied 
to the Railway Commission for settlement, as this. was a func- 
tion of that body. It was right and proper that the matter be 
referred to them. The case was fully argued by both sides and 
the Commission rendered its decision. A large number of peo- 
ple and a large section of the country were dissatisfied with 
the decision. It seems to me now that the settlement of this 
question should proceed in an orderly fashion through various 
tribunals, and, whatever decision may ultimately be reached, 
the railways will accept it in good faith. I earnestly trust that 
any future examination of or action taken in respect to the 
Crows Nest agreement will be removed from the field of politics. 
It would be very unsatisfactory to Canada if economic questions 
were settled as a result of political agreement.” 


He declared that the subject of freight rates must be such 
as to warrant farmers successfully marketing their products in 
the markets of the world. The wealth of nations, he said, was 
based on agricultural products, and it was self-evident that 
freight rates must be of such character as to permit the farmers 
of Canada to compete against the farmers of other countries. 
This principle was just as important to the manufacturers of 
the east as to the farmers of the west. 


“The settlement of the Crows Nest agreement,” he said, 
“reaches much further than most people imagine. It involves 
the whole freight rate structure. Our present rates were 
evolved as the country grew; they have grown inconsistently, 
unsatisfactorily, and somewhat illogically 


“I would recommend a re-examination of the whole freight 
rate situation. This task can best be done by the Railway Com- 
mission, and I make this suggestion quite irrespective of what- 
ever decision may be made in connection with the Crows Nest 
agreement. It must be remembered that the freight channels 
are changed. Vancouver and Prince Rupert are growing increas- 
ingly important. Somewhere in the west there will appear a 
traffic divide. West of the divide, traffic will go to the Pacific 
coast, east of the divide to the Atlantic coast. There was a day 
when traffic moved east and west. The day is also coming 
when traffic will move more and more north and south as trade 
relations increase. With the march of time and events, traffic 
routes are changing. Freight rates of a few years ago, which 
were then in the interests of the Dominion, are not so today. 
In the interests of the Dominion, of justice and of tranquility, 
I think the Railway Commission should undertake a study to 
see whether we may not lay down a more successful basis of 
freight rates in the interests of the whole country than they 
are today. This is the proper way of approaching a problem 
of such economic importance to all our people.” 


CANADIAN OPERATING STATISTICS 


The statement of operating revenues, expenses and statistics 
on Canadian railways for August shows that freight traffic was 
17.3 per cent lighter than in August, 1923, and passenger traffic 
was also lighter by 18.7 per cent. As a result, revenues fell off, 
being 5,572,166, or 13.8 per cent less. Operating expenses were 
cut $4,462,657, or 12.9 per cent, reducing the net operating 
revenues by $1,109,508 and increasing the operating revenue 
from 85.5 per cent to 86.38 per cent. This was the lowest oper- 
ating revenue reached this year, and September, October, and 
November will make a better showing. Car loadings in the last 
two months have been well maintained. 

The average car load was reduced 2.5 tons, due to a smaller 
percentage of coal and grain. The average train load was 
lighter by 38.7 tons and 1.6 cars. For the eight months, January 
to August, inclusive, gross revenues were less than in 1923 by 
$3,154,919, operating expenses were reduced $4,849,734 and net 
operating expenses increased by $1,694,816. 

On the Canadian National Railways freight revenues showed 
a decrease of $2,236,572, or 19.2 per cent, for a decrease of 12.6 
per cent in freight traffic. There was a decrease of $296,681 or 
7 per cent in passenger receipts for a decrease of 20 per cent 
in passenger traffic, and gross revenues were less by $2,706,612, 
or 14.7 per cent. Operating expenses were reduced $756,359, or 
17.2 per cent, in maintenance of way and structures; $76,167, or 
2.2 per cent, in maintenance of equipment; $940,487, or 11.5 per 
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A Splendid Port 


into a 


Wonderful Region 


os An geles 
ARBOR 


- Look at Los Angeles purely from the stand- 
point of the navigator—its deep broad chan- 
nels, miles of dockage, modern loading and 
unloading facilities, copious warehousing, and 
convenient rail connections. 





You will find that it measures up fully to the 
standards of the greatest world ports. 


Then raise your eyes. Look beyond the water- 
line. If you have the vision and the penetra- 
tion which make great world traders, you will 
recognize a back-country with the most mar- 
velous possibilities of any region in the United 
States. 


Proof of that brings you back to the harbor 
itself. It has grown 1700% in a quarter of a 
century—from a jog in the coastline to the 
second largest port in the United States. 


Nothing can be more obvious than the advisa- 
bility of getting a foothold in this wonderful 
commercial center now, 


Write us for ‘‘The Port of Los Angeles’’ 
a booklet full of valuable facts 


Board of Harbor Commissioners 
City of Los Angeles 


“Port of the Pacific Southwest” 
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THE PORT OF 
HOUSTON 


Shipped 34,000,000 Pounds 
of Cotton Seed Cake and 
Meal During the Month 
of September, 1924 










This is an increase of more than 25,000,000 
pounds over the same month 1923 and 
indicates an enormous increase over ship- 
ments from other nearby ports. 
















Indicative of the constantly increasing im- 
portance of The Port of Houston, these 
figures are but one phase of the Port’s phe- 
nomenal growth. 














The 1924-25 season shows marked increases 


in Cotton Export and in Cotton Handling 
at this Port. 





Warehouses are taxed to capacity and 
compresses are working at top speed to 
accommodate demand. 








Coffee, sugar, diversified merchandise of 
all kinds finds its way, in increasing volume, 
to THE GATEWAY TO THE VAST 
AND PROFITABLE MARKETS OF THE 
EMPIRE OF THE SOUTHWEST. 
















Send for a copy of “PORT HOUSTON,” 
the official organ of the Port Commission. 
The November, 1924, issue will be off the 
press November Ist, ready for distribution. 


IT’S FREE. 













Address 


Director of the Port 


5th Floor Courthouse 






The 










Houston Texas 
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cent, in transportation expenses; and $1,795,337, or 10.4 per 
cent, in the total. 

The cumulative totals to date for maintenance expenditures 
show little difference from those of 1923, but transportation 
expenses show a saving of seven per cent with an increase of 
two per cent in freight traffic and of four per cent in passenger 
traffic. 

Net revenues for the eight months were $566,651 as against 
a deficit of $982,995 in 1923, being an improvement of $1,549,646. 
The lines in the United States have not done so well. Their net 
revenues of $6,063,232 in 1923 have been reduced to $3,361,712, 
a decline of $2,701,520, or 45 per cent. For the entire system 
net operating revenues for the period from January to August 
aggregated $3,928,364, which was $1,151,873 less than for 1923. 

On the Canadian Pacific, compared with August, 1923, 
freight traffic fell off 23.5 per cent and passenger traffic by 19.6 
per cent. Revenues did not decline so heavily, gross revenue 
being $2,010,532 or 12.3 per cent less. Operating expenses were 
reduced $2,155,194 or 16.2 per cent, increasing the net revenue 
by $144,662 and reducing the operating ratio from 80.89 to 77.21 
per cent. Maintenance expenses showed the greatest reduc- 
tions; but the total expenditure from the first of the year for 
maintenance of way and structures and equipment was $1,700,000 
more than for the corresponding period in 1923, owing to heavier 
expenditures in the earlier months of the year. 

Average receipts per ton mile increased from 1.281 cents 
to 1.372 cents, but the average load per car fell off 3.3 tons, 
reducing both the average train loading and the average freight 
revenue per train mile. The average receipts per passenger 
per mile increased from 2.199 cents to 2.391 cents, but the traffic 
was so much lighter that revenues per passenger train mile 
were reduced seven per cent. For the eight months ended 
August 31st, the gross revenues increased over those of the same 
period last year by $2,023,470, or 1.8 per cent, and net revenues 
have been increased by $2,285,743, or 18 per cent. 


CANADIAN NATIONAL SYSTEM 
(Steam Lines in Canada & United States) 
For the Month of August, 1924-1923 


OPERATING REVENUES 


1924 1923 

GS IE 6s pitenogns He ne ne wom $ 15,662,837.51 $ 18,369,449.67 
Duluth, Winnipeg & Pacific............ 158,741.00 175,498.18 
Grand Trunk Western Lines .......... 2,352,404.00 2,965,450.00 
EE ee eee 149,955.49 242,355.06 

END | wad'ews bpeeuecnnsccsee Heesseseeves $ 18,323,938.00 $ 21,752,752.91 

OPERATING EXPENSES 

I oc ceadavradunedee veeued $ 15,409,955.26 $ 17,205,292.50 
Duluth, Winnipeg & Pacific............ 145,900.49 174,944.01 
Grand Trunk Western Lines........... 1,845,982.56 2,044,552.83 
ee Oe Pee 208,416.43 317,872.59 

SE abo heerwihky MHaRe es Sesasevencaeed $ 17,610,254.74 $ 19,742,661.93 

NET OPERATING INCOME 

I RR oon vnntwrnessos veeeweued $ 252,882.25 $ 1,164,157.17 
Duluth, Winnipeg & Pacific............ *12,840.51 554.17 
Grand Trunk Western Lines .......... *506,421.44 920,897.17 
TRO TRE EAMGE onc ccccccvceccccscs 758,460.94 775,517.53 

Total 


a ee ee eee $ 713,683.26 $ 2,010,090.98 


Canadian Lines 


shiek Seek lacuaitact:d-oisiin: wan ceweres $ 218,891.75 $ 1,011,814.00 
Duluth, Winnipeg & Pacific ............ 11,860.35 720,755.49 
Grand Trunk Western Lines .......... 60,558.28 465,515.63 
NOW Bngiand LANES ....ccccccccesecncs 7134,270.08 7146,865.29 

EEE eicvidbnd dewtaw wale oud ve ciedvlabloviexven $ 157,040.30 $ 1,399,708.85 

SUMMARY 
For Eight Months Ended August 31, F-7S Railways 

Operating RSVERUEM ooo cccccccvesccses $282,346,072.84 $285,500,991.08 
COOTER BOOS cvcccccscccccceseces 257,341,682.10 262,191,416.53 
Net Operating Revenues ............... 25,004,390.74 23,309,574.55 
rrr ee 21,449,786.98 21,457,756.43 


CANADIAN NATIONAL RAILWAYS 


Operating Revenues—Canadian Lines. .$130,144,389.73 $132,644,809.87 
Bere 23,028,776.27 25,846,901.71 


MD, iia s 4g culate cinblosine wm mamieleart $153,173,166.00 $158,491,711.58 
Operating Expenses—Canadian Lines..$129,577,738.21 $133,627,805.44 


United States Lines ....... Creowrcsses 19,667,068.64 19,783,668.78 


I dca tite ions arial alge eco mei avabalel aleinwie wa $160,204 S018 $153,411,474. 22 
Net Op. Revenues—Canadian Lines.... 566,651.52 $ 982,995.57 
United Bthtes EAMES «oo cceeccccvscce 3,361,712.63 6,063,232.93 
i a a a le leans ga ad $ 3,928,364.15 $ 5,080,237.36 
Operating Income—Can. Lines ........ $ 961,424.27 $ 157,820.03 
Wtted States LABES cosccvcccccicccccs $641,783.20 1,133,421.94 
Total 


rrr rr Seceeeeeee$ 319,641.07 $ 975,601.91 


CANADIAN PACIFIC RAILWAY 


Operating TOVOGUGS. <<. ccccscccccvcccess $112,585,134.04 $110,561,664.41 
Operating Expenses ...... 97,395,751.33 97,658,025.06 
Net Operating Revenues 15,189,382.7 12,903,639.35 


Operating Income ........++:-++++++reee 15,898,236.95  14,753,452.88 
*Cr. Dr. 
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CANADIAN CAR LOADING 


Car loadings for the week ended October 25 showed an 
increase of 3,792 cars over the previous week’s loadings and of 
1,992 cars over the corresponding week last year. The increase 
over the previous week was a seasonal increase in grain loading 
of 3,962 cars and also an increase of 763 cars in miscellaneous 


freight. ; 
CARS OF REVENUE FREIGHT LOADED ON CANADIAN 


RAILWAYS 
Total for Canada— . For the ba Ended 











1924——_______ 

Oct.11 Oct. 18 Oct. 25 

Commodity— Cars Cars Cars 
Gram & Gramm Products... 2... ...ccecsee 15,942 16,448 20,410 
SE EE. auc 'ota crear wssinvee owisln ig tee wiwiee mies 3 ,091 3.013 
RE Cetaalsriakino oi'a:snd aide dalesreeie-aas oUaW aes 7,561 7,061 
DAE Sa De benvetedeed Osealsaenebinaipeates 319 259 240 
I dsl wa cihictacaang sialic & abiane aiaue alee wipes 3,677 3,493 
IIS nik BO eid: dy baa WWE Am mals ate lew at 1,504 1,334 
I ooo s.s.cinine 0:6: 416 60:65:0- ES He HS 1,7 2,004 1,944 
Other Forest Products 2,486 2,670 
IE ces cece ccrsvoossees sine 1,153 1,214 
Merchandise L. C. L. 16,077 15,910 
III os gaincig n.cra.t c.wivinderciec men niooneere 14,706 15,753 16,516 
eo A RO ee ee 67,941 70,013- 73,805 
Total Cars Rec’d from Connections....... 1,257 31,733 32,734 
Total Cars Loaded for Corresp. Wk., 1923. 72,916 74,989 71,813 
Cumulative loading to date-—-1924........... 2,364,223 
DEE Cacdevees Vic tannevedasednadsceeveenaitas 2,295,422 


Eastern Canada Western Canada 


For the Week Ended. 























OL, —————— 
Commodity— Oct.11 Oct.18 Oct.25 Oct.11 Oct.18 Oct.25 
Grain & Grain Prods... 5,946 5,893 5,898 9,896 10,555 14,512 
BANG BOC ce cvcctcceree 1,429 1,576 1.545 1,484 -1,515 1,468 
MEE Gieweaursteanviansatiesies 4,990 5,074 4,171 2,401 2,487 2,890 
ean SE anes 315 255 226 4 4 14 
eee 2,790 2,784 2,575 905 929 918 
PUIDWOOd ...ccccccce eoee 1,634 1,452 1,299 42 52 35 
Pulp & Paper ...... eee. 1,552 1,843 1,819 166 161 125 
Other Forest Products.. 1,060 1,126 1,175 1,290 1,360 1,495 
DU nackwnobd deaweawewesse ,145 587 673 546 56 541 
Merchandise L. C, L....11,702 11,719 11,652 4,088 4,358 4,258 
Miscellaneous .........-.11,577 12,641 12,855 3,129 3,112 3,661 
Total Cars Loaded..... 44,040 44,914 43,888 23,901 25,099 29,917 


Total Cars Rec’d from 


Connections .......... 28,395 28,712 29,322 2,862 3,021 3,412 
Total Cars Loaded for 


Corresp. Wk., 1923....42,761 43,295 41,636 30,155 31,694 30,177 

Car loadings in Canada continue to reflect the steady rise 
in the volume of railway traffic since the first of September, 
due mainly to the movement of the western crops. There has 
been a considerable decline as compared with last year, how- 
ever. This is largely in the west, and is due to the lower grain 
yield there. In other respects, business has been good. .There 
have been increases in the shipments of live stock and lumber, 
while the movement of merchandise has been normal. In the 
east there has been growing activity in nearly all classes of 
freight. There have been no complaints regarding shortage of 
cars. The crop has been smaller in volume, and the equipment 
of the railways has been increased. 

The railways of Canada claim the longest average haul in 
the world, and the empty car movement averages about 35 per 
cent. At the present time, when grain is moving, one empty 
car is hauled for every two loaded cars. 


CANADIAN PORTS AND TRAFFIC 


At present over two-thirds of Canada’s port traffic flows 
through five ports—Montreal, Vancouver, St. John, Halifax, and 
Quebec, says A. E. Sanderson, of the transportation division of 


the Department of Commerce in a review of Canada’s principal 
ports and their traffic. 


Traffic at these ports the year ended March 31, 1923, repre- 
sented about 70 per cent of the total tonnage of vessels entered 
and cleared with cargo at Canadian ports, and about 67 per cent 
of the merchandise discharged and loaded at such ports. In 
actual volume the tonnage of vessels entered and cleared at 
these five ports aggregated approximately 17,640,000 net tons 
as compared with 24,969,000 net tons for all Canadian ports. 
Merchandise discharged and loaded totaled 11,511,000 tons, as 
compared with 17,115,000 tons for all Canada. 


Describing each of the five ports and reviewing the tonnage 
passing through each, Mr. Sanderson says: 


Port of Montreal—Although closed to navigation over four months 
of each year by the freezing of the St. Lawrence River, Montreal 
far surpasses other Canadian ports in volume and value of traffic. 
Its favored geographic location, at the head of ocean navigation on 
the St. Lawrence and at the foot of inland navigation of the Great 
Lakes, has made this port the converging point both for railroads 
and for ocean steamers and Great Lakes vessels. It is therefore an 
economical and convenient transshipping center for exports from 
and imports to both eastern and central Canada. In the ain 
export trade Montreal holds first rank among world ports; millions 
of bushels are transshipped annually from lake and rail carriers to 
ocean steamers, destined principally to Europe. 

During the year ended March 31, 1923, entrances with cargo at 
the port of Montreal aggregated 2,343,000 net tons, and clearances 
totaled 3,132,000 net tons. These vessels carried inward 1,461,000 
weight tons and 99,600 measurement tons of cargo, and outward 4,- 
596, weight tons and 226,100 measurement tons. Imports for the 
year were valued at $173,938,000, and exports at $172,898,000, ex- 
clusive of transit trade. The principal imports are raw and manu- 








( 
» 





November 8, 1924 


THE TRAFFIC WORLD 





Unloading Oriental Products from an Admiral Oriental Liner 
at Seattle, the Gateway to the Orient 


SEATTLE TO 


THE ORIENT 


A fast Trans-Pacific freight and passenger service, 


between 


Puget Sound and Yokohama, Kobe 
Shanghai, Hong Kong and Manila 


An American Line operated for American shippers over 


the shortest, fastest route to the Orient. 


Yokohama, Kobe, Shanghai, Hong Kong, Manila 


PRESIDENT JEFFERSON 
PRESIDENT GRANT..... 
PRESIDENT MADISON .. 
PRESIDENT JACKSON .. 
PRESIDENT McKINLEY 


November 16 
November 28 
December 10 


Direct Freighter Service 


T 


Japan, Shanghai, Dairen, Taku Bar, Tientsin 


oO 


Also Regular Sailings Direct to Foochow, 
Amoy, Swatow, Cebu, Iloilo 











Randolph 7739. 
New York—32 Broadway, Phone B 
Boston—177 State Street. 


Detroit—Dime Bank Building. 


Seattle—409 L. C. Smith Building. 


E L. L. BATES, General Freight Agent, Seattle, Wash. 


MANAGIN 


FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 


road 0580. 


Philadelphia—101 Bourse Building. 


San Francisco—Robert Dollar Building. 
Los Angeles—429 Pacific Electric Building. 
Portland—101 Third St., Cor. Stark. 


G AGENTS 


U.S. SHIPPING BOARD 


ADMIRAL ORIENTAL 











lt 


TRANS - PACIFIC SERVICE 












Joint Service With 


HOULDER, WEIR & BOYD 


Regular Sailings to the 


WEST COAST 


Los Angeles Harbor, San Francisco 
Portland, Seattle, Tacoma 


From From From 

Baltimore New York Savannah 

2 Nov. 8 Nov. 12 
MOUNT A CARROLL besa Nov. 18 Nov. 22 Nov. 26 
aaa Dec. 2 Dec. 6 Dec. 10 
VINIER Reicks waeesaceuerd Dec. 16 Dec. 20 Dec. 24 
0, Dec. 30 Jan. 3 Jan. 7 
PETER KERR............ Jan. 13 Jan. 17 Jan. 21 
ee Jan. 27 Jan. 31 Feb. 4 


Pier No. 9, B. & O. R. R., Locust Point, Baltimore, Md. 
Pier No. 5, New York Docks, Brooklyn, N. Y. 


Through bills of lading issued to Hawaiian Islands, transshipment 
at Los Angeles Harbor without transfer charge, also to all perts 


of California, Oregon, Washington, British Columbia, Alaska and 
the Far East. 


Joint Service With 


HAMBURG-AMERICAN LINE 


NEW YORK TO HAMBURG 


MOUNT CLINTON ....Nov. 8 +tMOUNT CLAY ....... Dec. 6 
*ALBERT BALLIN..... Nov. 18 {CLEVELAND ......... Dec. 11 
tTHURINGIA ......... Nov. 20 +WESTPHALIA ....... Dec. 18 
*DEUTSCHLAND ...... Nov. 27. *ALBERT BALLIN ...Dec. 27 


{Cabin and Third Class Passengers. *First, Second and Third 
Class. Loading Pier 86, North River, Foot of West 46th St. 


BOSTON TO BREMEN AND HAMBURG 
MONTICELLO (via Baltimore and Hampton Roads)...... Nov. 15 


PHILADELPHIA TO BREMEN AND HAMBURG 


ANTIOCHIA (via Baltimore and Hampton Roads)........ Nov. 8 
IDARWALD (via Baltimore and Hampton Roads)........ Nov. 29 
KYPHISSIA (via Baltimore and Hampton Roads)......... Dec. 18 


WESTERWALD (via Baltimore and Hampton Roads)..... Jan. 8 
BALTIMORE TO BREMEN AND HAMBURG 


ANTIOCHIA (via Hampton Roads).................e0ee0. Nov. 14 
MONTICELLO (via Hampton Roads).............ssseee0- Nov. 22 
IDARWALD (via Hampton Roads).............csceeeeeees Dec. 5 
KYPHISSIA (via Hampton Roads)...............seeeeeees Dec. 24 
NORFOLK AND NEWPORT NEWS TO BREMEN AND 
HAMBURG 
I idols sin awk in giana wewedtelnekesweebonhienwewion Nov. 17 
I 5055 sansa bral sibs ailersiane oii 0 OGiee Sse We ee ONE Nov. 26 
EE, 5.55% ia aiGisieterve'alsinsoiech Ui 440 S549 belgian OGRA Dec. 8 
ed 55:05 irskcis nis sea caeaneessetneeeeeesannene Dec. 27 
NEW ORLEANS TO BREMEN AND HAMBURG 
ini 65 deidontcpewncccaneeweseeeu Last half of November 
EE oie ciiscerendssedssne oebeesube Second half of November 


ALSO DIRECT FREIGHT SERVICE FROM U. S. PACIFIC 
PORTS TO NORTHERN EUROPEAN PORTS 


Through bills of lading via Hamburg to all aeecrentan, Baltic, 
Mediterranean, Levant and African Ports. 





General Offices: 39 BROADWAY, New York 


WESTERN FREIGHT OFFICE: 





CHICAGO, 327 South La Salle Street......... Phone Wabash 4891 
BRANCH OFFICES 
oo. ee er 4128 — Arcade Bldg. 
i EEE OLE LLL LE ALLA A PTE 1 Mitchell Bidg. 
AGENTS: 
is 6.0 050000400ccevcueraneebeeoretnewanel ohn M. Born 
Oe eae rrr Dichmann, Wright & Pugh, Inc. 
a i. 5s ccs. neces eemes see neeeee 
I os osccas o-6'hes coeshoiatnsiaeniaiaie uae 

is (GR Dichmann, Wright S ae ag ag 

ig tt MS FS ot er Dichmann, Wright & Pugh, Ine. 
Ns a 8e +60 ng 00a vpeewe’ Columbia. 1 ane Co. 

UN aos uci proigiocécatnis a uewalcinw seaman en 


See eee eee ee eeeerseseseseses 





SO eee eee reset eases eeeeeeseeseses 


COCR SET HEH HEE EHH ESES ESET ESEES 


eae | 
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factured cotton, raw and manufactured wool, binder twine, raw 
sugar, tea, and miscellaneous manufactures. The principal exports 
are wheat and wheat flour, corn, oats, and other grains, lumber, 
wood pulp, paper, dairy products, meat ee, and automobiles. 

Port of Vancouver—On the Pacific and across the continent from 
Montreal is Vancouver, Canada’s second port. With the opening 
of the Panama Canal a new era of progress and prosperity dawned 
for Vancouver. Steamship connections with European and other 
countries bordering on the Atlantic soon took definite form and 
regular and frequent services were established. As a result vast 
—— of grain for Europe, which were formerly hauled at bur- 
ensome transportation costs over transcontinental railroads from 
Alberta and western Saskatchewan to ports in eastern Canada, now 
move in steamers from Vancouver through the Panama Canal. The 
same is true of other typical commodities from western Canada, 
such as canned salmon, dairy products, and apples. Moreover, the 
change in transportation routes has tended also to make Vancouver 
a port of entry for a large area of western Canada, and a consid- 
erable volume of manufactured articles reach this port from Europe 
and from the Atlantic seaboard of the United States and Canada. 
The port's great progress in recent years is evidenced by the fact 
that during 1921-1923 cargo landed from foreign ports increased 46 
per cent and cargo shipped to foreign ports increased 193 per cent: 
during the five years leading up through 1923, the one item of 
lumber increased 550 per cent in exports. , 

During the year ended March 31, 1923, entrances with cargo at 
the port of Vancouver aggregated 2,635,000 net tons, and clearances 
2,515,000 net tons. These vessels carried inward 643,000 weight tons 
and 91,200 measurement tons of cargo, and outward 1,305,000 weight 
tons and 175,600 measurement tons. Imports for the year were 
valued at $46,965,000 and exports at $61,718,000, exclusive of transit 
trade. The principal imports are silk, raw sugar, tea, crude oil, iron. 
tin and general merchandise. The principal exports are wheat and 
wheat flour, lumber, lead, spelter. canned salmon and apples. 

Port of St. John, New Brunswick—As regards the nature of its 
traffic and facilities, the port of St. John has much in common 
with Montreal, although its development and activities are on a 
much smaller scale. Being open to navigation throughout the year, 
it is of particular value to Canada during the winter months when 
the St. Lawrence River is frozen over and the ports of Montreal and 
Quebec are inaccessible to ocean vessels. During that season large 
quantities of grain and other commodities, which would otherwise 
move through Montreal or Quebec, seek an outlet to foreign mar- 
kets through St. Johns; and, conversely, there is a large movement 
of imports through this port. 

During the year ended March 31, 1923, vessels entering the port 
of St. John with, cargo aggregated 925,000 net tons. Cargo carried 
by these vessels totaled 430,000 weight tons and 71.300 measurement 
tons. Clearances aggregated 955,000 net tons, and outbound cargo 
712,100 weight tons and 182,300 measurement tons. Imports during 
the year were valued at $20,687,000, and exports at $54,720,000, ex- 
clusive of transit trade. Imports include raw sugar,- spices, tea, 
etc., coal, iron and steel, fertilizers, and miscellaneous manufactures. 
The principal commodities exported are lumber, wood pulp, grain 
flour, dairy products, cattle. apples and potatoes. 

Port of Halifax, Nova Scotia—Halifax, like St. John, is of spe- 
cial importance to Canada, as a winter port when Montreal and 
Quebec are closed by ice; then large quantities of grain, lumber, 
dairy products, and other exports, together with large quantities of 
imports, are diverted to Halifax. The port has an excellent harbor 
and is the terminus of the shortest ocean route between the Amer- 
ican continent and Europe. It is the winter port for landing of 
passengers and mail from Great Britain, and also for steamers plying 
between Canada and South Africa. 

During the vear ended March 31. 1923, entrances with cargo at 
the port of Halifax aggregated 1,604,000 net tons and clearances 
1,518,000 net tons. These vessels carried inward 629.700 weight tons 
of cargo and outward 454,300 weight tons and 97,700 measurement 
tons. Imports for the year were valued at $16,956.000 and exports 
at $29.267,000, exclusive of transit trade. ‘The principal imports are 
raw sugar, coffee, tea, textiles, boots and shoes. fertilizers, crude 
oil, machinery, hardware, electrical supplies, and other manufac- 
tures of a miscellaneous nature. The principal exports are lumber. 
weed. pulp, grain, fish and fish products, hides and skins, furs and 
apples. 

Port of Quebec—The port of Quebec is situated on the St. Law- 
rence River somewhat more than 100 miles northeast of Montreal, 
and consequently is in a much less favorable position. Quebec's 
traffic is similar to that which flows through Montreal, but its 
volume is only a fraction of that for the latter port. 

During the year ended March $1, 1923, entrances of vessels with 
cargo at the port of Quebec aggregated 1,436.000 net tons. and clear- 
ances 573,000 net tons. These vessels carried inward 176,800 weight 
tons and 3,700 measurement tons of cargo, and outward 152 500 
weight tons and 1,200 measurement tons. Imports for the year were 
valued at $14,332,000, and exports at $15.815,000. exclusive of transit 
trade. Imports are similar to those of Montreal: exports are mainly 
grain, newsprint, pulp wood, lumber, dairy products, maple sugar, 
fish and furs. 


CANADIAN RAIL WAGES 


The Trafic World Ottawa Bureau 


The Canadian Brotherhoood of Railway Employes has sub- 
mitted a memorandum to the Board of Railway Commissioners 
claiming that the wages of railway workers have not increased 
proportionately with those of other workers in Canada over the 
level of 1913. It is pointed out that the ratio of salary and 
wages to operating expenses in 1913 was 63.5 per cent and in 
1923, 60 per cent. It is contended that this is proof that actu- 
ally wages and salaries form a smaller proportion of operating 
costs today than they did before the war. It is also stated that 
a smaller number of employes are operating a greater mileage 
and giving proportionately greater service. It is claimed that 
178,652 Canadian railway employes operated 29,304 miles of 
railway in 1913, whereas 165,635 employes operated 39,773 miles 
in 1922. In ten years the number of employes was reduced 


by 13,017 and the number of miles of railway increased by 
10,469. 


OPERATION EFFICIENT, SAYS THORNTON 
Sir Henry Thornton, president of the Canadian National 
railways, has made a direct challenge of statements made dur- 
ing the current railway controversy in the United States, to 
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the effect that public ownership of railways in Canada has 
resulted in inefficiency and laxity in operation. He denied the 
statement, saying Canada only asked to be let alone to work 
out its own problems. 

“I want to challenge one statement broadcast by opponents 
of public ownership in the United States,” he said. “I do not 
care what is said across the border about us, so long as it is 
the truth. But the statement has been made that, since the 
government took over the Canadian National Railways, the 
service given to the public is a constant exhibition of ineff- 
ciency, and, furthermore, that the operating results indicate a 
laxity and inefficiency on the part of its officers. I say that 
no privately owned railway anywhere furnishes a better service 
to its patrons, and no railway has a set of men more loyal and 
more efficient than has the Canadian National.” 

He pointed out that no judgment could be passed on public 
ownership of railways by the showing made by the Canadian 
National. Its problems were those which faced every road west 
of the Mississippi in the pioneer days, the problems of a road 
constructed for development and colonization work. 


CONSTRUCTION TO PROCEED 


One of the branch railway lines in the west thrown out by 
the Canadian Senate at the last session of Parliament was the 
Turtleford-Hafford line in Saskatchewan. It is now announced 
by Winnipeg officials of the Canadian National that the manage- 
ment, in cooperation with the Saskatchewan government, has 
devised a plan whereby it will be possible to proceed with the 
construction of the line. The money to be used is commonly 
known as the Canadian Northern Branch Line Trust Fund, 
which has not been used for many years. It is stated that Sir 
Henry Thornton has authorized immediate beginning of the 
work, and 21 miles are to be completed this fall. 


CANADIAN SURCHARGE 


Railway traffic between Canada and the United States is 
again moving at par of exchange. The Canadian Railway Com- 
mission states that from November 1 to 14 there will be no 
freight or passenger surcharge. 


CANADIAN PACIFIC EARNINGS 


Traffic earnings on the Canadian Pacific for the ten days 
ended October 31 were $6,209,000—a decrease, compared with 
the same period last year, of $1,904,000, or 23.4 per cent. 


GRAIN EXPORTS FROM MONTREAL 


From January 1 to September 30 the port of Montreal ex- 
ported 22 million bushels more grain than the seven next most 
important ports combined. The official statement from the re- 
spective ports is as follows: 


Bushels Bushels 
MORErOR) wcccvsccccscces SEGRE ee Philadelphia ........<6. 8,712,000 
DIO DOPE ccccccccccccce GEeOUe BREIMORE. 6 oc cccccccss -. 7,822,000 
Galvegten .......eeeee-- 10,262,050 Norfolk ..... egeeeseese - 1,307,919 
INGW GRIGRTS cccccscess OUGR TED TOMO civccecccccsescss 32:816,000 





HOW TO PACK PLANT MATERIAL 


The United States Department of Agriculture has prepared 
a new circular, Department Circular 323, for the information of 
persons who are in the habit of mailing various kinds of seed 
and plant material, to show how to collect, label and pack 
living plant material for long-distance shipment. It is based 
largely on the observations made from a great number of ship- 
ments which the department has received from all over the 
world, packed in many different ways and by many different 
people. The manner of packing the particular shipments which 
have come through severe conditions of climate and distance 
in a satisfactory manner is noted and recommended for practice. 


PASS RULING AMENDED 


The Commission has amended Conference Ruling 476 to 
read as follows: 





476. Passes to the family of a deceased pensioned employe.— 
Upon inquiries as to whether or not common carriers may grant 
free transportation to the members of the family of a deceased, pen- 
sioned_or superannuated employe: Held, That, with the exception 
of widows during widowhood and minor children during minority. 
the members of the family of a deceased, pensioned or superannuated 
employe may not lawfully use free passes. 


WAREHOUSE COMPANY ENLARGES 


Anticipating business expansion, The Tooker Storage & 
Forwarding Company, Chicago, a firm established for twenty- 
one years in Chicago and New York, and two years in Los 
Angeles, has acquired two warehouses in the Central Manufac- 
turing District of Chicago, and there plans a $1,000,000 addi- 
tional building. As part of the deal the Tooker company takes 
over the business of the Great Central Warehouse, a subsidiary 
of the Currier-Lee Company, and takes possession of the build- 
ing in the Central Manufacturing District, held by the Currier- 
Lee Company on lease. This building is across the street from 
the larger one purchased. 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
d the positions in touch with each other. The rates for 
classified advertisements are as follows: First insertion, $1.00 per 
line, minimum charge $3.00; succeeding insertions, per line, 50c; 10 
words to the line; numbers and abbreviations counted as words; 
6 point type; payable in advance. Answers to keyed advertisements 
rorwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Il. 








POSITION WANTED—Traffic man with twelve years freight rate 


experience, also experience in overcharge and loss and damage claims. 
Had executive experience with large railroad; prefer position with 
commercial firm; age 32. References. Address Box 717, care Traffic 
World, Chicago. 





POSITION WANTED—Traffic man, 16 years actual experience, 
rates all commodities and all territories, and general traffic work, 
desires connection with industrial, commercial traffic department or 
chamber of commerce, honest, industrious, and reliable. Can furnish 





Al references, also University graduate of transportation. Address 
M. I. T., care Traffic World, Chicago. 
POSITION WANTED—Traffic Manager or assistant. Fourteen 


years experience. With present company seven years. 
for changing. Excellent references. Guarantee results or resign. Will 
organize department. Commercial or Industrial. Salary secondary. 
Address ‘“‘Texan’”’ care Traffic World, Chicago, III. 


Good reason 





WANTED—Traffic_ man to sell freight rate book Cleveland and 
Cincinnati. National Freight Rate Service Company, 2011 Transpor- 
tation Building, Chicago, Ill. 


SOUTH BEND, IND. 
WARNER WAREHOUSE CO. 


Merchandise Storage and Distribution 
New York Central Siding — Free Switching-— Pool Car 
Distribution — Negotiable Warehouse Reccipts Issued. 


Amer can Warehcusemen’s Ass'n 
Members: ¢ Central Warehousemen’s Club 
American Chain of Warehouses 










Merchandise Storage and Pool Car 
cucags snd Koons ys DISEPIDULION — =, cazroan 
CROOKS TERMINAL WAREHOUSES 


CHICAGO, ILL. KANSAS CITY, MO. 






AMARILLO, TEXAS 
Merchants Produce Company 


Bonded Fireproof Warehouse 


MERCHANDISE 

STORED, TRANSFERRED, DISTRIBUTED AND FORWARDED 
Located in Wholesale District with Private Switches 

(Lowest Insurance Rates in Southwest) 


Kedney Warehouse Co. 


Merchandise Storage and Distribution 


Minneapolis—St. Paul Grand Forks, N. D. 


Members A, W. A.—C. W. C.—Minn. W. A. 


Che St. 


One of America’s 
Leading Hotels 
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SYRACUSE, N. Y. 


Flagg Storage Warehouse 
TWO FIREPROOF WAREHOUSES 


Storage of General Merchandise and Household Goods 


EXPERT WAREHOUSE SERVICE 
Centrally located to all jobbers and freight houses. Private siding 
100 Townsend St., SYRACUSE, N. Y. 


Correspondence Solicited. 


ALBANY, WN. Y. 
















Natural distributing point for New York and 
New England. Warehouses for every need 
with rail connection, U. S. Port of Entry. 


Albany Terminal & Security Warehouse Co. 


James G. Perkins, Custom Broker, Mgr. 
Serving New York 


oe Peanaloana rom the Hub 


Elmira is the natural distributing center for these two densely 
populated States which have correspondingly great buying-power 
Served by Erie—Lackawanna—Pennsylvania—Lehigh Valley 

Pool-car distribution, and merchandise for storage. 


A. C. Rice Storage Corp’n, ELMIRA, N. Y. 


Railroad Ave. 








Petry Express & Storage Co. Inc. 
TRENTON,N. J. 
MERCHANDISE STORAGE WAREHOUSES 


POOL CARS CHECKED AND DISTRIBUTED 
HORSE DRAWN AND MOTOR EQUIPMENT 
Member American Warehousemen’s Association 









JACKSONVILLE, FLA. 
WIESENFELD WAREHOUSE COMPANY 


General merchandise storage and distribution. 
Prompt and intelligent service. 
References: Any jobber, banker or transportation man in the city. 


DEEP WATER AND RAIL CONNECTIONS 















FOR SERVICE 


THE TOLEDO MERCHANTS 


DELIVERY & STORAGE CO. 
TOLEDO, OHIO 


Newly Completed, Fireproof, Low Insurance. General Merchandise Storage 
Private Track Nickel Plate R. R. Pool Car Distribution 
Write Us Your Requirements 









OF ee LOT NETS) 


JOS. STOCKTON TRANSFER CO. 


1020 South Canal St., near Taylor St. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


Charles 


Accommodating Over 
One Thousand Guests 


NEW ORLEANS 
Every Railroad Entering New Orleans Has Its City Office in the Hotel 
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OCEAN SHIPPING CONTINUES QUIET 


The Trafic World New York Bureau 

The full cargo steamer market continued to mark time in 
the last week, with no pronounced trend in either direction, but 
with general optimism for a resumption of the advance in the 
near future. An element of uncertainty that contributed to 
the dullness has been removed with the passing of the elections 
in the United States and Great Britain. Conservative victories 
in both nations tended to confirm confidence in the industrial 
outlook, a factor with considerable effect on export and import 
trade and consequently on the shipping situation. 

The number of vessels fixed in the grain trade was at 
about the same level as in the preceding week, with few varia- 
tions in rates. A feature of the market was the absence of 
offerings by speculators who were ready to take profits on 
the space which they had taken some time before. With this 
pressure removed, the tendency in rates was to stiffen. 

With less than a month of open weather remaining for 
Montreal, future business from that port diminished and ship- 
pers began to turn to Atlantic ports. The prevailing level of 


rates, with some variations from day to day, was as follows 
in the grain trade: 


United Kingdom Hamburg-Bremen 


a ae ee - eae 15% @16c 

eo oe eee re 174ec 

0 ee eee ee | MD. .cccwhoneuecmenad 154ec 
Antwerp-Rotterdam Mediterranean 

eee 14%c@lic Monteral ...........ceee 20c 

aa ee 64ec BEE  MewWN.o0+e0<eanunateee 21c 

ee 144%c ED cnc acon Wasndeceewet 18¢ 


Temporary weakness in grain was offset to a large extent 
by the well sustained demand in other trade, such as the West 
Indies time charter market in anticipation of the seasonal 
sugar movement, and the cotton and oil cake shipments from 
Gulf ports. Several coal vessels were reported from Hampton 
Roads to Italy, at $3.25 to $3.40 a ton for November loading, 
and another ship at $3.30 a ton to Rio. 


Considerable discussion was aroused among lumber ship- 
pers by the action of the Shipping Board in reducing the pitch- 
pine rate from the Gulf to the River Plate from $14 to $12 
a thousand feet. It is understood that this was a reprisal on 
the part of the board against the independent charterers who 
cut under the $14 conference rate by quoting $13.75. The re- 
sult is that several independents are tied up with boats at that 
figure in a $12 market. 


The United States Intercoastal Conference appointed a com- 
mittee of three to consider the most practicable means of pub- 
lishing tariff rates for distribution among shippers and brokers. 
The question will be discussed at the next conference meeting 
on November 13. Several rate changes were announced by 
the conference secretary. Common window glass was reduced 
from 50 to 40 cents a 100 pounds in carload lots when shipped 
at the owners’ risk and from 60 to 50 cents at ship’s risk. 
The minimum carload weight was increased from 24,000 to 
40,000 pounds. Office furniture, etc., was reduced from $1.50 
to $1 a 100 pounds in carload lots and from $1.85 to $1.25 less- 
carload, effective until January 31, 1925. The minimum weight 
was increased from 12,000 to 24,000 pounds. 


Homeward cargoes from West Africa are reported to be 
improving. Rates to Europe in this trade have stiffened lately, 
but the change has not yet been communicated to the American 
services. In view of the opening of the cocoa season, which 
extends from November to April, it is expected that business 
in this trade will be active for the next few months. 


E. J. McCormack, of Moore & McCormack, operators of 
the American Scantic Line for the Shipping Board, said that 
since the consolidation of the Baltic and Scandinavian services 
sailings have been more frequent and uniform, with an increase 


in business, due to elimination of competition among the Ship- 
ping Board lines. 


An indication of the trend of ocean transportation was 
given in the improvement in the general level of British ship- 
ping rate index in September, which stood at 28.27, an advance 
of 1.54 over August, and of 6.96 over September, 1923. The 
index for time charter rates was 21.67, or 3.59 per cent higher 
than a year ago. 

P. A. S. Franklin, president of the International Mercantile 
Marine Company, who sailed for Europe this week, said he saw 
little more than a slight improvement in shipping conditions 
for the next year. He predicted an increase in passenger busi- 
ness. He also confirmed the recent report that the company 


intends to build two new ships for the Panama Pacific Line 
in the intercoastal trade. 


Commodity freight rates adopted by the new North Atlantic- 
West Coast of Italy Conference include the following: Genoa, 
Leghorn and Naples, pig lead, $5.50 to $6 a ton; hog hair, $22.50 
to $25; woodpulp and foundry facings, in barrels, $9 to $10; 
balsam wood and roofing cement in barrels, $10 to $11; canned 


milk, $10 to $11.25, on freight and passenger steamers, respec- 
tively. 
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The Pacific Coast Committee of the U. S. Intercoastal Con. 
ference has adopted the following eastbound rates: 


On matting, including straw fibre mats, the “import rate” was 
raised from $1 per 100 pounds to $1.30. A new item was added to the 
list, viz.: Ammonium perchlorate, in boxes, released to a value of 
$100 per 2,000 pounds, and the rate set at 60 cents and 40 cents. 
Asphalt in barrels or drums (carrier’s option on or under deck) 69 
cents and 40 cents; this rate was formerly 75 cents and 50 cents. 

In the case of edible nuts in the shell, nuts shelled and nut meais, 
edible, a paragraph was added providing that these commodities may 
be shipped in mixed carloads at the rate stipulated for each, sub- 
ject to a minimum carload weight of 24,000 pounds. When a portion 
of shipment in mixed carload aggregates less than the required mini- 
mum weight, there is to be added to the weight of the highest-rate 
article sufficient weight to make up the deficit. 

Another new item added to the list was petroleum tree spray 
emulsion, in iron drums, on which a rate of 90 cents and 60 cents 
was decided upon; also to the list of seeds was added sudan grass 
seed and a rate of 75 cents and 50 cents decided upon. 


PORT DIFFERENTIAL BRIEFS 


The Trafic World Washington Bureay 


In their brief on behalf of the Port of New York Authority 
in the Shipping Board’s port differential investigation, Julius 
pas Be and Clark and La Roe, counsel for the port, de- 
clared they felt that there was grave danger that the 
Shipping Board, in asserting its powers or its moral influence 
in the situation presented by the case, might disrupt the ocean 
rate conferences and bring chaos into the shipping situation. 
New legislation insuring effective co-ordination of rail ana water 
transportation and regulation of through rates, is the remedy 
they said. 
~~ "Tt behooves the board to deal with the situation with both 
caution and discretion to the end that further confusion and 
chaos may be avoided,” counsel said. 


After reviewing the port differential situation as developed 
in the hearings in the case, counsel said: 


It_is by no means clear that the United States Shipping 
Board has power to correct the situation complained of by the 
southern interésts: The record clearly shows that the-steamship 
lifies serving the south Atlantic and Gulf ports are, generally 
Speaking, different from the lines serving the north Atlantic 
ports. The Shipping Board is given authority to remove discrim- 
inations #m—ocean rates, but_as a matter of law discrimination 
can not be predicated upon differences in rates charged by. dif- 
ferent Carrters. ~“The~ erstate Commerce Commission has fre- 
quently had occasion to adjudicate questions of this kind relating 
to rail rates and has laid down the principle, which is unques- 
tionably sound, that one railroad can not be held responsible in 
law for the independent acts of another railroad. There is no 
escape from the conclusion that the same principle of law applies 


to steamship companies. 


Counsel declared it was unmistakably clear from the record 
that if an order was entered requiring an equalization of the 
ocean rates a most undesirable situation. would. develop. They 
said it was not unreasonable to believe that such an order en- 
tered by the board would cause more confusion and ¢haos and 
result in a general situation far tess satisfactory than the situ- 
ation complained of on the record. The northern lines, they 
said, would almost certainly cqntest such an order in the courts, 


and that it was by no means certain that they would not 
prevail. 


“If there is any fact definitely established upon this rec- 
ord, it is that the control of ocean rates through the medium 
of conferences makes for stability and therefore operates to the 


advantage of the shipper as well as the ship owner,” counsel 
said. 


They added, however, that an outstanding feature of the 
present situation was that the shippers and ports were not ade- 
quately protected; that while the rate conferences had served 
in a measure to protect the interests of the steamship lines in 
that rate wars had been prevented and that an element of 
stability had been obtained, it was quite clear that shippers and 
ports had no adequate access to the conferences and that no 


machinery was provided for hearing their grievances. Contin- 
uing, they said: 


The Shipping Board is not without certain jurisdiction, but 
its powers are limited and defined and in our opinion the juris- 
diction is entirely inadequate to protect the best interests of the 
shippers, the ports, and the nation as a whole. It would be 
possible for the board to control ocean rates through its com- 
petitive power, but if this power were used as a sword it would 
not only throw the entire situation into chaos but it would in- 
volve further substantial losses in the operation of the govern- 
ment fleet, already amounting to $30,000,000 per annum, 

It must be regarded as essentially unsound for a government 
fleet to compete with private vessels and to operate at a tre- 
mendous loss. If the ee ge Board should establish parity 
rates, paying the losses out of the public persed the result 
would be to force many private lines out of service thus de- 
feating one of the main purposes of regulation. 

The present situation is intolerable from the viewpoint of 
the shipowner, the shipper and the ports. The shipowner is dis- 
satisfied because he finds many of the rates arbitrarily made 
and controlled in such a manner that he is powerless to change 
them without the unanimous consent of his competitors, a highly 
undesirable situation from the competitive viewpoint. The sit- 
uation is unsatisfactory from the viewpoint of the shipper be- 
cause he finds that he is forced, by reason of arbitrary differ- 
entials, to use a few selected channels and he is prevented from 
using other channels which would be available if the rates were 
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KENT STORAGE COMPAN 


GRAND RAPIDS ~ LANSING ~ BATTLE CREEK 


MERCHANDISE AND COLD STORAGE—POOL CARS—DISTRIBUTION 
EIGHT WAREHOUSES—300,000 SQUARE FEET | 
Located in Michigan’s Jobbing Centers. Main Offices: GRAND RAPIDS, MICH. 


DETROIT, MICH. WE SELL SERVICE 


American Elevator and Storage Co. 


Centrally located for Storage and Distri- 
bution of General Merchandise. Private 
siding. Direct connection with all rail- 
road lines serving Detroit. Low insur- 
ance rates. Correspondence solicited. 




















ALONG WITH OUR STORAGE SPACE 


Our Warehouse Receipts are accepted as collateral by any Bank 
t our rates on offices 


CONSIDER THE LOCATION 


316 Commercial Street 


Only two blocks from the Main Postoffice 


Los Angeles Warehouse Co., caiitesx" 


















5075 Grand River Avenue, Detroit, Mich. 





Foreign Freight | ‘fom 

Forwarders ,% the 
Established 1884 M ARKE y 

D.C. ANDREWS & CO., Inc. 


27-29 Water Street, New York, U.S.A. 






No matter where 
your plant may be 
you are in a position to 





92 State Street Mile Ar ae eb 
ee phe St.Louis Gateway 





Ao , te points in the great market of the 





















GRAND RAPIDS, MICH. WEST and SOUTHWEST 
Most Up-to-Date Warehouse Cee Sea ae 
aaa COLUMBIA 
in Michigan MERCHANDISE STORAGE 
___Abecla Sie Fit St See ae Rink. WAREHOUSE 


Track Capacity, 25 Cars. ; 
Latest and Best et aa for Handling. 


General Merchandise Storage 


Facilities. 
Guaranteed. 
nto by yo —— Issued. 
Car Distribu 








‘A mammoth unit hs cent entisinbied i m 


eS with the largest system 
freight handling facilities in America 





ree 


AI 


"from our Warehouse 
to your customers" 


Columbia Terminals Company 
ST. LOuts 














Furniture Manufacturers Warehouse Co. 
505-511 Fulton Street, West Grand Rapids, Mich. 
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re Henry Coburn Storage & Warehouse Co., Indianapolis 


THE HUB WAREHOUSE OF THE CENTRAL STATES 
16 Steam Railroad Divisions 13 Traction Line Divisions 


Merchandise Storage — Quick Shipments — Distribution Cars 


“Coburn Service for Efficiency’’ 


BS ae 
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fairly constructed. The situation is undesirable from the view- 
point of the ports, as is abundantly shown by the multitude of 
port differential cases extending over a period of years. The 
ports find that commerce is artificially diverted through a few 
favored gateways, favored with rail differentials, and that free- 


dom of competition on the basis of equality is practically im- 
possible. 


_From the viewpoint of the nation the situation is most un- 
satisfactory because no effective method has been provided for 
carrying into effect the declared policy of Congress to coordinate 
rail and water transportation. The Interstate Commerce Com- 
mission has jurisdiction over rail rates and the United States 
Shipping Board has jurisdiction over ocean rates, So far as 
the public can discern there is no effective co-operation between 
the two agencies, with the result that a broad solution of the 
problem along national lines appears impossible under existing 
law. It goes without saying that such a situation, intolerable 
from every point of view, can not long endure. The remedy lies 
in new legislation which will insure the effective coordination of 


rail and water transportation and adequate regulation of the 
through rates. 


Counsel declared that the situation was one which called 
for “a maximum of diplomacy and tact and ultimately for a 
substantial change in existing laws.’ They argued in support 
of their contention that equalization of rail and ocean rates 
through the several ports was required in the public interest. 
They said: F 


The commerce with which we are dealing in this proceeding 
is through commerce. The ports are merely the gateways 
through which it flows. The shipper is interested in both the 
rail rates and the ocean rates, and will route his freight, other 
things being equal, through the port having the lowest agegre- 
gate transportation cost. It is the through charge applicable 
to the through commerce that influences the shipper and de- 
termines whether or not a particular port shall be permitted 
to share in the nation’s foreign trade. Arguments should not 
be required to show that, it is in the national interest to have as 
many routes as possible available for the handling of the na- 
tion’s commerce. The artificial diversion of freight through 
particular ports by the maintenance of arbitrary differentials is 
un-American and unfair. 


In this proceeding, counsel declared, which they said rep- 
resented the first practical test of the board’s regulatory pow- 
ers, the insufficiency of the legislation and the consequent help- 
lessness of the board were painfully evident. 

“This record shows,” they asserted, “that in the develop- 
ment of our national regulation we have reached a fork in the 
road, one road leading to a more complete and scientific regu- 
lation and coordination of rail and ocean transportation, the 
other road leading to rate wars, cut-throat competition and 
chaos. 

“We are convinced that at this crucial stage of our legis- 
lative journey the board would commit a monumental error if 
it should undertake, either by its order or by exerting its moral 
influence, to give existing legislation the appearance of ade- 
quacy. The exercise of an ineffective power is a vain thing. It 
is clear from the present record that the Shipping Board can 
co-operate to best advantage by aiding in bringing about legis- 
lation that will permit the effective control of steamship lines 
engaged in foreign trade and by co-operating with the Inter- 
state Commerce Commission to the end that the through rates 
may be made fair through all the ports.” 

In their brief in behalf of the New England ports, Clark & 
La Roe said those ports had an interest in the situation quite 
as vital as that of the southern ports, and that, so far as the 
main principles were concerned, the New England and south- 
ern ports stood on common ground. They appealed for the es- 
tablishment of rates via New England ports which would be 
no higher than those via any other ports. 


LLOYD’S REPORTS SHIPPING GAINS 


The Trafic World New York Burecu 


Stating that the mercantile fleets of the world now aggre- 
gate about 15,000,000 tons more than in 1914, Lloyd’s Register of 
Shipping, in its report for 1923-24, points out several factors 
tending to diminish the effective influence of the surplus on 
the ocean carrying trade. 

The report points out that, in the last fiscal year, 454 vessels 
of 600,595 gross tons were lost and more than 500 vessels of 
1,250,000 tons were dismantled or broken up. The last figure 
was exactly twice the total removed in the preceding year.. This 
eliminated about 1,750,000 tons of vessels from service in the 
recent twelve months and the same process is still under way. 

Lloyd’s also remarks that “it is well recognized that there 
is a large proportion of the laid-up tonnage which is unlikely 
ever to be able successfully to seek for employment. It has also 
to be borne in mind that any serious revival in overseas traffic 
will probably lead to the further elimination of uneconomical 
tonnage, some of which is still in service.” 

The report declares further that “shipowners are fully alive 
to the necessity—in gradual return to more normal conditions— 
slow though it has been up to the present time—of providing 
themselves with up-to-date fleets, and they are aware that ship- 
builders, in the circumstances now existing, are prepared to 
make extraordinary efforts to meet them, so that some of the 
vacant berths in the shipbuilding yards may be occupied.” 

While the report deals principally with the activities of 
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Lloyd’s, which naturally reflected conditions prevailing in the 
industry, there are several interesting comments on the present 
trend in ocean transportation. The growing importance of 
motorships in the carrying trade is indicated in the following 
table of vessels registered in the last ten years: 


No. Gross Tons 


© A. re 297 234,287 
July, 1919 .....ceceoee 912 752,606 
July, 1920 ...cccesces 1178 955,810 
PUI, BERL cccccccccees 1473 1,248,000 
GUI, EGGS socccocsecee 1620 1,542,160 
DUIS, BIAS ncnccctesess 1795 1,666,385 
July, 1924 ....cccccese 1950 1,975,798 


These figures include only vessels of more than 100 gross 
tons. 

The increase in vessels fitted to burn fuel oil is shown in the 
fact that such steamers advanced from 1,310,209 tons in 1914 
to 12,796,635 tons in 1921 and to 17,154,072 tons in 1924. In 
the case of most of these ships, aside from the U. S. Shipping 
Board fleet built during the war, it was a matter of converted 
from coal to oil burners. 

The total steam and motor tonnage of the world at present 
is placed at 61,514,140 gross tons, divided as follows: 


Steam reciprocating ......... 50,742,758 
GNM TUTOHICW 26. ccccerccie 8,795,584 
DE | acta dacdiaa ds aanaceewwee 1,975,798 


Classified as to fuel, the total is divided into 42,384,270 tons 
using coal only, and 19,129,870 tons using oil or fitted to burn 
either coal or oil. 

The report states that the aggregate of shipping classed or 
intended to be classed with Lloyd’s Register amounts to 10,159 
vessels of nearly 30,000,000 gross tons, slightly less than half of 
the world total 


SHIP MEN EXPECT NEW POLICY 
The Trafic World New York Bureau 


Return to power of the present administration will be fol- 
lowed by improvement in shipping as well as other industries, 
and the outlook for constructive marine policies is better un- 
der Coolidge than if one of the other two parties had been suc- 
cessful, according to statements from leading steamship officials 
this week. 

There was general agreement on the view that, while no 
definite shipping policy has been outlined by the President, he 
will now proceed to a solution of the merchant marine problem 
along sound economic lines, with encouragement of private en- 
terprise rather than government ownership as a permanent in- 
stitution. 

“I am heartily pleased with the result of the elections,” said 
R. H. M. Robinson, president of the United American Lines, 
“as I believe it will be helpful to business generally in this 
country and internationally, which will reflect beneficially on 
shipping. It seemed to me to be a rebuke to socialistic theo- 
ries, one of which is government ownership of shipping, and | 
hope that the administration will confine this practice as rigidly 
as possible consistent with national requirements.” 

Frank C. Munson, president of the Munson Lines, said the 
outlook for shipping under Coolidge was much more favorable 
than if some other had come into power. 

“The President will now feel authorized to proceed with 
constructive measures for the merchant marine,” he said. “The 
excellent work initiated by Secretary Hoover for uniform marine 
standards and in other matters will be continued. I am confi- 
dent the results will be beneficial for American shipping.” 

Edgar F. Luckenbach, president of the Luckenbach Line, 
said he was highly pleased and expected an able handling of 
the marine problem from the administration. 

Winthrop L. Marvin, vice-president of the American Steam- 
ship Owners’ Association, made the following comment: 

American shipping men are naturally gratified by the result of 
the election in assuring the continuance in office of a president who 
is known to have a deep interest in a broad solution of the problem 
of the merchant marine—backed by a majority in senate and house 
so that his mature recommendations can be transformed into actual 
law. I suppose that no branch of American business has a deeper 
confidence in Calvin Coolidge than our own. We believe that he will 
give the country a sane and adequate constructive merchant shipping 


policy. Important committees already appointed by him will now 
presumably lose no time in getting to work. 


Charles H. Potter, president of the U. S. Ship Operators’ 
Association, expressed the opinion that the Coolidge victory 
conferred upon him the responsibility of seeking an answer to 
shipping questions. On this point he said: 


The election of President Coolidge together with the adoption of 
the Dawes plan and the result of the recent election in Great Britain, 
should tend to stabilize the overseas shipping industry. One of the out- 
standing questions to which President Coolidge is bound to give con- 
= is the Merchant Marine problem—the need of a Merchant 

arine 

(a) As an auxiliary to the navy which is of vital importance in 
view of the disarmament plan agreed upon between foreign nations 
and our own nation. 


) As to whether or not President Coolidge will suggest to the 
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OMAHA, U.S.A. 


wate 2 


ae me 


WAREHOUSES WITH SERVICE 


1,500,000 SQUARE FEET 
OF 
Modern Fireproof Warehouse Space in Los Angeles and at the Port 
o 


& lene hem jae! 


f Los Angeles 
Free and U. 8. Customs Bonded Storage 
Insurance Rate 18 Cents 


Storage — Forwarding — Distribution — Cartage - 


Space Leased for Private Warehouse, Office and Display 
Desk Space with Desk and Office Service Rented 
Cotton Pressed to High Density 
Special equipment for the proper handling of various commodities 
Steamer Space booked when requested 


We can serve you in some capacity and would suggest that you 
complete your file by requesting the rates for our specialized service. 


Bonded for $100,000.00 


UNION TERMINAL WAREHOUSE CORPORATION 
SHATTUCK & NIMMO WAREHOUSE COMPANY 


UNION TERMINAL WAREHOUSE COMPANY 
Los Angeles, California 













The perfect combination of our warehouses 
handling all lines of merchandise, automobiles 
and machinery. Capacity 330,000 square 
feet. For freight rates, storage and distribu- 
tion charges on any commodity write 


THE TERMINAL WAREHOUSE CO. 
OR 
MERCANTILE STORAGE WAREHOUSE CO. 


OMAHA, NEBRASKA 





Fireproof Warehouses on Track 


For the Storage of Merchandise 
Household Goods and Machinery 


We specialize in the DISTRIBUTION of local 
and pool car shipments 


Consign via any Railroad into Denver 


Free Switching to Warehouse 
A WAREHOUSE STOCK within the territory served, sa 
to six days in deliveries to SOUTHWESTERN TERRITORY 


MERCHANDISE STORAGE AND FORWARDING 
SPECIALIZING ON POOL CARS 


ADAMS TRANSFER & STORAGE (C0, 


928-36 WEST FOURTH STREET 


Storage capacity 350,000 square feet 
Insurance rate 15c 


Negotiable Warehouse Receipts Issued 
The Weicker Transfer & Storage Company 
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congress a plan for direct or indirect aids to merchant vessels where- 


by American flag vessels can successfully compete with foreign flag 
steamers. 


(c) As to whether a plan is to be solved whereby the present fleet 
of government owned steamers are to be employed on various trade 
toutes to the principal ports of the world and operated by ex- 
perienced steamship companies as at present, until such time as con- 
ditions will warrant private owners taking over the ships and routes. 

The voters at the polls repudiated La Follette and his theories of 

overnment Ownership. It therefore, behooves the party in power to 
évisé a definite, workable, constructive plan for the continuance 
of an’ Américan Merchant Marine. 


MUNSON OUTLINES MARINE PLANS 


The Trafic World New York Bureau 


Frank C. Munson, president of the Munson Steamship Lines, 
in an address before the New York Propeller Citib, expressed 
opposition to discriminatory legislation to aid shipping, and 
recommended four plans that, he said, would be effe¢tive. 
Summarized briefly, these were as follows: 


(1). Extension of the U. S. coastwise laws to include the Philip- 
pines. (2). Encouragement of American inventive genius in develop- 
ing more economical motive power, as in the case of the Shipping 
Board program for conversion of steamships to motor drive. (3). 
Maintenance of important overseas service by the Shipping Board 
until the operators have acquired sufficient experience and efficiency 
to compete on equal terms with their foreign rivals. (4). As a 
final step, payment by the government to private owners amounts 
equal to two-thirds of the present cost of strategic services for a 
period of ten years, thus leaving the operators t6 develop their 
liheS ufider their own initiative. 


fhe last stiggestion, in Mr. Munson’s opinion, would save 

the government at least $15,000,000 to $20,000,000 of the total 
annual expenditure of $35,000,000 and would accomplish the 
transfer of the Shipping Board services to private owners 
under most favorable conditions. 

Explaining this plan, Mr. Munson said that, while American 
sea wages were undoubtedly higher than abroad, he felt that 
these payments were justified and that American citizens should 
not be asked to take less. Despite this attitude, however, he 
expressed the conviction that the difference was a distinct 
handicap to American shipowners that showtld be offset by the 
government. As a means of meeting the problem, he suggested 
that the government shotild decide on the most important pas- 
enger and freight services to be maintained and should give 
them assistance to the extent of paying two-thirds of the pres- 
ent deficits under ten year contracts. With this as a basis, he 
was confident that the operators would be able to maintain 
and extend their lines. The Shipping Board could put the plan 
into effect in cooperation with the Post Office Department under 
the mail pay act of 1891, or, if necessary, Congress would prob- 
ably enact supplementary legislation. 

He declared that existing trade services were necessary 
with the possible exception of the lines from Atlantic and Gulf 
ports to continental Europe, which he believed were uneco- 
nomical and could not be made to pay. 

Mr. Munson directed attention to the fact that the President 
now has authority for extending the coastwise laws to the 
Philippines and said his should be done immediately. He esti- 
mated that 1,500,000 to 2,000,000 tons of American shipping 
would find employment on the new route. 

Commenting on the $25,000,000 conversion program, Mr. 
Munson called this “one of the most important marine devel- 
opments in the history of the country,” and said it would do no 
more than any other achievement in the last decade in estab- 
lishing the merchant marine. One of the results of the conver- 
sion activity, in his view, will be to give rein to American in- 
ventive genius and make possible a success as complete as in 
the case of automobile manufacture. 


He said he did not believe preferential duties and dis- 
criminatory railroad rates offered a suitable solution of the 
shipping problems and expressed the belief that they would 
antagonize foreign nations and lead to retaliation without aid- 
ing American vessels materially. 

Referring to recent criticisms of the Shipping Board and 
suggestions for transfer of its functions to a department of 
marine, he said that anybody that had cut the annual losses 
from $100,000,000 to $35,000,000 or less “deserved a tribute.” 

“The Shipping Board in eight years has done a great piece 
of work,” he remarked. “I am convinced that the average 
member of the board has done his duty conscientiously and each 
has accomplished much for the merchant marine.” 


USE OF MOTOR SHIPS GROWING 


The spectacular happenings of the war and post-war periods 
have obscured a silent revolution in shipping which has beer 
going on in the last fifteen, and especially the last five, years, 
says E. G. Gregg, chief of the Transportation Division of the 
Department of Commerce, in a statement, continuing as follows: 


The exporter has been so absorbed with the dramatic boom in 
1919, the sudden collapse in 1920, and the slow and painful recovery 
of trade in the last four years that he has given little thought to 
the details of shipping. He has been conscious only of the severity 
of competition abroad and the high expenses at home. He hag even 
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been inclined to say that high ocean freight rates are keeping him 
out of desirable markets, when as a matter of fact the decline in 
ocean rates has been greater than the decline in prices, 

Unseen, except by the careful observer, a force that should eause. 
world trade to increase has been at work. This force is the motor 
ship which by reducing the cost of carriage by sea, is stimulating- 
oversea trade. 

The motorship in general is today the most efficient ocean trans- 
portation unit. Although a new motorship costs approximately 25, 
per-cent more than a steamer of similar size, it can carry goods 
from 10 to 30 per cent cheaper. 

The first small sea-going motor ship was constructed in 1910, and 
the first large one in 1912. Since that time, in spite of the fact that 
four war years intervented in which construction was limited largely - 
to standard designs of steamers, motor ship tonnage has increased to, 

Of all the ships under construction in the world 
today more than one-third are to be equipped with Diesel engines,. 
This large amount of motor ship tonnage in active employment has; 
a distinct tendency toward keeping ocean rates down. : 

The most recent development in motor ship construction is in, 
the field of the large passenger ship. Heretofore only cargo boats and! 
small passenger-cargo ships have been equipped with Diesel engirxs;: 
but in the past year, two passenger ships, averaging around 20,(@0. 
gross tons each, have been ordered and are now nearly completed. 
Necessarily, engine designs have had to be changed to develop the: 
enormous power for driving a 20,000 ton ship at a speed of 17 knots. 
The doublé acting type (with an impulse on each side of the piston): 
has been succéssfully designed and constructed. While large power: 
installations for high speeds are not entirely faultless, it is reasonable 
to assume that the Diésel engine has made an entry into the most 
yews marine field, the express passenger service in the North: 

tlantic. 

European shipping men are, in general, proponents of the’ motor: 
ship. They claim that its adoption would be more pronouncsi. but 
for three reasons. In the first place, a motorship costs about 25 per 
cent more than a steamship of similar size. The depression in shiping: 
is profound, and with few companies making more than operating: 
expenses, only the courageous are willing to tie up a large amoant’ 
of capital in a new motor ship even if it is an efficient type. In the- 
second place, there is said to be a remote fear in Europe that the: 
supply of fuel oil in the world may be inadequate to meet the con- 
stantly increasing demand. Part of this fear may be due to the fact 
that ship owners .are more familiar with coal; part of it also may 
be due to the fact that the output of the world’s coal mines is more 
stable than the production of its oil wells. The third reason is one 
that might be called motor technical objections, and need not be 
discussed here. 

Considerable interest in motor ships has been shown by Amer- 
ican shipping companies, and a number of vessels of this type have 
been built for private American ship owners. All the leading ship- 
yards in this country have developed types of marine Diesel engines; 
or are building them under license from leading European companies: 
The last session of congress appropriated $25,000,000 to enable the: 
U. S. Shipping Board to convert about 50 of its better class steamers: 
to Diesel propulsion. 

These facts in themselves are perhaps not very interesting to: 
the exporter. He should, however, keep informd of developments: 
along this line, since he is to day benefiting from.the low rates that 
have resulted in part from the effective competition of moter ships: 
with steamers. In the near future the trade of the world will in- 
dubitably tend to increase more rapidly because the motor ship: 
is cheapening the cost of ocean transport as surely as the steamer 
did in the ’80’s of the past century. 


SHIPBUILDING IN GREAT BRITAIN 


There is very little to indicate that shipbuilding will 
improve to any marked extent in England until the expansion of 
international trade has created a demand for new ships and 
increased the freight rates, according consular advices to the 
Department of Commerce summarized as follows: 


..With so much surplus tonnage in the world laid up, and! 
building costs so high it is difficult to create a demand for new 
tonnage. At the present time even the most daring shipowner has: 
adopted a waiting policy which will hardly be changed until cargo’ 
becomes more plentiful and freights more remunerative. In spite 
of the fact that builders have offered every inducment to owners’ 
to build ships, it seems that for the moment the only hope for the 
shipyards is in obtaining orders for vessels of special type, such’ 
as tankers and special motor types. The month of August uncovered 
fewer contracts for new ships than any month in the year and the 
new orders have not been adequate to replace vessels which have 
been launched. 

One of the most important ship repair jobs, the repair of the 
steamer Baron Vernon, has gone to Holland recently. While the 
prices bid by the various concerns have not been made public, the 
competition was very keen and about 15 British firms submitted 
tenders and it was believed that the contract would go to a Clyde 
firm because the vessel has already been in a dry dock on the 
Clyde. The Baron Vernon sustained serious damage in collision 
and, in addition, during immersion, the sea water caused heavy 
damage. It is anticipated that the permanent repairs will occupy 
three or four months. 

A valuable shipbuilding order has been lost to Holland when 
the Shell Transport and Trading Company placed contracts for the 
construction of six oil tankers of 10,000 tons each with two Dutch 
shipbuilding yards, at prices showing a saving of about £25,000 
per steamer over the lowest British tender. The total purchase 
price is a little less than £1,300.000 and the saving would, therefore, 
be around 12% per cent. In discussing the contracts, Sir George B. 
Hunter, chairman of Swan, Hunter and Wigham Richardson, Ltd., 
said that he could not account for this large disparity. All the 
steel for both the hulls and engines is to be produced in British 
factories and while it has been rumored that English steel makers 
sell material cheaper to foreigners than to British shipbuilders, Sir 
George Hunter said that he did not know that it was the case 
in the Shell contracts. He also said that while the labor costs 
were less in Holland he did not think that this consideration would 
account for the difference in the tenders, and that while shipbuilding 
plants were subsidized by the Dutch government and municipalities 
he did not know that it would amount to so much as 12% per cent. 


FOREIGN COMMERCE HANDBOOK 


Sources of information of value to exporters and importers 
in the solution of many of the problems involved in foreign 
trade are indicated in the Foreign Commerce Handbook for 
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Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Seattle and Tacoma 


FROM 


Philadelphia, New York, 
Baltimore and Norfolk 


SAILINGS EVERY 15 DAYS 
Thru bills of lading issued to all other Pacific 
Coast Ports, Hawaii and the Far East 
For rates, dates of sailing and other information apply to 
WILLIAMS STEAMSHIP CO., Inc. 
Moore and Water Streets, New con Telephone Bewling Green 7394 


Baltimore, Md. Philadelphia, Pa. burgh, Pa. Chicago, Ill. 
39 South St. Drexel Bldg nen Idg. 333 S. Dearborn St. 
And at our Branch TO Rices at ports of call, etc. 


ILLINOIS NORTHERN 
RAILWAY 


Excels in the handling of INTERMEDIATE SWITCH- 
ING SERVICE AT CHICAGO, ILLINOIS, between the 
following Railroads: 

A. + & 8S. F. Ry. St. P. Ry. 
.RR. & St. L. Ry. 
. Ry. je 

.W. Ry. R 
Q. R. ." Penna. Railroad 

M. St. P. & S. Ste. M. "RY. (Soo Line) 
Both INBOUND AND OUTBOUND, less carload 
freight handled for ALL ROADS entering Chicago at the 
flat Chicago rate thru our McCormick Freight Station. 


INDUSTRIAL LOCATIONS 


Choice locations can be found on the line ef the ILLI- 
NOIS NORTHERN RAILWAY for manufacturing and 
other business. 

Chicago rates apply to and from all industries. 

Our trap car service allows for the handling of L. C. L. 
freight between our industries and McCormick Station 
free of charge, in lots of 6,000 pounds or more, thus 
avoiding cartage. 


INQUIRIES INVITED 


Address inquiries to T. J. Maloney, Vice-President, 
666 S. Michigan Ave., Chicago, Illinois. 
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PACIFIC MAIL 


(ESTABLISHED 1848) 
Fast Freight and Passenger Service 


Fortnightly Sailings via Panama Canal 


New “—— Syadio, Baltimore and Norfelk to Los Angeles 
ancisco, Portland, Seattle and Tacoma 


WESTBOUND SAILINGS 


NEW YORK 
SANTA ROSA November 11 
SANTA MALTA November 25 
*COLOMBIA 


December 5 
Through bills of lading issued for peg ay m at San Francisco to 
Hawaiian Islands, China, Japan and the Far East. 


EASTBOUND SAILINGS 
SAN FRANCISCO —_ LOS ANGELES 
*VENEZUELA November 20 November 22 
SANTA OLIVIA.... November 29 December 1 
~— weit December 13 December 15 


er calling at Manzanillo, San Jose de Guatemala, La 
Libertad, Co Corinto, Cs Canal Zone, Sonam (Eastbound ). 


Fares te Les Angeles er San Francisce, First Class, $250, $278 and $300 


PANAMA SERVICE 
Between San Francisce, Los Angeles, Mexico, Central America and Canal Zone 
S.S. CITY OF SAN FRANCISCO sails frem San Francisce, Nevember 8 
and sailings about every 22 days thereafter 


PACIFIC MAIL S. S. COMPANY 


1@ Hanover Square, New York op Cee St., San Francisco 
605 Central posing —_ Angele, Calif. 
e Bids og MN Norfol ee te & Stge.Co. 
Bidg. cers Bidg. 
oneoen Bidg. pe mane 
0 Bourse — Cincinnati 
Wiltningeon Dei, Marine Terminal 


TRANSMARINE LINES 


Regularly Maintained WEEKLY Service 


Gulf Service 


BEAUMONT, TEXAS 
SERVING 
THE SOUTH AND SOUTHWEST 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
SATURDAY 


Intercoastal Service 


TO 
LOS ANGELES HARBOR, OAKLAND 
AND SAN FRANCISCO 
Steamer sails from PORT NEWARK, N. J. (New York Harbor) 
TUESDAY 


Also sailings to other ports as inducement offers 


Claims 
DIRECT loading CAR to SHIP eliminates <{ Delays 


Lighterage 
Through Bills of Lading Issued 


TRANSMARINE LINES 


Port Newark Terminal 
Telephone Mulberry 4300 


General Agencies: 


Beaumont, Buffalo, Chicago, Cleveland, Dallas, Fort Worth, Les Angeles, Minneapolis 
Mobile, Pensacola, Pittsburgh, Port ert Newark, San Antenie, San Francisce 


Genera 
5 Nassau St., New’ York City 
Telephone Rector 0020 
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1924-1925 which has just been issued by the foreign commerce 
department of the Chamber of Commerce of the United States. 

The pamphlet is designed to contribute to a wider apprecia- 
tion of the facilities available to American business men in the 
conduct of overseas trade. Sources of information and service 
are listed under 90 separate headings, such as acceptances, 
advertising, bills of lading, chartering, incorporation abroad, 
harbor charges, samples. 


APPLICATION OF SECTION 28 


The Shipping Board has received a number of inquiries 
recently as to what it proposes to do about application of 
section 28 of the merchant marine act and requests that hear- 
ings be held by the board when it takes up the quetsion of 
applying the section. 

These inquirers, according to board officials, have been 
advised that the board was not considering immediate action 
in the matter and that notice would be given by the board 
as to what it proposed to do. It was said that the board prob- 


ably would hold hearings later on the question of applying the 
section. 


BOARD APPROVES TRADE NAME 


The Shipping Board has approved the name of “American 
Oriental Mail Line” for the services of the Admiral Oriental 
Line between Puget Sound and Oriental ports. 


O’CONNOR REPLIES TO CHARGES 


Charges made by Andrew Furuseth, president of the Inter- 
national Seamen’s Union, in a statement issued by the La 
Follette headquarters, to the effect that Chairman O’Connor, of 
the Shipping Board, was not supporting Americanization of 
crews of American vessels, were answered by the chairman 
through a letter written to him by David E. Grange, general 
secretary of the Marine Cooks’ and Stewards’ Union of the 
Atlantic & Gulf, a part of the seamen’s union. Mr. Grange said 
he had seen the statement attributed to Mr. Furuseth and that, 
in the first place, he did not believe Furuseth had issued the 
statement, and that a grave injustice had been done Chairman 
O’Connor. He said the chairman had left no stone unturned 
“in order to help the cause of the organized seamen of the 
country.” Mr. O’Connor also called attention to a statement 
made by Furuseth in the Seamen’s Journal in July praising 
Chairman O’Connor for issuance of orders by the Shipping 
Board providing for training of American boys as seamen. 


SALE OF VESSEL 


The Lake Farmingdale, a lake-type cargo vessel of 4,155 
deadweight tons, has been sold by the Fleet Corporation to 
the Cadwalleder-Gibson Lumber Company, Manila, P. I., for 
$60,000 cash. It is understood that the vessel will be used in 
the Philippine inter-island lumber trade. 








Digest of New Complaints 





No. 15600. Sub. No. 14. Smith & Duckworth et al. Crawfordsville, 
Ind., vs. C. I. & L. et al. 

Unreasonable rates in violation of section 4 on bituminous coal 
from the so-called Crescent group of mines to Carmel and Craw- 
fordsville, Ind. Asks reasonable rates and reparation. 

No. 15600. Sub. No. 15. Goodrich Brothers Hay & Grain Co. et al., 
Winchester, Ind., vs. C. & O. et al. 

Same complaint and prayer with respect to rates on coal to 
Anderson, Durbin, Gadsden, Westfield and Rosston, Ind. 

Pa oe Sub. No. 16. G. A. Forsse, Falun, Kans. vs. Santa Fe 
et al. 

Rates in violation of sections 1, 2 and 6 of the act on coal 
from mines in Colorado and New Mexico to Falun, Kans. Asks 
cease and desist order, reasonable rates and reparation. 

No. 16335. Rates on fertilizers and fertilizers materials within the 
state of South Carolina. 


This is an investigation instituted by the Commission with re- Avo Teperetion. 


spect to rates in South Carolina. 
No. 16336. Rates on fertilizers and fertilizer materials within the 
state of Alabama. 

This is an investigation instituted by the Commission with 
respect to rates in Alabama. 

No. 16236. Sub. No. 1. Matthiessen & Hegeler Zinc Co. et al., La 
Salle, Ill. vs. Kansas City Southern et al. 

Rates in violation of sections 1 and 3 on zinc ore and con- 
centrates originating at points in the so-called Joplin, Mo., and 
Miami, Okla. district, and shipped to La Salle and Peru, Ill. 
Asks lawful rates and reparation. 

No. bm Fertilizers and fertilizer materials between southern 
Points. 

This is an investigation instituted by the Commission on its 
own motion to determine whether the rates are unreasonable, 
unduly prejudicial, or unduly preferential. 

No. 16352. The Sturges Co., et al., Meridian, Miss., vs. Alabama 
& Vicksburg et al. p 

Overcharges on shipments of grain, grain products, cotton- 
seed products, alfalfa meal, from various interstate points to 
Meridian, Miss., there manufactured into animal and poultry 
food and reshipped, because of refusal of defendants to refund 
to complainants switching charges of the Mobile & Ohio on 
competitive traffic destined to points on their respective lines 
as provided by their tariffs. Asks refund of overcharges. 
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No. 16353, Sub No. 1. Colbert Brothers Coal Corp., et al., 
Somerville, Mass., vs. Philadelphia & Reading et al. 

Same complaint and prayer. 

No. 16354. Harry B. Macia, Tombstone, Ariz., vs. Santa Fe et a] 

Unreasonable rates on coal and coke from points in Colorado 
and New Mexico to Tombstone, Ariz. Asks reasonable rates 
and reparation. 

No. 16355. The Hartford Times of Hartford, Conn., et al. ys 
Maine Central et al. ce ie ' 

Unreasonable, prejudicial and discriminatory rates and charges 
on newsprint paper from points in Maine and Vermont to Hart- 
ford, Conn., Providence, R. I., New York City and other points 
in Connecticut and Massachusetts. Asks lawful rates ang 
charges and reparation. 

No. 16356. Krupp Foundry Co., Lansdale, Pa., vs. Southern et al. 

Unreasonable, discriminatory and prejudicial rates on cast 
iron pipe and fittings from Lansdale and Quakertown, Pa., to 
points in Maryland, Delaware, Virginia, the Carolinas, Tennessee, 
Kentucky, Georgia and Alabama, as compared with rates from 
Birmingham and other Alabama points and Chattanooga and 
other Tennessee points to the same points of destination, 
Asks lawful rules, rates and regulations and reparation. 

No. 16357. Standard Pipe Line Co., Inc., vs. Texas & Pacific et al, 

Unreasonable and discriminatory charges on contractors’ putfits 
or camp outfits between points in Louisiana, Arkansas and 
Oklahoma. Asks reasonable rates and reparation. 

No. 16358. Federated Metals Corp. et al., New York City, vs, 
Pennsylvania et al. 

Alleges that rates and charges collected on brass and copper 
ingots from stations in and around Chicago, St. Louis and 
Pittsburgh to points in all of the states comprising official 
classification territory are discriminatory and prejudicial be- 
cause relatively lower rates are accorded to other shippers of 
same commodities from points in western classification terri- 
tory and in Illinois, Wisconsin, Tennessee, Maryland, New Jer- 
sey and New York, and because relatively lower rates are 
accorded to other more valuable commodities moving in official 
classification territory. Asks lawful rates and charges and 
reparation. 

No. 16359. The Pitger Co., Duluth, Minn., vs. Copper Range et al. 

Unreasonable, discriminatory rates on cereal beverages from 
Duluth, Minn., to Greenland, Mich., as compared with rates 
from Minneapolis, Minn. Asks reparation. 

No. 16360. Diamond Calk & Horse Shoe Co., Duluth, Minn.. vs, 
Northern Pacific et al. 

Unreasonable, discriminatory and prejudicial rates and charges 
on horse shoes and toe calks from Duluth, Minn., to Rochester, 
N. Y. Asks reparation. 

No. 16361. United Zinc Smelting Corporation, New York, N. Y., vs. 
Baltimore & Ohio et al. : 

Unjust, unreasonable, unjustly discriminatory, unduly preju- 
dicial rates on zinc ore from the Joplin-Miami district or tri-state 
field in Kansas, Oklahoma and Missouri to Moundsville, W. Va.; 
the allegations being against the rates to and from the Missis- 
sippi River crossings. Asks for reasonable rates and reparation. 

No. be ey _— Couch & Bedding Co., Fort Smith, Ark., vs. 

a » @¢ al 

Unreasonable, discriminatory and preferential charges on metal 
cushions or seat spring assemblies from Cincinnati, O., to Fort 
Smith, Ark. Asks reasonable rates and reparation. 

No. 16363. Haynesville Provision Co., Haynesville, La., vs. Lou- 
isiana & North West et al. 

Unreasonable rates, in violation of the fourth section, on canned 
fruits from New Orleans to Haynesville, La. Asks for rate no 
higher than 43 cents and reparation. 


No. 16363, Sub. No. 1. Haynesville Provision Co., Haynesville, La., 
vs. Louisiana & North West et al. 

Same complaint and prayer with respect to shipments of canned 
fruits and vegetables. 

No. 16364. The Joint Council of the International Apple Shippers’ 
Assoc. et al., Washington, D. C., vs. Erie et al. 

Unreasonable, discriminatory, preferential, prejudicial and ille- 
gal rates or charges on green pears from Voorhies, Ore., to New 
York City. Asks cease and desist order and reparation. 

No. 16365. E. C. Palmer & Co., Ltd., New Orleans, La., vs. Houston 
& Texas Central et al. ; 

Unreasonable, discriminatory rates on paper and paper articles 
from New Orleans to Dallas, Tex. Asks reasonable rates and 
reparation. 


No. 16366. Richardson Refining Co., El Dorado, Kans. vs. Santa Fe. 
Unreasonable, preferential, prejudicial and discriminatory rates 

and charges on crude oil from Ponca City, Okla., to El Dorado, 
Kans. Asks same transit privileges as accorded linseed oil, 


cottonseed oil and other raw products, reasonable rates and rep- 
aration. 


No. — 
et al. 
Unreasonable rate on lumber shipments from Gable, S. C. to 
Cincinnati, O. Asks reparation. 
No. 16368. Moore-Lawless Grain Co. et al., Kansas City, Mo. vs. 
Cc. B. & Q. et al. 
Unreasonable rates in violation of sections 4 and 6 on carload 
of wheat from Nebraska City, Nebr. to Kansas City, Mo., re- 
consigned to New Orleans for export. Asks reasonable rates and 


East 


Gulf Red Cypress Co., Savannah, Ga. vs. Alcolu R. R. 


©. 16369. Portland Traffic and ‘Transportation Association, et al., 
—— Ore. vs. Oregon-Washington R. R. & Navigation Co. 
et al. 

Rates in violation of sections 1 and 3 on_binder twine in car- 
loads from Portland, Ore., to points in Oregon via interstate 
routes, Washington, Idaho and Montana. Asks cease and desist 

_- order and reasonable special commodity rates. 
“No. 16370. Central Wisconsin Traffic Association et al., Wasau, 
Wis. vs. Chicago & North Western et al. 

Rates in violation of sections 1, 2 and 3 of_the act on lumber 
and forest products from points in upper Michigan to points 
in Wisconsin, and from points in upper Michigan and Wisconsin 
to points in Illinois. Asks lawful rates. 

No. 16371. Milk Producers Co-operative Marketing Co., Chicago, 
Ill. vs. B. & O. et al. : 

Rates and charges in violation of sections 1, 2 and 3 of the 
act on carload shipments of evaporated milk in tin cans in boxes 
from Pecatonica, Ill, to Trunk Line territory. Asks cease and 
desist order and reparation, 

No. —~ a Products Co. et al, Chicago, Ill. vs. A. C. 
& Y.e L 

Rates in violation of sections 1 and 3 on “condensed butter- 

milk—animal or poultry feed’? from points in Missouri, Illinois, 

Wisconsin, Indiana, Kentucky, Ohio and Michigan to points in 

Maine, New Hampshire, Vermont, Massachusetts, Rhode Island, 

Connecticut, New York, New Jersey, Pennsylvania, Delaware, 
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Minneapolis & St. Louis Railroad Company 


ww. H. BREMNER, Receiver 


THE PEORIA GATEWAY 


During periods of heavy traffic movements when other 
gateways were congested traffic moved without delay 
through the Peoria gateway. A delay of one day as a 


eerie 






NO.OAK, 











result of routing your freight through large congested 
terminals may result in the loss of a customer. 


FOR EFFICIENT AND DEPENDABLE FREIGHT 
SERVICE BETWEEN EAST AND WEST, ROUTE 


VIA PEORIA, ILL, CARE M&STL RR —— 


CHICAGO, ILL., 201 Marquette Bidg., J. R. Shannon, General Agent, 
CINCINNATI, OHIO, 909 Neave Bidg., J. B. Helwig, General Agent, 
CLEVELAND, OHIO, 508 Park Bidg., E. G. Gustafson, General Fg 


DES MOINES, 1A., 4th & Market Sts., G. C. Houk, General Agent. 
INDIANAPOLIS, IND., 526 Merchants Bank Bidg., C. F. Hayes, General Agent, 
KANSAS CITY, MO., 322 Railway Exchange Bldg., J. W. Hannum, General Agent, 
MINNEAPOLIS, MINN., Trans. Bldg., J. C. Glenn, General Agent, 

MINNESOTA TRANSFER, MINN., 739 Pillsbury Ave., T. J. Pewters, Commercial Agent. 
NEW YOR 25 is, General Eastern A: 


» RY. -» ©. arr gent. 
. Agent, Freight Dept. 













Ws, 


4 


Al Albert Lea 


( 


0 " 
SEA 3 52 Stuart Bidg., A. C. Herron, General > 
SPOKANE, WASH., 508 Sherwood Bidg., D. C. Spoor, General Agent, 


‘“‘SBETWEEN EAST AND WEST—PEORIA GATEWAY BEST” 
For your convenience the M. & St. L. R. R. maintains offices listed above 





View of the Hanford Street Terminal—1,000,000 Bushel Concrete Grdin Elevator 
We are prepared to store and ship your Bulk and Sacked 
Grain with speed and satisfaction 


EXPORT YOUR GRAIN VIA PORT OF SEATTLE TERMINALS 
Bell Street Terminal, Seattle, Wash. 


Write Traffic Dept. for Rates and Information 
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Maryland, Virginia and District of Columbia. Asks cease and 
desist order, lawful rates and reparation. 

16373. a Co. et al., Salt Lake City, Utah, vs. Santa 
Fe et al. 

Rates and charges in violation of sections 1, 3 and 4 of the act 
on fruit and vegetables from ga in California and Nevada 
to Salt Lake City and Ogden, Utah. Asks cease and desist order, 
reasonable rates and reparation. 

. 16374. Minnesota-Atlantic Transit Co., Minneapolis, Minn. vs. 
Cc. St. P. M. & O. et al. 

Alleges that defendants in delivering or receiving freight at 
dock of complainant in Duluth refuse to unload the freight from 
ears to floor of dock house, on freight destined for water trans- 


destined to points on their own lines and refuse to compensate 
this complainant for performing this handling service; that acts 
of defendants constitute violation of sections 1, 2 and 

act. 


and reparation. 
. 16375. Northeast Mississippi Traffic Bureau, 
Mobile & Ohio et al. 

2, 3 and 4 of the act/ on 


Rates in violation of sections 1, 
Miss. to Normal and Buntyn, Tenn. 







lumber from Tupelo 
reasonable rates and reparation. 
. 16376. California Growers’ and Shippers’ Protective Leagug et al., 
San Francisco, Calif. vs. American Railway Express. 

Unreasonable rates on fruits, berries, cantaloupes, m 


tions in other states in express-rate zones 1, 2 and 
Feb. 21, 1924. and June 20, 1924. Asks reparation. 

16377. Bush Brothers & Co., Louisville, Ky. vs. 
Transportation Co. et al. j 

Rates in violation of section 6 on hickory lumber from Dick 
Landing, Ky., to Thompson, Conn. Asks reparation. 
. 16378. Altitude Petroleum Co., Tulsa, Okla. vs. Wort Worth & 
Denver City et al. j 

Unreasonable rates on petroleum oil and products from Iowa 
Park and Electra, Tex.. to Kassel, La., for export. Asks for 
rate not in excess of 20.5 cents and reparation. 
. 16379. National Supply Co., Shelby, Mont. vs. Chicago & North 
Western et al. 

Unreasonable rates on oil well supplies from); West Chicago, 
Ill. to Shelby, Mont. Asks reparation. i 
- 16379. Sub. No. 1. Same vs. N. Y. C. et al. | 

Unreasonable rates on drilling machines from Wagan Works, 
Ohio. to Shelby, Mont. Asks reparation. 
. 16379. Sup. No. 2. Same vs. N. Y. C. et al. 

Unreasonable rates on oil well supplies from Wagon Works, 
Ohio, to Shelby, Mont. Asks reparation. 
. 16379. Sub. No. 3. Same vs. N. Y. C. et al. 


; between) 


umberland 


Ohio, to Shelby, Mont. Asks reparation. 
16380. 


No. 
vs. Georgia & Florida, et al. 

Rates in violation of sections 1 and 4 on blackisheet steel from 

Lynchburg, Va., to Nashville, Ga. Asks reasonable rates and 


reparation. 
16381. Traffic Bureau, Chamber of Commerce, Lynchburg, Va. 
vs. Pennsylvania et al. ' 

Rates in violation of sections 1 and 4 on lime from Gibsonville, 
Ohio, to Rivermont, Va. Asks reparation. 

16382. Pacfic Coast Shippers’ 
British Columbia Electric Ry. Co.., Ltd.. et a 


No. 















Adams-Bank Lumber Co. et al., Morton, Miss.\vi 
deen & Rockfish et al. 

Unreasonable rates on lumber from the lower and uppe 
sippi and upper and lower western Alabama and northern 
groups to eastern destination groups No. 2 to 46, inclusive, lying 
within the states of Pennsylvania, New York. New Jersey, Deg 
ware, Maryland, Virginia, West Virginia and District of C bip. 
Asks reasonable rates and reparation. 1 

. 16384. Tishomingo Land and Lumber Co., Tishomingo, ss.\ Vs 
Rock Island et al. 

Unreasonable rates on second-hand logging cars from Bigelow, 

Ark., to Tishomingo, Miss. Asks reasonable rates and regaratién. 
Pi 


éL. ay J, ge ador- Cowrwrr™ 


JOINT ISSUING TARIFF AGEN S 


Following is a list of tariff publishing agents, compil from the 

files of the Interstate Commerce Commission. It will be published 

from time to time and subscribers are requested to informius of any 

inaccuracies or omissions noticed by them. ‘The fact that name is 

shown in this list does not necessarily indicate that the agent bearing 

= that name is active, or even still living. but merely that \there has 
never been occasion to reissue the tariff. 











) The agents have been classified according to the typea of pub- 
+ Heations or the association they represent. The names of\some of 
» these agents could be placed in several of these groups. is has 
= been avoided and their names appear only under the group which 
<8 they are most frequently associated. 
“~ \CLASSIFICATIONS: 
“d oe Classification Committee, F. W. Smith, New York, 
. a sa a 
« Southern Classification Committee, E. H. Dulaney, Atlanta 
a. 
Western Classification Committee, R. C. Fyfe, Chicago, 
MAJOR FREIGHT ASSOCIATIONS: 
‘Atlanta Freight Tariff Bureau (S. E. Frt. Assn.), J. H. 
Glenn, Atlanta, Ga. " 
“Canadian Freight Association (Eastern), G C. Ransom, 
Montreal, Que. 
‘Canadian Freight Association (Western), F. W. Thompson, 
Winnipeg, Man. : 
-Central Freight Association Tariff Bureau, B. T. Jones, 
Chicago, T1l. 
/Sastern-Freight-Tariff Bureau (N; Bb. &-T. L.),-H. Wiison, 
—)-_Now. York,-N.-Y. 


+ Louisville Freight Tariff Bureau (S. EB. Miss. V. Assn.), 
F. L. Speiden, Louisville, Ky. 


portation and refuse to accept freight on floor of dock house} 


3 of the- 
Asks cease and desist order, just and reasonable regulations | 
in the handling of traffic over the dock of complainant in Duluth } 


Tupelo, Miss. vé. } 





Traffic Bureau, Chamber of Commerce, Lynchburg, Va. , 


Association, ee Seattle, vs.! 


Rates in violation of section 6 on lumber and forest\products} 
—_ points in Pacific northwest to Detroit. Asks ae fon, 
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‘New England Freight Association Tariff Bureau, Frank 
Van Ummerson, Boston, Mass. 

‘North Pacific Coast Freight Tariff Bureau, S. J. Henry, 
Seattle, Wash. 


« Pacific Freight Tariff Bureau, F. W. Gomph, San Francisco, 
Calif. 


/ 7 transcontine Freight Bureau, F. A. Leland, St, Louis, Mo. 


| 






vegetables from various points of origin in California tg destina- / oa 


i 


| 
Unreasonable rates on oil well supplies from Wagon Works, 


we -wemeran ss - 


Transcontinental Freight Bureau, R. H. Countiss, Chicago, I), 
-Trunk Line Tariff Bureau, H. Wilson, New York, N. Y. 
-Western Trunk Line Committee, E. B. Boyd, Chicago, I). 


MINOR FREIGHT ASSOCIATIONS: 


Y Atlantic Seaboard Freight Bureau (Coastwise Steamship 
Lines’ Tariff Bureau), Wm. J. Sedgman, New York, N. Y. 
~Colorado and New Mexico Freight Bureau, H. A. Johnson, 
Denver, Colo. 
~Colorado-Utah Freight Bureau, Fred Wild, Jr., Denver, Colo. 
—Illinois Freight Association, C. W. Galligan, Chicago, I). 
New Orleans Freight Tariff Bureau (Gulf ports), W. P. 
merson, New Orleans, La, _ “4 
chmond Freight Tariff Bureau (Associated Raiiways of 
-I_I_Cottrell, Richmond, Va. 
Texas-Louisiana Freight Tariff Bureau (Texas F. T. B), 
A. C. Fonda, Dallas, Tex. 


TTS eet Bureau. J. A. Reeves, Salt Lake City, -Utah. 
ix nia Lines (Virginia ports and cities), A. P. Gilbert,. 
Richmond, Va. 
LOCAL (SWITCHING AND TERMINAL TARIFFS): | 

— Stending Switching Committee, L. A. Lowrey, Chi- 
cago, Ill. 


” “Nashville Terminals, L. G. Waldrop, Nashville, Tenn. 
ew York Dock, T. C. Morrison, Brooklyn, N. Y. 


Ct @veronM..C.-Strawn,-Portland, -Ore——— — 
/ “Wood River District Lines, H. G. Powell, Pr 


‘RAILWAY A&#® FAST FREIGHT DISPATCH LINES (BILLING 
BOOK: INDEX; FS): 


SWIPCHING-AND-TERMINAL-FARF: 
Blue Ridge Despatch (C. & O. Ry.), R. H. Vaughan, Cin- 
cinnati, O. 


Continental Line, Central State Dispatch (B. & O. R. R), 
A. M. Schubert, Cincinnati, O. 
Empire Line (N. Y. C. R. R.), M. S. O’Connor, Cleveland, 0. 
Kanawha Dispatch (C. & O. Ry.), T. Lewis, Cincinnati, 0. 
Lackawanna Fast Freight Lines (L. S.-L. L.), (M. C.-L. L), 
M.-L. L.), Nat. Duke, New York, N. Y. 
Lehigh Valley Route (eastbound), (L.S.-L. V.), (M. C-L. V.), 
(P. M.-L. V.), T. Clem Beck. New York, N. Y. 

Louisiana Lines (8S. P. Ry.), Chas. S. Fay, New Orleans, La. 

Merchants Despatch (N. Y. C. R. R.), (N. Y. C. R. R. & 
W. S. R. R.), (Can. Sou.), M. S. O’ Connor, Cleveland, O. 

Ontario Central Despatch (M. C. R. R.), J. B. Stewart, New 
York, H. Y¥. 

Pennsylvania System (Index), R. H. Smith, Pittsburgh, Pa. 


Star Union Line (Basing & Billing Book), R. H. Smith, 
Pittsburgh, Pa. 


MISCELLANEOUS PUBLICATIONS: 

American Short Line Railroads (Reconsigning and Diver- 
sion Rules: also Weighing and Reweighing of Carload Freight 
Rules for Certain Short Line Railroads), B. H. Henshall, Wash- 
ington, D. C. 

Canadian Car Demurrage Rules. W. J. Collins. Montreal, Que. 

Central Electric Traffic Association, L. E. Earlywine, Indi- 
anapolis, Ind. 

_" Tariffs (Ohio and Pennsylvania), F. V. Davis, Colum- » 
us, O. 

Electric Package Agency, J. Jordan, Cleveland, O. 

Petes and Dangerous Articles, B. W. Dunn, New York. 
N. 


National Perishable Freight Committee, R. C. Dearborn. 


J 


; 
Yr 


~ 


(P. 


' Chicago. TI. 


Official Freight Tariff Directory, G. B. Guthrie, Wash- 
ington. D. C. . 
Open and Prepay Station List, F. A. Leland. St. Louis. Mo. 
} Pacific Car Demurrage Bureau, R. C. Mulholland, San Fran- 
cisco. Calif. : 


Railway Equipment Register, G. P. Conard, New York, N. Y. 

Rail-Water Lines: 
Tank Car Gauge Book, E. B. Boyd, Chicago, M11. \ 

astern and interior eastern points to southern points. - 
J. B. Sweeny, Baltimore. Md. . 
Mississippi Warrior Service. W. M. Hough. New Orleans, 1. 
Morgan Tine (S..P. Co.). C. W. Owen. Houston, Tex. _ 
~~ NéwovYork Harbor (inland marine and trans-Marifie corpo 
\rations), L. Agnew Myers. Washineton, D. C. 


TELEPHONE CONSOLIDATION 


The Bell Telephone Company of Pennsylvania and the Kit- 
tanning Telephone Company of Pennsylvania have filed an ap- 
plication with the Commission asking approval of the exchange 
of certain telephone properties. 
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MEMPHIS, TENN. 


WHERE THE SOUTH BEGINS 
Home of the South’s 


LARGEST MERCHANDISE WAREHOUSES 


Not a Dissatisfied Customer 


STORAGE - MERCHANDISE - HAY - GRAIN - AUTOMOBILES 
POOL CAR DISTRIBUTION 


Reasonable Rates - Lowest Insurance - Prompt Service 


Your warehousing and distribution 


Mr. M anuf, acturer:- problems made easy in our Warehouses 


MEMPHIS TERMINAL CORPORATION 


MEMBER A. W. A. 
General Offices :—15th Floor, Central Bank Building 
MEMPHIS, TENN. 


STORAGE DISTRIBUTION 


market Cold Storage ang Warehon 
Se Co. 


GEORGE 8S. LOVEJOY 
Manager General Storage Department 


quincy 


178 Atlantic Avenue 
Boston, Mass. 


SERVICE 
DEPENDABILITY 


SUMMER STREET STORES ALBANY TERMINAL STORES 





Direct connection with New York, New Haven i 
Se Oe en Direct aan bn Boston & Albany 
Capacity, 2,000,000 cubic feet. Capacity, 1,480,000 cubic feet. 


OUR FACILITIES ARE UNEXCELLED 


Wharfage and Dockage 
Free and Bonded Stores 


A Warehouse on every railroad entering Boston 
Total General Storage Capacity 9,706,000 cubic feet 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 

¢ right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 
Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





od 


Rating Applicable When Article Tendered to and Accepted by 
Carrier in a Form Other than Prescribed in Classification 

Michigan.—Question: We would appreciate your opinion on 
the following: 

We shipped three carloads of a commodity taking a fourth 
class rate in carloads, said commodity to be crated. 

Through a misunderstanding of the classification, these cars 
were tendered to the carriers uncrated, but skidded and braced, 
and were receipted for by them. The delivering carrier raised 
the rate three classes, namely, from a fourth to a first. 

A month after the cars were shipped the commodity rate 
was published which eliminated the crating clause. In view of 
the circumstances cited above and in consideration of the fol- 
lowing, please tell us whether, in your opinion, we should re- 
ceive reparation on these cars. Rule 5, section 2, of Consoli- 
dated Freight Classification No. 3, states: 


Articles when tendered for transportation which do not in all 
respects conform to the foregoing will be refused for shipment. 


Should not the initial carrier have refused these cars? 
Also is he under any liability by so accepting? 
Section 3, item (c), reads as follows: 


When a specific form of shipment provided in the separate de- 
scriptions for any article is other than a container and the article 
as loaded by shipper fails to fully comply with the specific regula- 
tions for such form of shipment, the rating on the article will be one 
class higher (greater) than that provided in the description. 


Item D of the same section states: 


Articles loose: Three classes higher than in barrels or boxes, 
whichever is higher. 


Our products were not shipped loose, but securely wrapped, 
skidded and braced in cars. We, therefore, are of the opinion 
that if any set-up was justified the set-up covered by section 
3, item C, rather than that of item D, should have applied. 

Answer: While rule 5 of the Consolidated Classification 
provides that when articles tendered to a carrier for transporta- 
tion do not conform to the specifications of the classification 
as to kind of container or form of shipment, they will be 
refused for shipment, the rule further provides a method for 
determining the rate to apply if such articles do come into the 
carrier’s possession. There is no penalty to be imposed upon 
the carrier when it accepts such freight. 

With respect to the rating applicable on a shipment of the 
nature of that referred to by you, it is our opinion that sub- 
division C of rule 5 is not applicable thereto, as this subdivi- 
sion covers articles for which the classification provides a spe- 
cific form of shipment other than a container, while the article 
in question was, as you state, under the classification rating 
required to be crated. Unless the basis provided in rule 5 
for articles loose is used there is no basis for a rating on the 
article shipped. However, an article wrapped and placed on 
skids, even though braced in the car, may, we believe, be said 
to be loose within the meaning of rule 5. See, in this connec- 
tion, subdivision (c) of section 6 of rule 5, which reads as 
follows: 

When provision is made for the acceptance of articles “loose,” 


the shipper is not relieved of responsibility for properly blocking or 
stowing such articles as are loaded by the shipper. 


Storage—Refused or Unclaimed Shipments 

New York.—Question: On February 14, 1923, we made an 
L. C. L. shipment from a point in Pennsylvania on the Penn- 
sylvania Line, to another point in Pennsylvania on the Lacka- 
wanna Railroad, which shipment should have been forwarded 
freight charge prepaid and which was refused by the consignee 
on its arrival at destination on account of freight charge not 
being prepaid. - 

The agent at destination notified the shipper of the refusal, 
at which time they requested the agent to furnish a freight 
bill, which he claims to have mailed. 

The shipper, at this time, is unable to locate any record of 
this file. It developed, however, that the check was not for- 
warded and, on account of the originating carrier not replying 
to tracer letter, claim was filed. 
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The shipment was then located and, on our instructions 
returned to the shipping point. The question has now come 
up as to who is responsible for the storage charge. Is the 
shipper responsible on account of not forwarding check to agent 
at destination and should not the carrier share some responsi- 
bility on account of not replying to any of the tracer letters? 

Answer: The agent at destination apparently complied with 
the provisions of rule 2 of the storage tariff regarding notice 
to the consignor of a refused shipment and any storage charges 
accruing from the failure of the shipper to furnish such informa. 
tion or documents as to enable the carrier to dispose of the 
shipment must be paid by the shipper. Whether or not the 
destination carrier forwarded the freight bill to the consignor 
is a question of fact to be determined, in case of dispute, by 
the proper tribunal. 

On the other hand, the consignor may not lawfully be as- 
sessed with storage for any time during which the shipment 
was held by reason of the neglect of the carrier to perform its 
duty with respect to furnishing the shipper with such informa: 
tion as to enable him to arrange for disposition of the ship. 
ment. See section D of rule 5, which provides that no storage 
charges shall be collected when the error of any railroad pre- 
vents proper delivery. 

Sligo Rule Cases 

Minnesota.—Question: Will you advise whether any actions 
have been started for the enforcement of any of the Commis- 
sion’s orders in the group of cases decided with the Sligo de- 
cision as a precedent? We have received word from the Di- 
rector-General that he will not comply with the order in such 
cases unless a court should hold the Commission’s decision valid. 

Answer: In the case of Empire Refining Co. vs. Director- 
General, now pending in the federal court, Eastern District of 
California, the complainant has asked for the enforcement of 
an order of the Interstate Commerce Commission awarding 
reparation, under the principle of the Sligo case. A final deci- 
sion in this case will no doubt settle the question of whether 
the Director-General must comply with the Commission’s order 
in cases of this nature. 

Delivery by Carriers—Effect of “Clear” Receipt by Consignee 

California—Question: We would appreciate your opinion 
regarding the example cited: Shipper consigns shipment of hay 
to a commission firm, delivered team track, where it is held 
for sale. The Commission company paid the freight, deducting 
same in remitting to shipper. Purchaser has cars switched to 
his spur, where he discovers on unloading that hay has been 
damaged by water, and on tracing shipment finds that train 
has been wrecked. Further investigation discloses that leaky 
condition of cars was doubtless due to wrecking of train. 

Has the purchaser recourse for damage against the carrier? 
If so, kindly cite cases bearing thereon. The carrier refuses 
to recognize purchaser’s claim, contending shipment was de- 
livered and accepted in good order. . 

Buyer has no recourse against commission company, inas- 
much as hay was purchased team track. 

Answer: In Mears vs. Railroad Company (Conn.), 52 Atl. 
$10, it was held that a “clear” receipt by a consignee is a mere 
piece of evidence, and does not preclude him from afterwards 
proving that the goods were in fact damaged when received 
from the carrier. 

This ruling is similar to that under which the carrier may 
show that, not withstanding the statement in a bill of lading 
that a certain amount of freight was received for transportation 
or that the freight was in good order at the time of its delivery 
to the carrier, the amount stated in the bill of lading was not 
in fact received or that the freight was not in good order when 
tendered to the carrier for transportation. 


Concealed Loss or Damage—Notice to Carrier 


New York.—Question: One of my clients presented a claim 
to the X Railroad Company, covering a concealed damage loss, 
and the claim was declined by the carrier, stating the facts as 
follows: : 


In this connection I desire to call your attention to agreement 
dated April 7, 1921, covering rules adopted by the Freight Claim Di- 
vision of the American Railway Association with the Freight Claims 
Committee of the National Industrial Traffic League and approved 
by the Interstate Commerce Commission reading in part as follows: 

“Damage to contents of packages discovered after delivery of 
shipment to consignee shall be reported to agent of carrier immediately 
upon discovery, or in any event within 15 days after receipt, with 
«a statement of facts or circumstances evidencing damage prior to 
delivery by the carrier, unless investigation develops that the damage 
occurred with carriers, then the 15 day claim shall not be invoked. 

“Failure of consignee to comply with the foregoing regulations 
shall be regarded as indicating complete delivery of freight by carrier 
in good order. 


The straight uniform bill of lading, which was the contract 
between the carrier and shipper, does not contain this 15-day 
clause, and I would ask what the legal status in a case of this 
kind would be and is the carrier justified in declining a claim 
properly presented within six months, based on the fact that 
discovery and the agent of the carrier had not been notified 
within the 15-day limit? 

Answer: The bill of lading, together with the provisions 
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against a single debtor. 
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delinquents. 
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of the tariff filed with the Interstate Commerce Commission, 
constitutes the contract of shipment between the carrier and 
shipper. The agreement to which you refer, as contained in 
Circular F.C. D. 39 of the American Railway Association, is not 
a part of this contract and, therefore, in our opinion, not en- 
forceable at law against a shipper. 

Furthermore, so far as we have been able to determine, 
the agreement has not received the approval of the Interstate 
Commerce Commission. In fact, it is difficult to see how such 
a provision could be enforced in view of the provisions of para- 
graph 11 of section 20 of the interstate commerce act, respect- 
ing notice or filing of claims, inasmuch as the terms of the 
agreement in effect relate to a notice of claim, although not so 
stated. ; 

Reconsignment—lInstructions to Reconsign Conditioned on Spec- 
ified Rate Being Applicable via Designated Route 

Minnesota.—Question: In the October 11 Issue of The Traf- 
fic World, on page 796, is an answer to a reconsignment question, 
there being cited as authority decisions of the Interstate Com- 
merce Commission in 34 I. C. C. 122 and 80 I. C. C. 81. I pre- 
sented both of these cases to the Interstate Commerce Com- 
mission. I am writing because I believe your answer and your 
reference to these cases may mislead, although your answer is 
justified as an interpretation of the cases in question unless 
you know facts which are known to me and probably to no 
one else. 

The determining point in the two cases and, in my judg- 
ment, the point which led the Commission to decide as it did 
was that the consignee at final destination accepted the ship- 
ment. I do not understand that the Commission holds in either 
case that the consignee would have been liable if it had de- 
clined to receive the shipment and insisted that its instructions 
be complied with. My basis for this position will be found in 
the report on their hearing of 34 I. C. C. 122, which you will 
find reported in 37 I. C. C. 707. 

On page 708, the last two sentences of the next to the last 
paragraph read: 

The complainant was in a position to demand that the shipment 
be returned to it at Del Rapids without expense; but instead of pur- 
suing that course, it acquiesced in the unauthorized movement and 


accepted delivery of the shipment at Sioux Falls. It necessarily 


follows that there should be no departure from the established rate 
for that service. 


In other words, if the consignee accepts the shipment at 
destination, he must pay the lawful tariff charges applicable 
to the movement, but if the carrier fails to comply with instruc- 
tions of the reconsignment order, the consignee can refuse the 
shipment and require the carrier to return it to the reconsign- 
ing point. 

I have always felt that the Commission incorrectly decided 
the Reeves case. The case was handled under the old pro- 
cedure, which did not permit the filing of exceptions and the 
argument thereof. In the Reeves case, as the opinion shows, 
the reconsignor relied upon a statement of fact made by the 
carrier which was not susceptible of check by reference to any 
published tariff. While this fact was brought out at the hearing, 
I believe the Commission failed to give it its full significance. 


Answer: In our opinion, the decisions of the Commission 
relating to this question may be divided into two classes; one 
where the shipper endeavors to place the burden upon the car- 
rier of determining whether, if the shipment is diverted, the 
through rate may be applied, of which class the opinion in 80 
I. C. C. 81, Northwestern Traffic & Service Bureau vs. C. & 
N. W., is an example; the other, where the shipper relies upon 
erroneous information furnished by the carrier or the movement 
is unauthorized by the shipper, of which 34 I. C. C. 122, Reeves 
Coal Co. vs. C. M. & St. P.; 37 I. C. C. 707, Reeves Coal Co. 
vs. C. M. & St. P.; 41 1. C. C 623, Chas. K. Parry vs. L. & N.; 
41 I. C. C. 625, Fullerton-Powell Lumber Co. vs. G. C. & S. F.; 
45 I. C. C. 209, Sunderland Bros. Co. vs. C. B. & Q., and 48 


I. C. C. 455, M. Galloway Co. vs. Green Bay & Western R. R. 
Co., are examples. 


The instance covered by the answer to which you refer falls 
within the first class. As to the first class, the Commission 
holds that, as every shipper is bound to take notice of the terms 
and conditions of the tariffs covering his shipments, the failure 
of a carrier to comply with the conditions attached to a diver- 
sion order as to the protection of the through rate does not 
constitute a violation of the act. 

With respect to the second class of cases, the Commission 
holds that whether the movement be considered one which was 
authorized by the shipper upon erroneous information furnished 
by the carrier or was one unauthorized by the terms of the 
reconsigning order, where delivery of the shipment is taken, 
there can be no departure from the established rate for that 
service. 

We base our division of the decisions of the Commission 
into two classes upon the assumption that the shipper in the 
case covered by the Commission’s report in Docket 368, North- 
western Traffic & Service Bureau vs. C. M. & St. P., 80 I. C. C. 
81, could have, prior to giving diversion instructions, determined 
whether or not the diversion could be made at the through 
rate, which was not true in the other cases referred to above. 
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If this be not the fact, then there is no distinction between 
any of the cases, and apparently the acceptance of the ship. 
ment at destination is the ground upon which the Commission 
bases its ruling that there can be no departure from the estab. 
lished rate for the service performed by the carrier, regardless 
of the terms of the diversion order. 

Freight Charges—Time Within Which Must Be Paid 

Ohio.—Question: We have had considerable correspondence 
relative to the time consignees are allowed for paying freight 
charges. For example, freight bills that are dated October 22, 
and not received at post office, according to postmark, until 
the 23d at 8 p. m., we notify the carriers that these freight 
bills were not received at post office until the 23d at 8 p. m. 
They claim bills mailed the 23d, regardless of time, are due in 
their office the 25th at 4 p. m. Our contention is that these 
bills are not due in their office until the 27th, inasmuch as the 
bills were received after 4 p. m. of date mailed, and time does 
not begin to run until the 24th at 4 p. m. 

Answer: Under the provisions of Ex Parte Docket No. 73, 
57 I. C. C. 591, where freight bills are presented prior to or at 
time of the delivery of freight, the 96-hour period runs from the 
first 4 p. m. following the delivery of the freight. Where the 
freight bill is presented subsequent to the time of the delivery of 
the freight, the 96-hour period runs from the first 4 p. m. follow- 
ing the presentation of the freight bill. Where the freight bills 
are presented by means of the United States mails, the time of 
mailing by the carrier is deemed to be the time of presentation 
of the bills. 

With respect to a shipment delivered on October 22, the 
freight bill for which, dated October 22, is not mailed until 
8 p. m. October 23, the 96 hours runs from 4 p. m. October 24, 
which is the first 4 p. m. following the presentation of the 
freight bill, which presentation is deemed to be made at the 
time of the mailing of the freight bill. 

If the delivery of the freight is subsequent to the presenta- 
tion of the freight bill, as determined by the time of the mailing 
thereof, the 96 hours does not run until the first 4 p. m. follow- 
ing delivery of the freight. 


Demurrage—Unclaimed Shipments—What Constitutes 

Michigan.—Question: Have the Interstate Commerce Com- 
mission ever handed down a decision or ruled in a case which 
was analogous to the following: 

A carload shipment reaches its destination and is construc- 
tively placed by the carriers. After an elapse of several days 
the car is formally refused by the consignee to the carriers, 
following which the carriers advise shippers of consignee’s re- 
fusal and for the detention of the car during the period of con- 
structive placement, car demurrage is assessed. Claim was filed 
against the carriers for refund of the portion of the demurrage, 
based on the grounds that they did not notify shipper within 
five days in compliance with Demurrage Tariff rule 4, section 
E, paragraph 2-A. To further support claim, the Interstate Com- 
merce Commission’s decision, Republic -Coal Company’s case, 85 
I. C. C. No. 331 was cited. Payment of claim has been declined, 
the carriers contending that they are not required under rule 
4, section E, paragraph 2-A, of Car Demurrage Tariff to notify 
shipper within five days where shipments have not been for- 
mally unclaimed or refused by the consignee and that the deci- 
sion of the Interstate Commerce Commission in Republic Coal 
Company’s case is not analogous. 


Answer: Under the provisions of rule 4, section E, of the 
Uniform Demurrage Rules, the consignor must be advised within 
24 hours, in the case of refused freight, and within five days 
in the case of unclaimed shipments. 

In the event of failure by the carrier to send notice, in 
accordance with the provisions of rule 4, section E, the con- 
signor may not, under rule 8, section D, be held liable for de- 
murrage charges between the date the notice should have been 
sent and the date it was actually sent. 

The constructive placement of a car, we understand, pre- 
supposes the immediate payment of the freight charges thereon, 
unless credit is extended and, therefore, no shipment, as to 
which credit has been extended, can be considered unclaimed, 
if it is under constructive placement, until the credit period has 
expired. At the end of the credit period the car would, how- 
ever, be under the ruling in the Republic Coal Company case, 
85 I. C. C. 331, an unclaimed shipment, inasmuch as the con- 
signee could not claim the car without payment of the charges 
thereon, requiring notice to be sent to the consignor, in accord- 
ance with the provisions of rule 8, section D, of the Demurrageée 
Rules. 

With respect to a car on which the charges have been paid, 
such a shipment is not an unclaimed shipment as long as it 
remains under constructive placement. 

Damages—Measure of 


Texas.—Question: Please advise the proper amount of 4 
claim under the following circumstances: 
ie: OE Al NE ois ssn avis vee en deiee secs esessenwurewess $ 9.00 
PWG SPCR TE CHRCIORI WEBS oe 6 onsiicciccdtncrcssecercocesoess 1.00 
ET rT $10.00 


The freight was paid. The article was damaged and the 
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OCATED advantageously on the Jersey 

I Shore, this terminal is the latest addition 

to the Lehigh Valley Railroad Company’s 

growing freight facilities in New York Harbor. 

It is the last word in a combination rail and 
water terminal. 


This new unit includes a pier 3,540 feet 
long, 400 feet wide, with 35 feet of water at 
low tide. 


The facilities include an open dock of 80 
cars capacity and a 30-ton electrically-operated 
Gantry Crane; an Ore Dock 1,540 feet long 
for the handling of iron ore and similar bulk 
freight equipped with two unloaders of 15-ton 
and 5-ton capacity, operated electrically, and 
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able to load 400 cars from boats every twenty- 
four hours; a double-decked storage warehouse 
and pier nearly 1,000 feet in length and 127 
feet in width, with a storage capacity of 600 
cars. 


The warehouse is constructed of steel, con- 
crete and wire glass, absolutely fireproof 
throughout. 


An attractive booklet describing this ter- 
minal in detail has been issued by the Lehigh 
Valley Railroad. Copies of this booklet and 


any further information will be gladly fur- 


nished by any Lehigh Valley representative, 
or by M. J. Ormond, General Eastern Freight 
Agent, 143 Liberty St., New York City. 


This terminal offers exceptional advantages for the 
storage-in-transit of both east and westbound freight, 


The low rate of insurance in the warehouse and the 
low storage rates assessed make storage-in-transit at 
this terminal a desirable arrangement. 
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salvage was handled by the consignee and sold for $6. The 
article was selling regularly at the time this one arrived for $12. 

Should we make claim for $4 or for $6? Would we be en- 
titled to interest from date of the freight bill? 

Answer: With respect to the measure of damages for a 
shipment of the nature of that referred to by you, see our an- 
swers to “Florida,” on page 1604 of the June 21, 1924, Traffic 
World, to “Illinois,” on page 1422 of the May 31, 1924, Traffic 
World, and to “Louisiana,” on page 374 of the February 9, 1924, 
Traffic World, under the above caption. 

As to interest, while there is some authority to the con- 
trary (Stevens-Scott Grain Co. vs. A. T. & S. F. R. Co., 149 
Pac. 744), many: cases have held that plaintiff recovering judg- 
ment for loss of or injury to the goods is entitled to interest 
from the date of the loss, that is, from the time when the goods 
should have been delivered (R. Co. vs. Stovall-Pace Co. (Ga.), 
118 S. E. 62; R. Company vs. Reed (Tex.), 203 S. W. 410; Gulf, 
etc. R. Co. vs. Graves (Tex.), 107 S. W. 488), or the date of the 
injury (R. Co. vs.- Seale (Tex.), 247 S. W. 883; Texas, etc., 
R. Co. vs. Erwin (Tex.), 180 S. W. 662); other cases hold that 
the allowance of interest is within the discretion of the jury 
(Harris vs. Delaware, etc., R. Co., 61 N. Y. 656), and still others 
that no interest is allowanble except by way of penalty for mis- 
conduct or fraud. Gulf, etc., R. Co. vs. Jackson (Tex.), 86 I. C. 
C. 47, Lakeman vs. Grinnell, 18 N. Y. Super. 625. 

Minimum Weights—Erroneous Marked Capacity of Car 

Ilinois—Question: Rule 32 of Consolidated Freight Clas- 
sification states that when ice is in bunkers of cars no charge 
will be made for its transportation except in the event con- 
signee removes same at destination, and then the carload rate 
applicable on the freight which it accompanies on the basis of 
the weight of the ice in bunkers at destination will apply. 

In naming freight rates on carload ice between various 
points in Washington and Oregon, item No. 1550 of Agent Hen- 
ry’s Class & Commodity Tariff No. 2-B, states that the minimum 
weight will be 60,000 pounds, except when marked capacity 
of car is less, minimum weight will be marked capacity of car. 

Recently we shipped a carload of ice subject to the above 
provisions and under refrigeration service. We did not take 
possession of the ice remaining in bunkers at destination and, 
therefore, the freight charges were based on the weight of ice 
in body of car. The Equipment Register states that the ca- 
pacity of this particular car, or 60,00 pounds, includes the 
capacity of bunkers This same figure is stenciled on the car, 
although no explanation is given as to whether it represents 
load or total capacity. 

Keeping in mind the fact that the freight charges are based 
only on the weight of the freight in body of car, what is your 
opinion as to the minimum weight on this movement? 

Answer: In our opinion freight charges should be assessed 
on basis of the actual loading capacity of the car in question. 
This, for the reason that a shipper should not be required to 
pay charges on any greater weight than can be loaded into a 
car furnished by the carrier. Otherwise a shipper must pay 
charge on an amount which, we will assume, he was prepared 
to load, but which he could not load because of the erroneous 
marking of the car. 

Apparently, in the instant case, the car is incorrectly 
marked, as the loading weight marked thereon should cor- 
respond with the actual weight which can be loaded into the 
car, exclusive of the bunkers, which may not be used by a 
shipper for loading purposes. ’See, in this connection, Durham 
Coal & Iron Co. vs. C. of Ga. R. R. Co., 34 I. C. C. 10. 

Removal of Refuse from Cars 

Michigan.—Question: Recently the question has arisen 
as to whether consignees unloading carload freight can be com- 
pelled to clean the cars of refuse they may wish to leave in 
cars, for example, rotten watermelons, broken tile or sewer 
crock, of no value. 

Also, can they be compelled to close hoppers on coal cars 
they have dropped to unload their coal? 

Are there any rulings or decisions on this either by courts 
or by the Commission? 

Answer: We can locate no opinion of the Commission nor 
decisions of the courts with respect to this question. 

Whether or not the consignee should remove refuse from 
a car would, however, it seems, be dependent upon whether the 
refuse is the result of damage to the goods by the carrier or 
that resulting from natural breakage, etc. If the former, the 
carrier should perform the cleaning service, while in the latter 
case the consignee should do so, as the refuse is part of the 
lading. See, in this connection, National Live Stock Exchange 
vs. A. & §&., 50 I. C. C. 578. 

So far as closing hoppers on coal cars is concerned, it is 
our opinion that this devolves upon the carrier, as it is a part 
of its duty to prepare the car for future use, the consignee hav- 
ing merely made use of a facility extended to him by the car- 
rier, and thereby not obligating him to put the car in condition 
for use by another shipper. 

Cars—Furnishing of by Carrier—Double-Deck Cars 

Ohio.—Question: On January 6, 1923, there was shipped 
from Montgomery, Ala., to Cincinnati, O., two single-deck ship- 
ments of hogs. The rates were published in Agent Glenn’s 
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Tariff I. C. C. A-296. This tariff carried a note published in 
item 54 that prohibited the carriers from accepting shipments 
of hogs for movement in double-deck cars. 

On arrival at Cincinnati, the destination shown in the bills 
of lading, the cars were ordered reconsigned to Washington 
C. H., O., and request was made that the cars be moved ag a 
double-deck from Cincinnati. The shipper did not take posses. 
sion of the shipment at Cincinnati nor were the inbound charges 
paid, but were allowed to follow the shipment as advances. 

Charges were assessed upon arrival of the shipment at 
Washington C. H., O., on basis of two single-deck shipments, 
using the single- deck rates: published in Glenn’s I. C. C. A-296 
from Montgomery to Cincinnati and the single-deck rates from 
Cincinnati to Washington C. H., O., as published in supplement 
9 to Jones’ Tariff I. C. C. 852. 

Consignee filed claim against carriers for the protection of 
the single-deck rates from Montgomery, Ala., to Nashville, Tenn., 
and the double-deck rate from Nashville to Cincinnati and the 
double-deck from Cincinnati to Washington C. H., applying 
Jones’ U. S. 1 in connection with the factors to Nashville and 
Cincinnati, stating that as there were no through rates in effect 
from Montgomery, Ala., to Washington C. H., O., they were 
entitled to the lowest available rates applicable via route of 
movement, which, as stated above, was single-deck from Mont- 
gomery to Nashville, double-deck from Nashville to Washington 
C. H., constructing on Cincinnati combination with the applica- 
tion of Jones’ U.S. 1. 

This claim was declined by the carriers, stating that the 
charges assessed were correct, giving as their reasons that, as 
the tariffs of the origin line prohibited the carriers from accept- 
ing shipments in double-deck cars, it was compulsory for the 
shipment to move as two single-deck shipments from point of 
origin to final destination, in view of which they failed to see 
where there was any foundation for the contention that the 
single-deck rates should be applied on part of the movement 
and the double-deck rates on the balance of the movement, any 
more than there would be were a shipper to forward a ship- 
ment of gasoline from a point in the south to a point in C.F. A. 
territory, the rates being lower on gasoline in tank cars in the 
south and higher on gasoline in barrels, the conditions being 
reversed in C. F. A. territory, viz., the lower rate would apply 
on gasoline in barrels and higher rating on gasoline in tank 
cars. I expect he would argue that the carriers would have to 
transfer the shipment of gasoline from tank cars into barrels 
in order to give the shipper the lowest rating. 

Answer: In Cleveland Provision Co. vs. A. A. R. R. Co, 
50 I. C. C. 293, the Commission held that where defendants had 
provisions in their tariffs for the uSe of double-deck cars their 
tariffs should provide that when a double-deck car is ordered 
and, for the convenience of the carriers, two single-deck cars 
are furnished, the charge for the two single-deck cars should 
be at the rate and minimum weight for the double-deck cars 
ordered, provided two days’ notice has been given by the ship- 
per of his desire to use cars of the size ordered. 

The above related to the transportation of hogs, cattle, 
sheep, lambs and goats from primary markets. 

In F. H. Coulter et al. vs. C. M. & St. P., 55 1. C. C. 165, a 
like ruling was made as to shipments from country stations, 
except that a period of six days is allowed the carriers in which 
to furnish the car ordered. 

With respect to the instant case, inasmuch as the reconsign- 
ing tariffs provide that one of the conditions precedent to the 
making of a reconsignment is that a shipment has not broken 
bulk, it does not appear that, had the shipment been trans- 
ferred to doubl-deck cars at Cincinnati, the movement beyond 
that point could have been considered as a reconsignment, but 
must be considered as a separate movement distinct from the 
movement into Cincinnati, even though the unloading and load- 
ing service which would have been performed in the transfer 
of the shipment at that point would have been performed by 
the carrier at its regular charge, as provided for in rule 15 of 
the Consolidated Classification. 

Whether in the instant case the shipper is entitled to the 
double-deck rate beyond Cincinnati is dependent upon whether 
the tariffs of the carriers provide a rule similar to that required 
by the Commission’s findings in the Cleveland Provision Co. 
case, 56 I. C. C. 293, and whether, if there is such a rule, the 
carrier is allowed or would have been allowed the stipulated 
time within which to furnish the double-deck car. It seems 
clear that the shipper is not entitled to the double-deck rate 
from Nashville to Cincinnati, inasmuch as no demand was made 


for double-deck equipment prior to the time the car reached 
Cincinnati. 


TRAFFIC SCHOOL PAPER 
The Chatter-Box is the name of a new monthly leaflet 
issued by the Students of the College of Advanced Traffic, Chi- 
cago. The paper is issued only for circulation in the student 
body and is written, managed, and edited by members of it. 
The November number contains, in addition to a column of 
personal matter, an article on co-operation by C. M. Starks, 
assistant director of the school, and a brief biographical sketch 

of G. A. Rautenberg, its founder and director. 
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PEORI 





The OPEN DOOR 
to FAST FREIGHT SERVICE 


Va’ 







ay Vy) \ 
| U \ } ‘Transfers of traffic at 
< € Peoria between the 16 
line-haul carriers are 
made within a few 
hours by the use of 
the facilities of the 
Peoria and Pekin 
Union, instead of the 
much longer period re- 
quired in some of the 
larger and congested 
terminals. 


Peoria is located half- 
way between Chicago 
and St. Louis, and, 
being a rate-breaking 
as well as a terminal 
point, it has a con- 
siderable advantage 


over other cities in the 

mid-west in the mat- 

ter of freight rates and 

| === --- 7 - : | transportation service. 
sus PEORIA & PEKIN UNION RY. CO. £2 
PEORIA,ILL. INQUIRIES SOLICITED 3 UNION STATION, PEORIA, ILL. fstenisnt 





A Discriminating Manufacturer Avoids Depreciation 


Proper warehousing will reduce loss. A perfected service offers 
assurance of careful handling in addition to prompt distribution. It is 
essential that your goods leave the storage house as fresh looking and 
as clean as they left the home plant. 


Certain details are paramount to the proper care of your goods. Are 
they unloaded under cover; are they piled too high, or on the proper 
floor to avoid moisture and temperature change? 


A good warehouse studies the peculiarities of your product and cares 
for them accordingly. If you have neglected to consider these factors 
you are the loser. | 


NO CONGESTION pet mappa a 
NO DELAY covering points more vita 


than just distribution. 


FEDERAL WAREHOUSE CO., PeorIA, ILL. 














Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last Issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 

November 10—Mason City, Ia.—Examiner Keeler: 
12801—Mason.City Brick & Tile Company et al. vs. Director General. 
November 10—Burlington, Ia.—Examiner Fleming: 
1. and S. No. 2253—(first and second supplemental orders)—Mini- 
mum weights on Canned Goods and Vinegar in W. T. L. territory. 
November 10—La Crosse, Kans.—Examiner Howell: 
* 16271—Bushton Mill & Elevator Company vs. Missouri Pacific R. R. 
15919—The Farmers Union Co-operative Business Association et al. 

vs. Missouri Pacific R. R. 

November 10—Phoenix, Ariz.—Examiner McChord: 
ry nee Hay Traffic Association vs. Arizona 
et al. 


November 10—Orlando, Fla.—Examiner Hillyer: / 
1. and S. No. 2244—Citrus fruits between points in Florida. 
be ey Commission of Florida vs. Aberdeen & Rockfish 
R. R. et al. 
November 10—Jamestown, N. Y.—Examiner Kephart: 
16178—Jamestown Chember of Commerce vs. P. R. R. et al. 
November 10—Chicago—Examiner McGrath: 
16095—Armour & Company et al. vs. C. M. & St. P. Ry. et al. 
November 10—Huntington, W. Va.—Examiner Fuller: 
15681—The Armstrong Manufacturing Company vs. 
Rockfish R. R. et al. 
November 10—Washington, D. C.—Examiner Wagener: 
16170 (and Sub. No. 1)—The Eastern Lime Manufacturers Traffic 
Bureau et al. vs. Akron & Barberton Belt R. R. et al. 
November 10—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 334—In re tentative valuation of the property of the 
East Tennessee and Western North Carolina Railroad Company. 
November 10—Burlington, Ia.—Examiner eee: 
! and S. No. 2253—Miuimum weights on Canned Goods and Vin- 
egar in Western Trunk Line Territory. 
November 10—Washington, D. C., Examiner Disque: 
15234—In the matter of divisions of freight rates in Western and 
Mountain-Pacific territories. (Conference with respect to the 
divisions on transcontinental traffic, as referred to in Commis- 
sion’s notice of October 24, 1924.) 
November 10—New York City, N. Y.—Examiner Gerry: 
11756—Bangor & Aroostook R. R. et al. vs. Aberdeen & Rockfish 


R. R. et al. 
14165—Erie Railroad et al. vs. Boston & Maine R. R. et al 
November 11—Washington, D. C.—Examiner Burnside: 
Finance No. 3652—Excess income of the Cambria & Indiana Railroad 
Company (adjourned hearing). 
November 11—Washington, D. C.—Examiner Young: 
Finance No. 3504—In re securities of Louisiana Railway & Naviga- 
tion Co. of Texas. 
November 11—Phoenix. Ariz.—Examiner McChord: 
ba ~~ noe County Farm Bureau et al. vs. Abilene & Southern 
y. et al. 
November 11—Chicago, Ill.—Examiner McGrath: 
16011 Sub. No. 1)—A. J. Burkland vs. Missouri Pacific R. R. 
et a 
November 12—Sioux City, Ia.—Examiner Keeler: 
1 ioux City Grain Exchange et al. vs. Ahnapee & Western 
Ry. et al. 
November 12—Boston, Mass.—Public Utilities Dept. of Mass.: 
Finance No. 4285—In re the application of the Boston & Maine R, R. 
and Nashua & Acton R. R. for permission to abandon the lines 
of the Nashua & Acton R. R. Co. 


November 12—Erie, Pa.—Examiner Kephart: 
16097—Erie Steam Shovel Company vs. B. & O. R. R. et al. 
November 12—Argument at Washington, D. C. 


1. and 8. No, 2101—Handling charges on cement, fertilizers and salt 
at South Atlantic rts and Gulf ports 


1. and §. No. 2141—Definition of the term “handling” at Virginia, 
South Atlantic and Gulf ports. 
November 12—Cincinnati, Ohio.—Examiner Fuller: 
16147—The Proctor and Gamble Company vs. Santa Fe Ry. et al. 
November 13—Cairo, Ill.—Examiner Cassidy: 
1. and S. No. 2257—Nitrate of soda and nitrate of lime, Gulf ports 
to Illinois points. 
November 12—Chicago, Ill._—Examiner McGrath: 
15973—Armour Fertilizer Works vs. Morgan’s Louisiana & Texas 
R. R. & S.S. Co. et al. 
November 13—Argument at Washington, D. C.: 
'—The Chicago Live Stock Exchange vs. Santa Fe et al. 


bs | Chicago Live Stock Exchange vs. Director General Santa 
ee 


12420—Carnegie Steel Co. vs. Director General, P. R. R. et al. 
November 13—Cleveland, Ohio—Examiner Kephart: 
15847—The Warren Refining & Chemical Company vs. C. N. 0. & 


T. PP. Ry. et al. 
16206—The Ohio Body & Blower Company vs. A. C. & Y. Ry. et al. 
November 13—Hutchinson, Kan.—Examiner Howell: 
16213—H. J. Duvall, as receiver of the Kansas & Oklahoma Railway 
Company, va. C. R. I. & P. Ry. 
November 13—Chicago, Ill_—Examiner McGrath: 
16211—Mapl-Flake Mills, Inc., vs. Santa Fe et al. 
November 13—St. Louis, Mo.—Examiner Fuller: 
15981—Toberman, Mackey & Company vs. Southern Ry. et al. 
16044—Bolz Cooperage Company vs. Director General. 
November 13—Seattle, Wash.—Examiner Witters: 
15604—Ryan Fruit Company vs. Director Gene 


ral. 
15148 (and Sub. No. 1.)—Pacific Coast Shippers’ Association, Inc., 
et al. vs. Director General. 


Aberdeen & 
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November 13—Washington, D. C.—Examiner Law: 

Finance No. 3701—Excess income of the Detroit Terminal R. R. Co, 

November 14—Washington, D. C.—Examiner Sullivan: 

* Finance No. 4375—Application of the Pittsburgh & West Virginia 
Ry. Co. for authority to assume obligation and liability in respect 
of a proposed issue of $3,000,000 of equipment trust certificates, 

November 14—Cleveland, Ohio—Examiner Kephart: 

= Natinal Petroleum Association et al. vs. C. & A. R. R, 
et al. 

November 14—Los Angeles, Calif.—Examiner McChord: 

Fourth Section Application No. 12608—Filed by Agent Countiss, In 
re rates on sulphur (not refined or manufactured) min. wt. 80,- 
000 ¥bs., from Ds in Louisiana_and Texas shown as taking 
groups “BH,” “F” or “H” rates to E. San Pedro, Oakland, Rich- 
—— San Diego, San Francisco, San Pedro and Wilmington, 

alif. 

November 14—Chicago, Ill.—Examiner McGrath: 

15737—-Fortune Products Company et al. vs. Santa Fe et al. 

November 14—St. Louis, Mo.—Examiner Fuller: 


16099 (and Sub. No. 1)—Milne Lumber Company vs. Illinois Centra} 
R. R. et al 


November 14—Cairo, Iil.—Bxaminer Cassidy: 
16194—Cairo Association of Commerce vs. Birmingham & North- 
western Ry. et al. 
November 15—Chicago, Ill._—Examiner McGrath: 
1 and §. No. 2258—Pig iron from Illinois to Iowa points. 
November 15—Argument at Washington, D. C.: 
13107—The National Live Stock Exchange vs. Santa Fe et al. 
1 e Haydite Company et al. vs. Santa Fe et al. 
November 15—Los Angeles, Calif.—Examiner McChord: 
16219—Alma B. Hubbard and W. M. Miller vs. O. S. L. R. R. et al. 
November 17-18—Argument at Washington, D. C.: 
a ws Colorado & New Mexico Coal Operators’ Association vs. 


D. » & . Ry. et al. 
14055—The Charles Boldt Glass Company vs. C. B. & Q. R. R. 
i. and &. No. 2114—Silica sand from points in Illinois and Io 
Cincinnati, O. 
November 17—Washington, D. C.—Examiner Pattison: 
* Val. Dkt. No. 159—In re tentative valuation of the property on the 
New York, Philadelphia & Norfolk Ry. Co. 
November 17—Washington, D. C.—Examiner Law: 
* Finance No. 3803—Excess income of the Lehigh & New England 
Railroad Company (continued hearing). 
November 17—Oklahoma City, Okla.—Commissioner Campbell and Ex- 
aminer Keeler: 
15995—The Corporation Commission of the State of Oklahoma et al. 
vs. Santa Fe et al. 
November 17—New York—Examiner Gerry: 
* 161 erville Iron Works vs. Southern Ry. et al. 
16174—Somerville Iron Works vs. Long Island R. R. et al. 
November 17—Charleston, S. C.—Examiner Hillyer: 
1. and 8. No. 2203—Minimum weight on cotton sweepings from and 
to southern points. 
November 17—Chicago, Ill—Examiner McGrath: 
11105—United Chemical & Organic Products Co. vs. Indiana Harbor 
Belt R. R., Director General, et al. 
November 17—Fostoria, Ohio—Examiner Kephart: 
"so - eee Wire and Manufacturing Company vs. B. & O. 
>. ee Oe 
November 17—Tulsa, Okla.—Examiner Howell: 
16101i—The Midland Refining Company et al. vs. Santa Fe et al. 
16189—The Oi] Field Supply Company et al. vs. Santa Fe et al. 
November 17—Little Rock, Ark.—Examiner Fuller: 
—— Brothers Furniture Company et al. vs. B. & O. R. R. 
et al. 
November 17—Washington, D. C.—Examiner Wagner: 
16123—-The Canyon Coa] & Coke Company et al. vs. B.-& O. R. R. 


et al, 
wa to 


et al. 


November 17—Memphis, Tenn.—Examiner Cassidy: 


15922 _ Sub. Nos. 1 and 2)—Russellville Compress Company vs. 
G. M. & N. R. et al. 


Portions fourth section application No. 699 filed by Agents 
Leland and Tucker, In re rates on compress castings and fittings 


from New Orleans, La., to Fort Smith, Ark., and from Houston, 
Miss., to Russellville, Ark. 


16162—Lake County Manufacturing Company, 
and E. Rice, Receivers, vs. Ill. Cent. R. R. et 


November 18—Richmond, Va.—State Corp. Com. of Virginia: 

* Finance No. 4109—In re application of Roanoke Railway Company 
for certificate of public convenience and necessity to abandon its 
line of road from Brunswick to Horners (Brunswick County, Vir- 
ginia), a distance of 8% miles. 

November 18—Chicago, Ill.—Examiner McGrath: 

-15548—The Cudahy Packing Company vs. Director General. 
15008—The Cudahy Packing Company vs. Director General. 

November 18—Tulsa, Okla.—Examiner Howell: 

16108—Consolidated Cut Stone Company et al. vs. Santa Fe et al. 
November 18—Hot Springs, Ark.—Examiner Fuller: 
15989—Mountain Valley Springs Company vs. C. R. I. & P. Ry. et al. 

November 19—San Francisco, Calif.—Examiner McChord: 

° a Willamette Paper Company vs. Union Pacific R. R. 
- 


and H. Gannaway 
al. 


November 19—Detroit, Mich.—Examiner Kephart: 

15595 (and Sub. No. 1.)—ChevroJlet Motor Company of St. Louis et al. 
vs. B. & O. R. R. et al. 

November 19—Tulsa, Okla.—Examiner Howell: 

be 5 i ae Petroleum Refiners Association et al. vs. St. L.-S. F. 
y. et al. 

November 19—Argument at Washington, D. C.: 
14150—Corporation Commission of Oklahoma vs. A. & S. Ry. et al. 
14970—Texas Cottonseed Crushers Assn. et al. vs. A. & S. Ry. et al. 
15039—Interstate Cotton Oi] Refining Co. et al. vs. Santa Fe et al. 
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Longer Life 


GMC design points to longer life and more profit 
per unit from GMC Trucks. There is definite 
assurance of a smaller capital outlay over a period 
of years when you standardize on GMC. 


For GMC Trucks are designed against wear. 


Wear is reduced in the engine by full pressure lubri- 
cation to every bearing surface. 


Wear is reduced at all GMC friction points by the 
installation of a bushing or bearing. These are 
designed for easy replacement when they eventually 
show wear. 


Wear is reduced in all GMC parts by designing 
them over-strength. 


And here is where GMC design is especially profit- 
able to the hauling industry. Here is how GMC 
design keeps you from buying new trucks when you 
would expect ordinarily to doit. Every GMC part 
is designed for easy replacement when wear finally 
occurs. Even cylinder walls may be removed and 
renewed in a few hours. Practically a new truck 
in a short time at moderate cost! 


GMC’s go longer to make your money go farther. 
Ask for a catalogue. 


GENERAL MOTORS TRUCK COMPANY 


Division of General Motors Corporation 
PONTIAC. MICHIGAN 


THE TRAFFIC WORLD 

























Trucks 





Clip and Mail 


GENERAL MOTORS TRUCK CO., 
Dept. 41, Pontiac, Mich. 


Send me the GMC catalogue 
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November 19—Florence, Ala.—Examiner Cassidy: 
16001—Fiorence Chamber of Commerce vs. N. C. & St. L. Ry. et al. 
16039—-Fiorence Chamber of Commerce vs. Southern Railway et al. 
November 20—San Francisco, Calif.—Examiner McChord: 

1. and S. No. 2249—Lumber from Pacific Coast, transcontinental 
eastbound. 

November 20—Argument at Washington, D. C.: 

13897—The St. Louis Chamber of Commerce vs. A. & V. Ry. et al. 

14843—Alton Mercantile Co. et al. vs. A. G. S. R. R. et al. 

ba gg _ 1)—Illinois Steel Bridge Company vs. C. B. & 

. R. R. et al. 

Finance No, 3472—In the matter of the application of the Coal River 
and Eastern Railway Co. for a certificate of public convenience 
and necessity authorizing it to construct a line of railroad. 

November 20—Portland, Ore.—Examiner Witters: 
12780—Western Pine Manufacturers’ Association et al. vs. Director 
General, Ann Arbor R. R. et al. 
16215—A. Joseph vs. O.-W. R. R. & Nav. Co. et al. 
November 20—Muscatine, Ia.—Examiner McGrath: 

16221—American Pearl Button Company vs. C. & N. W. Ry. et al. 
16223—-Peter Olson vs. M. St. P. & S. S. M. Ry. et al. 
November 20—Dallas, Texas—Examiner Fuller: 

ar aan Sub. No. 1.)—Lone Star Gas Company vs. Santa Fe 

e 
November 21—Washington, D. C.—Examiner Burnside: 
* Finance No. 3652—Excess income of the Cambria & Indiana R. R. 
November 21—Fort Wayne, Ind.—Examiner Kephart: 
1. and S. No. 2254—Wooden Hoops, Transcontinental-westbound. 


November 21—Washington, D. C.—Examiner Wagner: 
* 15771—Greenbrier & Eastern Railroad Co. vs. Sewell Valley Ry. et al. 
November 21—Argument at Washington, D. C.: 
—- hamber of Commerce of Casper, Wyo., vs. C. & N. W. Ry. 
et al. 
1. and S. No. 1983—Class rates between Montana, Nebraska, South 
Dakota and Wyoming points. 
15338—Gugenheim-Goldsmith Company et al. vs. G. H. & S. A. Ry. 


et al. 
15465—Empire Refineries, Inc., et al. vs. H. & T. C. R. R. et al. 
Finance No. 468—Guaranty settlement with the Fort Dodge, Des 
Moines and Southern Railroad. 
November 21—San Francisco, Calif.—Examiner McChord: 
1. and S. No. 2214—Routing eastbound transcontinental lumber to 
Missouri. 
November 21—Oklahoma City, Okla.—Examiner Howell: 
1613i—Healy & Company et al. vs. Santa Fe et al. 
15901— Altus Cotton Oil Mill et al. vs. Santa Fe et al. 
November 21—Birmingham, Ala.—Examiner Cassidy: 
16175—Corona Coal Company vs. Southern Railway. 
16205—Knight Iron & Metal Company vs. G. M. & N. Ry. et al. 
November 22—Argument at Washington, D. C.: 
14731—-Lillie Mill Company et al. vs. L. & N. R. R. 
15501i—Southland Cotton Oil Company et al. vs. A. & V. Ry. et al. 
15337—Memphis Freight Bureau et al. vs. A. C. L. R. R. et al. 
15583—Certain-teed Products Corporation vs. A. C. L. R. R. et al. 
November 22—Galesburg, I!l.—Examiner McGrath: 
16192—Abingdon Sanitary Manufacturing Company et al. vs. Santa 
Fe et al. 
November 22—Chicago, 
Keller: 
11567—Order of United Commercial Travellers of America vs. Pull- 
man Company. 
November 22—Fort Worth, Texas—Examiner Fuller: . 
a apan Cotton Trading Company of Texas vs. Director Gen- 
eral. 
November 22—Oklahoma City, Okla.—Examiner Howell: 
15975 and Sub. No. 1—Oklahoma Traffic Association et al. vs. C. R. I. 
& P. Ry. et al. 
November 24—Washington, D. C.—Examiner Wagner: 
13806—Meyer-Vasquez Produce Company vs. Director General. 
(Further hearing solely with respect to the payment and bearing 
of freight charges on shipments involved). 
November 24—Washington, D. C.—Examiner Turner: 
Finance No. Excess income of the Tionesta Valley Railway 
Company. 
November 24—Portland, Ore.—Examiner Witters: 
oe & Horse Raisers Association of Oregon et al. vs. Santa 
e et al. 

November 24—New Haven, Conn.—Examiner Oliver: 
12066—Construction and repair of railway equipment (with refer- 
ence to equipment of N. Y. N. H. & H. R. R. and C. N. E. Ry.). 

November 24—Argument at Washington, D. C.: 
15029—Des Moines Board of Trade et al. vs. Des Moines & Central 
Iowa R. R. et al. 
Finance No. 3197—In re application for construction of line by the 
Waco, Beaumont, T. & S. Railway. 
November 24—Montgomery, Ala.—Examiner Cassidy: 
13365—Roquemore Gravel Company vs. Atlanta & West Point Ry. 
et al. (further hearing). 
November 24—Danville, Ill—Examiner McGrath: 
pe aie lliff-Bruff Chemical Company et al. vs. C. & E. I. Ry. 
et al. 
November 24—San Francisco, Calif.—Examiner McChord: 
15815—Jones Brothers & Company, Inc., vs. Director-General. 
16060—Western Import Company vs. Director-General. 


November 24—Breckenridge, Texas—Examiner Fuller: 

16195—Chamber of Commerce, Breckenridge, Tex. et al. vs. Wichita 
Falls, Ranger & Ft. Worth R. R. et al. 

November 24—Argument at Washnigton, D. C.: 
14785—In the matter of charges for accommodation of passengers 

in sleeping and parlor cars. 

November 24—Oklahoma City, Okla.—Examiner Howell: 
16200—Oklahoma Traffic Association et al. vs. A. & V. Ry. et al. 
16214—Oklahoma Traffic Association et al. vs. A. & R. R. R. et ail. 

November 24—Montgomery, Ala.—Examiner Cassidy: 
15942—Roquemore Gravel Company vs. A. & W. P. R. R. et al. 


15945—Roquemore Gravel Company vs. A. & W. P. R. R. et al. 


November 25—Argument at Washington, D. C.: 
14836—Union Sulphur Company vs. T. & N. O. R. R. et al. 


14949 (and Sub. Nos. 1 to 4, Incl.)—Randall Brothers vs. ; 
o en ) anda ers vs. L. & N 


Ill.—Commissioner Campbell and Examiner 
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November 25—Washington, D. C.—Examiner Wagner: 
* 1. and S. No. 2260—Penalty charge on shipments in fibre boxes jp 
Official Classification Territory. = 

November 26—Indianapolis, Ind.—Examiner McGrath: 
16116—Indiana State Chamber of Commerce vs. Santa Fe et 4). 
November 26—Argument at Washington, D. C.: 
14991—General Motors Corporation vs. Director General, N. Y. ¢ 


h ome 
15632—B. Lissberger & Company vs. N. Y. N. H. & H. R. R. R 
November 26—Eureka, Calif—Examiner McChord: 
16070—V. Eriksen and F. H. Lundblade (copartners doing business 
under the name of Ferndale Iron Works Garage) et al. vs Ann 
Arbor R. R. et al. 


November 26—Waco, Texas—Examiner Fuller: 
— eee Hardware Company et al. vs. N. Y.N.H.& HR R 
2 i 


———— 26—Atlanta, Ga.—Examiner Cassidy: 


uthern Menhaden Corporation vs. Apalachicola Northern 
R. R. et al. 

November 28—Indianapolis, Ind—Examiner McGrath: 

* 1. and S. No. 2261—Cotton linters from Texas and Oklahoma 
to Indiana points. 

November 28—Washington, D. C.—Examiner Wagner: 

e anton Railroad Company vs. B. & O. R. R. 

November 28—Argument at Washington, D. C.: 

15109—Leroy C. Dunn et al. vs. Amer. Ry. Express et al. 

15495—Chapin-Sacks Corporation vs. P. R. R. 

15643—Duquesne Reduction Company vs. P. R. R. et al. 

Finance No. 3385—In the matter of the application of the Cam- 
bria & Indiana Railroad Company for a certificate of public con- 
venience and necessity authorizing it to construct an extension 
of its line of road. 

November 28—Salt Lake City, Utah—Examiner Witters: 

16079—Ryan Fruit Company, Inc., et al. vs. Director General, A. C. L, 
R. R. et al. 

November 28—Houston, Tex.—Examiner Fuller: 

16190—The Texas Company vs. Abilene & Southern Ry. et al. 

16041—The Texas Company vs. T. & P. Ry. et al. 

November 28—Savannah, Ga.—Examiner Cassidy: 

16016—Savannah Traffic Bureau, Inc., vs. S. & A. Ry. and Chas. 
Gay, Jr., and T. B. Felder, Receivers. 

16171—Savannah Traffic Bureau, Inc., et al. vs. A. C. L. R. R. et al. 

November 29—Argument at Washington, D. C.: 
hr a ead Owners National Association vs. Amer. Ry. Express 
‘Oo. e 4 

15627—Southern Agricultural Chemical Corporation vs. C. C. C. & 
St. L. Ry. et al. 

15835—National Reduction Corporation vs, Director General. 

November 29—Salt Lake City, Utah—Examiner Witters: 
16112—Ogden Grain Exchange vs. Abilene & Southern Ry. et al. 
16230—Ogden Grain Exchange vs. Arizona Eastern R. R. et al. 


et al. 


November 29—Cairo, Ill.—Examiner nang 

* 16283—The Southern Lumber Company vs. . & Ark. Ry. et al. 

December 1—Washington, D. C.—Examiner Wagner: 

* 16216 (and Sub. No. 1)—Clements Paper Company et al. vs. ’ 
Cent. Ry. et al. 

December 1—Little Rock, Ark.—Examiner Konigsberg: 

* 12635—Co-operative Oil & Paint Company et al. vs. Director Gen- 
eral, B. & O. R. R. et al. (further hearing). 

December 1—San Francisco. Calif—Examiner McChord: 

* 1. and S. No. 2262—Protective service rules on perishable freight. 

December i—Philadelphia, Pa.—Examiner Griffin: 


bd “ros I. du Pont de Nemours & Company vs. B. & O. R. R. 
et a 


* 16356—Krupp Foundry Company vs. Southern Ry. et al. 
December 1—Pittsburgh, Pa.—Examiner Knowlton: 

* 12481—H. J. Heinz Company vs. Director General, P. R. R. 
December 1—Macon, Ga.—Examiner Weaver: 

* 16291—Georgia Quincy Granite Company vs. A. C. L. R. R. et al. 
December i—St. Louis, Mo.—Examiner Jewell: 


* 1. and S. 2093—Sucker and pull rods from St. Louis and other 
points to Kansas and Missouri. 


December 1—Washington, D. C.—Examiner Barclay: : 
—— Railroad Co. vs. Kansas City Terminal 
y. . 
December 1—Washington, D. C.—Examiner Kelley: 
Val. Dkt. No. 152—In re tentative valuation of the 
the Chicago, Rock Island & Pacific Ry. Co. et al. 
December 1—Port Arthur, Texas—Examiner Fuller: 
16000—Port Arthur Chamber of Commerce & Shipping vs. Aberdeen 
& Rockfish R. R. et al. 
December i1—Washington, D. C.—Examiner Sweet: 
Val. Dkt. No. 336—In re tentative valuation of the properties of 
the Long Island Railroad Company et al. 
December 2—St. Louis, Mo.—Examiner Jewell: 
* 16249—J. H. Ober, trustee of estate of Indiahoma Refining Com- 
pany, bankrupt vs. Alton & Southern R. R. et al. 
* 16255—Collins Timber Company, a co ie oe composed of J. B. 
Collins and L. Y. Collins et al. vs. B. & O. R. R. et al. 
December 2—Canton, Ohio—Examiner Knowlton: 
bd —. Safe & Lock Company vs. Director General, and 


December 2—Philadelphia, Pa.—Examiner Griffin: 
* 16320—Congoleum Company, Inc. vs. C. & N. W. Ry. et al. 
December 2—Atlanta, Ga.—Examiner Weaver: 
. 16186—Peaslee-Gaulbert Company of Georgia vs. L. & N. R. R. 
e 3 
December 2—Tomah, Wisconsin—Railroad Commission of Wisconsin: 
Finance No. 4221—In re the application of the C. M. & St. P. Ry. 
Co. for authority to abandon 28 miles of its line in Wisconsin. 
December 2—New York, N. Y.—Examiner Butler: 
\. and S. No. 1933—In_re commutation fares of the New York, New 
Haven & Hartford Railroad Co. 
December 2—Washington, D. C.—Examiner Pattison: 
Val. Okt. No. 83—In re tentative valuation of the property of the 
Toledo, St. Louis & Western Railroad. 
December 3—Shreveport, La.—Examiner Konigsberg: 
* 1. and S. No. 2256 (first supplemental order)—Cotton factory prod- 
ucts between Shreveport, La. and southern territory. 
December 3—Atlanta, Ga.—Examiner Weaver: 
* 16285—White Provision Company vs. A. B. & A. Ry. et al. 
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Fortnightly Sailings Fortnightly Sailings yee AS a : — 
COLOMBIAN STEAMSHIP CO., (Inc.| MISSISSIPPI SHIPPING CO., (inc.) |}MUNSON STEAMSHIP LINE WaTED GULF & . CO. (ine.) 
17 Battery Place New York City New Orleans, La. 67 Wall Street, New York City Whitney Central Bldg., New re tae La. 
‘am- Managing Operators Managing Operators Managing Operators Managing Operators 
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North Atlantic Ports : Weekly Sailings [Lond Liverpool and Manchester 
OL ; to New York to India Baltimore . "Hall Monthly Sailings 
Constantinople, Malta, Greek Monthly Sailings Hampton Roads Leith Bremen and Hamburg 
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Coast, North Africa (East of Philadelphi London London, Rotterdam and 
Bizerta) ROOSEVELT STEAMSHIP elphia to Hull Antwerp 
‘has, 2 Sailings a Month COMPANY (inc.) Boston Leith Monthly Sailings 
2 Sailings a Month 
t al, iy em to P ee ae 44 Beaver St. New York | J. H. WINCHESTER & CO., (Inc.) aes re — 
‘ . 17 Battery Place New York City pias 
Tress Managing Operators Managing Operators Managing Operators Managing Operators 
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Monthly Sailings Brazil and River Plate Ports Helsingfors 
— eee ey. (in, | UNITED GULF 5.S.CO., (inc. Monthly Sailings 2Sailings a Month 
ORIENTAL 5. S. CO., (Inc.) Whitney Central Bldg., INTERNATIONAL FREIGHTING CORP. | MOORE & McCORMACK CO..(Inc.) 
yen- 17 Battery Place, New York City New Orleans, La. 44 Whitehall Street New York City| 5 Broadway 7 New York City 
Managing Operators Managing Operators Managing Operators Managing Operators 
,R. Philadelphi: Rotterd 
SOUTH AFRICAN LINE _ AFRICAN LINE AUSTRALIAN LINE ae a * acenny 20 Aimnerdam 
New Yor' al ing every ays 
to to New Zealand Ports 2 Sailings a Month 
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Monthly Sailings and West Africa — Antwerp 
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New York _—to ata = MEDITERRANEAN LINE EUROPEAN LINE Mobile, Pensacola, Philadelphia Glasgow 
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December 3—St. Louis, Mo.—Examiner Jewell: 

* a ~ County Milling Company et al. vs. Butler County 
R. R. et al. 

December 3—Sanford, Fla.—Examiner Cassidy: 

* —— Commissioners, State of Florida vs. A. C. L. R. R. 
e a 

December 3—Akron, Ohio—Examiner Knowlton: 

* 14655—(and Sub. Nos. 1 and 2)—Firestone Tire & Rubber Com- 
pany et al. vs. Director General, and B. & O. R. R. 

* 15830—Burger Iron Company vs. Director General, and P. R. R. 

December 3—Argument at Washington, D. C.: 

* 1. and S. No. 2215—Grain and grain products from Iowa and Ne- 
braska to St. Louis, Mo., and related points. 

* Il. and S. No. 2239—Petroleum oil from Arkansas to Louisiana. 

* 16191—Vicksburg, Shreveport & Pacific Ry. Co. vs. C. R. I. & P. 
Ry. et al. 

December 3—Indianapolis, Ind.—Examiner McGrath: 

16117—The Indianapolis Board of Trade vs. B. & O. R. R. et al. 

December 4—Washington, D. C.—Examiner Gibson: 

Val. Dkt. No. 344—In re tentative valuations of the properties of 
Vandalia Railroad Company and Terre Haute and Peoria Rail- 
road Company. 

Val. Dkt. No. 362—In re tentative valuations of the properties of 
the  demeet de Cincinnati, Chicago & St. Louis Railway Co. 
et al. 

December 4—Cleveland, Ohio.—Examiner Knowlton: 

* 15876—The Columbia Steel Company et al. vs. B. & O. R. R. et al. 

December 4 and 5—Argument at Washington, D. C.: 

* 13211—West Coast Lumbermen’s Association et al vs. Abilene & 
Southern Ry. et al. 


* 15147—Wm. Cameron & Company, Inc. vs. Abilene & Southern et al. 


* = oo Lumbermen’s Association of Texas vs. Abilene & South- 
ern et al. 


* 15357—The Wichita Board of Commerce et al vs. Santa Fe et al. 

December 5—Chattanooga, Tenn.—Examiner Weaver: 

* =o Coal and Iron Company et al. vs. C. of Ga. Ry. 
et al. 

December 5—New Orleans, La.—Examiner Konigsberg: 


* | and S. No. 2259—Fertilizers from New Orleans and related points 
to points in Louisiana. 


* a a alent Hines Yellow Pine, trustees vs. A. C. & Y. Ry. 
et al. 

December 5—Allentown, Pa.—Examiner Griffin: 

* 14004—(and Sub. Nos. 1 to 4, incl.)—Lehigh Portland Cement Com- 
pany vs. Director General, as Agent. 

December 5—Argument at Washington, D. C.: 

* 15712—Wm. Cameron & Co., Inc. vs. Abilene & Southern Ry. et al. 


December 6—Kansas City, Mo.—Examiner Jewell: 

* Fourth Section Application Nos. 638 et al.—Filed by Agent Leland 
et al., In re rates on grain, grain products, seeds, hay, straw, etc. 
from points in U. S. on and west of Missouri river to points in 
Arkansas, Kansas, Louisiana, Missouri, Oklahoma and Texas, also 
Miss. river crossings south of and including Memphis, Tenn. 


December 6—New York City. N. Y.—Examiner Griffin: 
* 14475—The Babcock & Wilcox Company vs. Director General, 
P. R. R. et al. 
December 6—Pueblo, Colo.—Examiner Witters: 
16058—The Colorado Paper Company et al. vs. Santa Fe et al. 


December 6—Fort Wayne, Ind.—Examiner Knowlton: 

* be yA Liberty Cooperage and Lumber Company vs. C. I. & L. 
y. et al, 

December 8—Jackson, Miss.—Examiner Konigsberg: 


* 16157—Jackson Traffic Bureau, for Betta Feed Mills, Inc., et al. 
vs. A. & V. Ry. et al. 


* 16244—Jackson Traffic Bureau, for Enochs Lumber & Mfg. Co. vs. 
Ill. Cent, R. R. et al. 

December 8—New York, N. Y.—Examiner Griffin: 

* 16355—The Hartford Times of Hartford, Conn., et al.. vs. Maine 
Central R. R. et al. 

December 8—Roanoke, Va.—Examiner Weaver: 

* 16220—The Was-cot Corporation vs. K. G. J. & E. R. R. et al. 

December 8—Grand Rapids, Mich.—Examiner Knowlton: 

* 16301—National Commercial Fixture Manufacturers’ Assn. vs. Ann 
Arbor R.R. et al. 

December 8—Kansas City, Mo.—Examiner Jewell: 

* 16184—R. C. Jackman and O. T. Jackman, co-partners trading under 
the name of Bowersock Mills & Power Co. vs. Santa Fe et al 

December 8—Washington, D. C.—Director Mahaffie: 

Finance No. 3859—Excess income of New York Central] Lines, - 
December 8—Boulder, Colo.—Examiner Witters: 
16217—The Chamber of Commerce of the City of Boulder, Colo. vs. 

Santa Fe et al. 

December 9—Lynchburg, Va.—Examiner Weaver: 

* a Bureau Chamber of Commerce vs. Southern Railway 
et al. 

December 9—Kansas City, Mo.—Examiner Jewell: 


* 16078—(and Sub. Nos. 1 to 6 Incl.)—Waggoner-Gates Milling Com- 
pany vs, A. T. & §S. F. Ry. et al. 


December 9—New York, N. Y.—Examiner Griffin: 
* 16358—Federated Metals Corporation et al. vs. P. R. R. et al. 
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December 10—Norfolk, Va.—Examiner Weaver: 


* 16224—Norfolk-Portsmouth Freight Traffic Commission vs 
& Rockfish R. R. et al. ; 


December 10—Jackson, Miss.—Examiner Konigsberg: 
* 14980—Greenwood Chamber of Commerce et al. vs. A. & V. RY. et al 
Portions of fourth section application No. 2061, filed by Aca: 
Tucker, In re rates on classes and commodities from polate i 
Cc. F. A. territory to Greenwood, Yazoo City, Greenville, Corinth 
Tupelo, West Point and Aberdeen, Miss. , 


December 10—Chicago, Ill—Examiner Knowlton: 

* Fourth Section Application No. 12628—Filed by Agent E. B. Roya 
In re rates on commodities from eastern territory to Iowa and 
Minnesota points higher than rates to Twin Cities, ete. 


December 10—Concord, N. H.—Public Service Comm. of New Hamp- 


Aberdeen 


shire: 

* Finance No. 4300—In the matter of the application of the Maine 
Central R. R. Co. for authority to acquire control, by purchase 
of capital stock, of the Hereford Railway Company. 

* Finance No. 4301—In the matter of the application of the Maine 
Central R. R. Co. for a certificate of public convenience ang 


necessity authorizing it to abandon that portion of its line known 
as the Hereford Railway. 


December 10—New York, N. Y.—Examiner Griffin: 
* 16286—B. Lissberger & Company et al. vs. P. R. R. et al. 
December 10—Argument at Washington, D. C.: 
* Finance No. 3324—Stock of New Jersey, Indiana & Illinois R. R. 
* 14916—Allowances or division received by the Texas Gulf Sulphur 
Co. and by the Houston & Brazos Valley Ry. Co. 
* 13653—(and consolidated case)—Texas Gulf Sulphur Company ys, 
G. C. & S. F. Ry. et al. 
December 10—Washington, D. C.—Examiner Mackley: 
11467—Swift & Company vs. Director-General. 
11521—Swift & Company vs. Director-General. 
11540—Armour & Company vs. Director-General. 
12062—Wilson & Company vs. Director-General. 
(Further hearing solely with respect to the question of switch- 
ing charges.) 
December 11—Kansas City, Mo.—Examiner Jewell: 
* 1. and S. No. 2228—Grain from Kansas City, Mo.-Kan., to C & 
N. W. Ry. stations in Iowa. 
December 11—Chicago, Ill.—Examiner Knowlton: 
* 16038—A. W. Taylor vs. N. Y. C. & St. L. R. R. 
* 16203—Sunny Brook Distillery Company vs. Santa Fe et al. 


December 11—New York, N. Y.—Examiner Griffin: 
* 16236—Mineral Point Zinc Company vs. C. & A. R. R. et al. 


* 16238—(and Sub. Nos. 1 and 2)—Grasselli Chemical Company et al 
va. A. C. & ZY. Ry. ot ai. 


December 11—Argument at Washington, D. C.: 
* 11980—Michigan Railroad Company vs. Pere Marquette R. R 


- et al. 

* 13559—National Coffee Company et al. vs. G. C. & S. F. Ry et al. 

* a aimee Grocery Company et al. vs. B. S. L. & W. Ry. 
et al. 


December 11—Washington, D. C.—Examiner Shanafelt: 

1. and S. No. 2145—Fresh meats and packing house products, E. St, 
Louis, Ill., to C. & O. Ry. stations. 

16227—Wilson & Co., Inc., et al. vs. C. & O. Ry. 

December 11—Denver, Colo.—Examiner Witters: 

1. and S. No. 2251—Cement from Oklahoma to Texas. 

Portions of fourth section App. No. 627, filed by Agent Leland, In 
re rates on cement, C. L., from Ada and Hartshorne, Okla., to 
points in Texas (to be heard in connection with I. & S. 2251). 

December 12—Chicago, Ill._—Examiner Knowlton: 
* . “2-7 & Gannon Construction Company vs. C. C. C. & St. L. 
Ry. et al. 
December 12—Norfolk, Va.—Examiner Weaver: - 
* Portions of fourth section application No. 928, filed by Virginian 
Railway, in re rates on grain, grain products and grain by-products 
from St. Louis, Mo., to local stations on the Virginian Ry etc. 
December 12—Denver, Colo.—Examiner Witters: 
16294—State of Colorado and the Public Utilities Commission of the 
State of Colorado vs. Missouri Pacific R. R. et al. 
December 12 and 13—Argument at Washington, D. 


ok 
* be a City Brick & Tile Co. vs. Director General, Santa 
Fe et a 


* 12708—Ballou Brick Company et al. vs. Santa Fe et al. 

bd —— of R. R. Commissioners of Iowa et al vs. Santa Fe 
et . , 

December 13—Kansas City, Mo.—Examiner Jewell: 


* |, and S. No. 2245—Grain from W. T. L. territory to Colorado, Kan- 
sas, Missouri, Nebraska, Oklahoma and Wyoming. 


December 15—New York, N. Y.—Examiner Griffin: 


_* 16120—The American Paper Goods Company vs. B. & ‘- R. R. et al. 


* 16303—Publie Service Cup Company et al. vs. A. C. R. R. et al 

December 15—Chicago, Ill.—Examiner Knowlton: 

* 16237—E. & A. Opler, Inc. vs. Aberdeen & Rockfish R. R. et al. 

December 15—Richmond, Va.—Examiner Weaver: a 

* 16321—State Corporation Commission of the State of Virginia VS. 
Aberdeen & Rockfish R. R. et al. 

December 15—Argument at Washington, D. C.: 

* 15412—Bernard Gallup vs. N. Y. N. H. & H. R. R. 

* 14761—Texas Chamber of Commerce et al vs. Santa Fe et al. 
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t the Cement-plaster, Pyramid and Sweetwater, Tex., to St. L.-S. PRESIDENT JACKSON ................. January 3 
Ww. — in Ark., Ill., and Mo.; I. and S. 2232 (mimeo- - PRESIDENT McKINLEY January 27 
j ere rr rae ne ae RR ne are Cre Ean Ce ee a aan me ea eRe eee 
anta Nebraska Bridge Supply & Lumber Co. vs. A. T. & S. F. et 
al.; case 14483; lumber (mimeographed).............eeee00 1057 Di F ° h ° 
Toledo Cooker Co. vs. N. & A. et al.; case 14876; soapstone irect relg ter Service 
. Fe disks COTTON sok ovo. 00 de g.eincinreaiateeneateeweis ee cccceee 1057 
— & ade N. S. et al.; case 14824; cotton shirt forms on TO 
SOUR icici acd. 9 6:orei a ormtnva atere-o seo ere ieralenw-eteralerdiats Gaatguatarele 8 ° e e 2 
Hudson Mule Co. et al. vs. L. & N. et al.; case 9966; horses 
Kan- . — mules Dam aps a cai ahah sag otal WAC a erghaactiara Rcuarecepeabdassie 1058 Japan, Shanghai, Dairen, Taku Bar, Tientsin 
umber, combination rule on, from Chicago, Ohio and Miss. 
“ eee — to C, F. A. territory; I. and S. 2183 (mimeo- _ bai See eee ee eee ener e ee eeee ahaa ae = 
t al. PINE, 66 careiy 098.6) ae 10:g5-b den eieie wee eeanelere le Sra Cuateleial gr naustaerennent es Oe ia orgs cainrniee aise eine ete cempber 
et al ‘ ’ 
TENTATIVE REPORTS OF THE COMMISSION................ 1059 WEST HIMROD.....................-.- December 25 
PL CITI ins ss oadinccsiczeccoscesseccencesseces 1063 Also — pe 4 — Semon, 
? > > 
VS. EASTERN CLASS RATE PROPGOGAL. «. ..ccccvccciccdecccseccccences 
ERM CLAGS RATE PROPSSAL as FOR RATES, SPACE AND OTHER INFORMATION APPLY: 
INDUSTRIAL TRAFFIC DEPARTMENTS (Article No. 2)—By Chicago—Merchants Loan & Trust Bldg., 112 W. Adams St., Phone 
I We a5 ccc iste: 0:51 579 vine Sip inigiv: cieigrvibiei nie 0-6 s°P ae wie ereieinieie 7 Randolph 7739. 
LOSS AND DAMAGE DECISIONS.............ccceeceeeeeeseeees 1073 Bosion—i77 ‘State Stree a —— 
iladelphia— urse Building. 
PERGOTAL. POE WS AIUD TOTS ivaivieis.gcc ccc siivindedescswsewswcacies 1077 Detroit—Dime Bank Building. nies 
an Francisco—Robert Dollar Building. 
WCE AN SIU TO ince ok vise Ske sicincs-0.o0ivecwaarsowresionses 1084 Los Angeles—429 Pacifie Electric Building. 
CANADIAN TRANSPORTATION NEWS..........ceceeeeeeeeeuss 1094 certo 400 L. C. Suith Balldine. 
GUESTIONG. AMD PCCW IG ooosiic cic cscicnicswndcvecsicnoenseswasee 1100 L. L. BATES, General Freight Agent, Seattle, Wash. 
Fe I oo oeeeecia Smita icsacakaweseCeaweesauuewawe 1102 
BOCKET GE THE COMMIGGION . «0.0.60 sdcsrcccsdinwewiseseeces owes 1104 


THE TRAFFIC SERVICE CORPORATION 


WASHINGTON CHICAGO 
MILLS BUILDING 418-430 S. MARKET STREET 
Phone, Main 3840 Telephone, State 8635 


U.S. SHIPPING BOARD 


TRANS - PACIFIC SERVICE 





ADMIRALORENTAL NF 
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CALIFORNIA ORIENT LINE 


te 











\\ > 






Bw \j A SA Fastest Steamers 

ig sai ie : Between 

‘ os . SAN FRANCISCO 
thi mae. and the 


ORIENT 


via 


HONOLULU 


Unexcelled Passenger Freight Service 


Passengers and Express-Freight NEXT S AILINGS Passengers and Express-Freight 






















From San Francisco to Honolulu, Yokohama, Kobe, 


Highest Shanghai, Hongkong and Manila’ Lowest 
. S. S. President Taft sails............... Nov. 29 
Marine S. S. President Wilson sails............. Dec. 13 Insurance 
ef. as . S. President Lincoln sails............ ec. 
Classification S. S. President Cleveland sails.......... Jan. 10 Rates 
S. S. President Pierce sails ............. Jan. 24 


and every ] 4 days thereafter 


Through Bills of Lading issued to and from all ports beyond port of call 





For rates and other information apply to any railroad agent, or to 


CALIFORNIA ORIENT LINE 


‘508 California Street Central Bldg., 108 West Sixth St. 10 Hanover Square 
San Francisco, Cal. Los Angeles, Cal. New York City 
142 South Clark Street, Chicago, IIl. 
E. L. Mayo, 613 Engineers’ Bldg., Cleveland, O. Horace W. Dawes, 410 State Theatre Bldg., Pittsburgh, Pa. 


South Gate Forwarding & Storage Co., South Gate Terminal, Norfolk, W. Va. 
Norton, Lilly & Company, Equitable Bldg., Baltimore, Md. 


UNITED STATES SHIPPING BOARD» 


By Pacific Mail Steamship Co., Managing Operators 
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$90] FAST FREIGHT SER 





MINNEAPOLIS, ST. PAUL & SAULT 
STE. MARIE RAILWAY CO. 






VIA THE 


SOO LINE 








BETWEEN 


ALL POINTS ww THe EAST ann SOUTH 


AND 


NORTHWEST, WESTERN CANADA 
NORTH PACIFIC COAST 


6 = avold delay, shipments for Canadian destinations must be accompanied by SHIPPERS’ EXPORT DECLARATION MADE IN Tene sOare. 
This document must be delivered raliroad agent at initial point with the shipment and accompany same to Canadian port of e *) 


Boston, Mass., 40 Central St. . AGENCIES aes ge Pa., 840 Sixth Ave. 

Buffalo, N. Y., 409-410 Iroquois Bldg. Los Angeles, Cal., 605 7 Spring St. Portland, Ore., 55 Third St. 

Chicago, Ill, 707 Mer. Loan & Trust Bldg. Memphis, Tenn., Porter B Idg. St. Louis, Mo., 2050 Railway Exch. Bldg. 
$40 Rookery Bldg. Milwaukee, Wis., 68 Wisconsin St. St. Paul, Minn., nel Merchants National 

Chippewa Falls, Wis. 918 Majestic Bldg. nk Bldg. 

Cincinnati, O., 409 Traction Bldg. Minneapolis, Minn., Soo Line Bldg., 5th St. San {~~ ca 675 Market St. 

Cleveland, O., 1040 Prospect Ave. and Marquette ‘Ave. Sault Ste. Marie, Mich. 

Detroit, Mich., 311 Free Press ee, Neenah, Seattle, Wash., 608 2nd Ave. 

Duluth, Minn., 820 West Superior St. New York N. Y. The arg > a Spokane, Wash., 1006 Old Nat'l Bank Bldg. 

Grand ‘Rapids, Mi _, 414 Tperetet Bldg. Omaha, Neb., 1025 Ww. O. Bldg. Superior, Wis. 

Indianapolis, Ind.. 522 Merch. Bank Bldg. Philad el phia, Pa., Cross Blade. Locust St. at Waukesha, Wis. 

Kansas City, Mo., 788 Railway Ex. Bldg. 15th. Winnipeg, Man., 608-604 Lombard Bldg. 


ROUTE YOUR FREIGHT=CARE SOO LINE 





Great Northern 





Five Fast F reight Trains Daily 


THE 


TRAFFIC WORLD 
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Supply Superior Service to or from all 
Parts of the Northwest 


Speedy, dependable freight service assured Great Northern shippers by ample rolling stock, excellent 
roadbed and motive power, including giant new oil burning engines of new design, the most powerfv/ 


locomotives of their type ever constructed by the Baldwin Locomotive Works. 


Convenient connections are made with steamship lines to Alaska, Puget Sound"vorts, Hawaii, the Orient 


and Australia. 


We also operate through merchandise cars freeing you from the annoyance and 


loss of time occasioned by transfer. Operated from Chicago, St. Louis, St. Paul, 


Minneapolis, Minnesota Transfer, Duluth and Superior to all important points in 
the Northwest. 


Route of the New Oriental Limited 


The finest train between Chicago, St. Paul, Minneapolis and Spokane, Seattle, 


Tacoma, Portland, Vancouver and the Pacific Northwest. 


The following Great Northern representatives are as near as your telephone. 


your freight shipment the quickest and most economical way. For detailed information, rates and 
passings of through carloads call on or telephone. 


eer WASH., 
a Thompson, D. ?. A., 
Pate Kulshan Bldg. 
Phone 2111 


BILLINGS, MONT., 
J. F. Kelly, General Agent 
Phone 6871 


BOSTON, MASS., 
Chas. H. Walker, General Agt. 
294 Washington St. 
Phone Congress 140 


BUFFALO, N. Y., 
A. Kneubuehl, ‘Be Os Me, 
683 Ellicott Square. 
Phone Seneca 4166 


CHICAGO, ILL., 
T. J. Shea, Asst. G. F. A., 
226 W. Adams St. 
Phone State 6300 


eaee et OHIO, 


rinkman, General Agt., 
609 Traction Bldg. 
Phone Main 249 


CLEVELAND, OHIO, 
F. P. Engel, General Agent, 
508-9 Hippodrome Bide. 
Phone Cherry 1537 


HELENA, MONT., 


L. B. Woods, Assistant General 
Freight and Passenger Agent 


eee %, TEX., 
.H. "Turner, S. W. Agt., 
1013 S. W. Life Bids. 
Phone Y-5374 


a MICH., 
oa Clark, General Agent, 
619 Free Press Bldg. 
Phone Main 7270 


— MOINES, IA., 
A. d. Cheeseman, T.F.A., 
425 Kraft Bldg. 
Phone Market 942 


a MINN., 
- R. Carl, General Agent, 
428 W. Superior St. 
Phone Melrose 118 


KANSAS CITY, MO., 
W. J. Farrell, G. A. Frt. Dept., 
516 Railway Exch. Bldg. 
Phone Main 3852 


LOS ANGELES, x 
J. W. Phalon, D. F. & P. 
716 Cit. Nat’l. ft ‘Bide. 
Phone Vandike 8421 


MINNEAPOLIS, MINN., 
S. A. Volkman, G. A. F. Dept., 
534 Met. Life Bldg. 
Phone Main 4130 


MILWAUKEE, WIS., 
E. A. Fradenburgh, Gen. Agt., 
810 Majestic Bldg. 
Phone Grand 1006 


—_, YORK CITY, N. Fs 
.- G. Dow, Asst. G. F. Agt., 
Woolworth Bldg 
Phone Whitehall S660 


PITTSBURGH, PA. 
F. G. Reigart, Com. Agt., 
214 Empire Bldg. 
Phone Smithfield 1762-1763 


PHILADELPHIA, PA., 
F. G. Smith, General Agt., 
409 Finance Bldg. 
Phone Rittenhouse 3275-6 


PORTLAND, ORE., 
W. E. Hunt, General Agent, 
201 Morgan Bldg. 
Phone Atwater 0931 


SAN FRANCISCO, CAL., 
A. J. Aicher, General Agent, 
1009 Hearst Bldg. 
Phone Douglas 3892-J 


ST. LOUIS, MO., 
J. M. Sanford, General Agt., 
203 Boatmen’s Bank Bldg. 
Phone Olive 51 


ST. PAUL, MINN., 
G. H. Smitton, Freight Traffic Manager. 
A. J. DICKINSON 


Passenger Traffic Manager 


NO EXTRA FARE. 
They can help you route 


ST. PAUL, MINN 
Wallace D. O’Brien, G.A.F.D., 
Phone Interior 45303 
SEATTLE, WASH., 
H. W. Co stigan, G. A. F. Dept., 
506 Alaska Bldg. 
Phone M 9800 
—, CITY, IA. 
J. Donohue, 
516 Nebraska St. 
Phone Auto 4422, Bell 438 
SPOKANE, WASH., 
J.F. Pewters, General Agent, 
Davenport Hotel. 
Phone M 887 
— WASH., 
. G. Black, General Agent, 
108 So. Tenth St. 
Phone Main 1124 
TORONTO, ONT., 
. &. Watkins, General Agt., 
202 Webster Bldg. 
Phone Adelaide 5818 
VANCOUVER, B. C., 
Edwin A. Dye, General Agent, 
607 Hastings St. 
Phone Seymour 3386 
WINNIPEG, MAN., 
W.T. Hetherington, D.F. & P.A. 
226 Portage Ave. 
Phone A-6603, A-1123 


SEATTLE, WASH., 


M. J. Costello, 
Western Traffic Managef 
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South and West, and Eastern Canada 
with All Points South. 


DELAWARE & HUDSON SERVICE is co-ordinated with that of 


_@ 
1}; A Dependable Service 
“fey The Delaware and Hudson “ 
. is the Transportation Link Connect- 
: ” ing the New England States with the ” 


The Comptia Pacts RARWAT . «200 cciccccescsesesccsens 
V The Canadian National Railways............ seeeeeeeeee » Via Rouses Point, N. Y. 
The Quebec, Montreal & Southern.............. whens ‘ 
on hn dn ccee gered ehne bewrwaw eames via Mechanicville, N. Y. 
ee EE Se ED v6: 4 0'64 60 605K 9 KES PHERSEO ES CON ee via Albany, N. Y. 
a di i ans wave snkeh a ab a ap el ia a ei 
i cn 6s hehehe Ke eh We Ke eee via Wilkes-Barre, Pa. 
The a Se ee hikes inas odeouseneeerwnneus 
till ile aig a baal alread kei Res ha eee : : 
nt The Lackawanna ....... OCOD Se ANE DOIN ea | Binghamton, N. Y. 
fv/ Be SE ED niin ich cet eseee eben eee dws via Owego, N. Y. 


And Their Connections 


nt | Thus providing a dependable through service for the movement of fuel, raw materials, 
finished products and general merchandise between territories of large population. 


LESS-THAN-CARLOAD FREIGHT ROUTED VIA DELAWARE AND HUDSON has the advantage of 
unusually broad loading classifications, providing through cars east, west, north and south, to and 

. from many cities in Massachusetts, New York, New Jersey, Pennsylvania, Maryland, Virginia, Michi- 
gan, Ohio, Indiana, Illinois and Missouri, or a "short haul to transfer points making destination cars or 
loading to near-home transfers. 


Our nearest representative will, if given opportunity, render you 


HELPFUL SERVICE 


All our Traffic Agencies are furnished information daily relative to junction passings. The Agency 
nearest you will keep you advised of the progress of your urgent carload shipments if requested to 


do so. 
DELAWARE & HUDSON FREIGHT TRAFFIC AGENCIES 
ALBANY, N. Y.—Telephone Main 83880 
ke Ss ee ree RII: NINN /<cus cccsaichiae erases elernsiomsmioreie @ ie! store aiare ingles oraleialvielotninle wie a lep ales ewieionewineeee D. & H. Building 
a i Se eee ee SE, Sr UIIEE  IIN  6.sck.ccrcsanonsieed Dewieniedweewetaenewesenecbene D. & H. Building 
d ATLANTA, GA. 
eS EE | eee ror I aso rain sce tin dodo twrsecrdsccrecwewweecewesnebeesssaeceuaasaene 918 Healey Building 
a 7. *etemagane Main 1323 
o Eke WROGIEE. cccccccccccccccccccces Wew BMumland Dreisnt Agente. ooiccs. ccc cccsvvccccicvisievesicees 429-480 Chamber of Commerce Building 
BUFFALO, bd . ¥-~eiephone Seneca 858 : 
., Be! We Dio cciccavewsdssuseveneweced I io v.o5s 5 osa 6:00:00 sd 0nwee ews binders mdintenaceweseeneaneese 722 Ellicott Square Building 
— 0 —Telephone Wabash 8994 
‘SS OS ee eee IU. SII 6:0 0erseccncnsesenveenseos 838-889 Transportation Bldg., 609 South Dearborn Street 
= MONTREAL, QUE.—Telephone Main 638 . 
James Fitzsimons Lelesia yp eee eeecccesees rn res: Te FIG sco 0:0 6 vin ccc eenscstanecueuecqusweseswsveewer 238 St. James Street 
NEW YORK, N. Y.—Telephone Whitehall 5648 and 5649 
Maz V. Beckstedt....cccoccccccccccce ee re ee ee 1446-48 Woolworth Building, 288 Broadway 
ONEONTA, N. Y.—Telephone 1500 
A. W. Ackley. iacmiacotis alaceainaaretamieeecaea Ne, ED RII 6.600.000 dn0sswndeneueseew eu eusentanaseebeuwe nanan ane 191 Main Street 
PHILADELPHIA, PA.—Telephone Rittenhouse 1271 
. W. 6566s ccwwseenesiemmemen General Southern Freight Agent.............+. 1109-10 Finance Bldg., 1420-26 South Penn Square 
2 PITTSBURGH, PA.—Telephone Smithfield 1212 “ 
ey NL ccscuunmiapeaceaeaae RS iis 1 ce cence WiasGseieione nsw bin alerontelaend ibe sie eabeeie GERACE 518-514 Bessemer Building 
= een een ee ee ry er re 513-514 Bessemer Building 
eS N. Y¥.—Telephone 698 
5 /stareaeioiniauk aeerere ans Smelter TN ee eT ee 
scape, PA. —Telephone Bell 475, Con. 557 
J. oyle bdsincensenesseeseemelbinacan SER. TUNIE? SII iio saitn hos cues mea sana nance reeusoune D. & H. Passenger Station 
, ST. LOUIS, MO.—Telephone Olive 1651 
untick dentieniaseusti NE CINE i. oncrcecursiocawawew sibs nGs scwanaweyeueaewweswemens een ene ee 1021-1022 Pierce Building 
TROY, N. Y.—Telephone 765 
' We io. Pr ecalenersesestsweenmeus a TI I ak: 564:6 she V0 esqweaninde adeeb tiwensenoueeetete Union Station 
W. G. Story, General Freight Agent, Albany, N. Y. F. W. Nyland, Coal Freight Agent, Albany, N. Y. 
C. E. Rolfe, Ass’t Gen’l Traf. Mgr., Albany, N. Y. L. F. Perry, Ass’t. to Gen’l. Traf. Mgr., Albany, N. Y. 
" W. J. Mullin, General Traffic Manager, Albany, N. Y. 


Kel SHORTEST—QUICKEST—BEST PASSENGER ROUTE 
BETWEEN NEW YORK AND MONTREAL 
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SOUTHERN PACIFIC LINES 
As Others See Us! 


HE inauguration of our NEW SUNSET LIMITED on November 1 
was the direct inspiration for the following telegram, sent from 
Carbondale, Illinois on October 31 to our General Passenger Agent at 
New Orleans by Everette A. White, President, and Glenn D. Willaman, 
Managing Director, of the California Real Estate Association, who 








know a good thing even before they see it: 










notificat 
vat 
Southern Pacific is one of the great empire empire which, watered by the mighty ON 
developers in western America and also one Colorado, will furnish homes and industries SINGL 
of California Real Estate Association’s and agriculture for millions of settlers yet ue 
heartiest supporters in our statewide work to come. ‘-< 
for property interests and community devel- _ 
opment. We value highly in our golden We congratulate you upon your notable 
West unsurpassed transportation facilities achievement of inaugurating your new nat! 
of Southern Pacific Railroad, and as officers SUNSET service, and also on your forward trat 
of America’s largest State real estate organ- step in providing additional transportation 
ization, representing realty boards in over from E] Paso into rich territory north and _ 
one hundred California cities, look forward northwest, including richest yet undevel- ties 
with genuine pleasure to our transconti- oped San Juan Basin of fifty million acres. ref 
nental journey on your magnificently The dynamic pioneering genius of Hunt- Sn 
equipped New SUNSET LIMITED. We ington, Hopkins, Stanford and Crocker is 

would appreciate having for our magazine typified in the constructive work of South- " 
large photograph of your superb new train. ern Pacific executives of today. : 
Not only does SUNSET LIMITED traverse We came East on San Francisco Overland 
region of unexcelled scenic wonder and Limited, also unexcelled in equipment and on 
romantic historical interest, but SUNSET service, but return via New Orleans to be Ce 
ROUTE taps America’s great Southern on your new premier train. fo 
r¢ 

A 

ni 

A CHOICE OF CLIMATE, POPULATION, : 

PRODUCTION AND INDUSTRIAL OPPOR- S 

TUNITY UNRIVALED ANYWHERE! 

f 

I 


For information 
&) Address ‘‘General Agent, Southern Pacific Lines’”’ & 


SOUTHERN PACIFIC LINES 


—The Postman Knows Him 


i ~ lai at at ah 


